




Vol. XXXVIII 





The Traffic World 


ISSUED EVERY SATURDAY BY 
THE TRAFFIC SERVICE CORPORATION, CHICAGO, ILL. 


(Copyright, 1926. Twentieth Year) 
(Member of A. B. C.) 


A working tool for traffic men, both industrial and railroad; a national journal of transportation news; independent as between carrier and shipper 


SATURDAY, DECEMBER 18, 1926 


— 


No. 25 





E. F. HAMM, President W. C. TYLER, Secretary-Treasurer 
H. A. PALMER, Editor and Ne R. J. BAYER. Circulation Manager 
H. W. KELLOGG, Advertising Manager 
1, V. A. WAIT, New York Advertising Representative S E. 42nd St.) 
B. J. HAMM, Manager, _ A. E. HEISS, Chief, 
pecia! Service Department, Washington Washington News Bureau 


All subscriptions are payable in advance and renew automatically at end of period unless 
notification to contrary is given. 


All remittances should be made payable to order of THE TRAFFIC SERVICE COR- 
PORATION, Chicago, and should be in Chicago or New York Exchange. 


TERMS OF SUBSCRIPTION 


INE YEAR 6 «+. 6 o 6 e. . he ee es ee. ee $10.00 
4 As oe ee ee ee ° 6.00 
Welle PRS wt tt HO eet eee ee 3.00 
NS men Ss! 0G. ss) ie ww we we es 25 








418-430 South Market Street 


Mills Building 
CHICAGO, ILL. 


WASHINGTON, D. C. 


THE PULLMAN SURCHARGE 


An important matter under consideration by Congress 
at its present short session is a petition from the United 
“Commercial Travelers of America that the extra fare 
charged for travel in sleeping and parlor cars be abolished 
by legislative action. Hitherto, all such matters have been 
determined by the Commission, which is charged under the 
law with the responsibility of fixing the rates the railroads 
may charge for their services. 

Petitions for the abolition of this extra charge have 
been heard by the Commission and denied. An attempt is 
now being made to induce Congress to over-rule the Com- 
mission’s decision. With a view to informing the public 
with respect to this matter, the Western Railways’ Commit- 
tee on Public Relations has issued a pamphlet in which the 
facts as to the so-called Pullman surcharge are set forth. 

In this pamphlet it is shown that travel in sleeping and 
parlor cars costs the railroads relatively more than travel in 
ordinary coaches and yields relatively less revenue. The 
surcharge was established by decision of the Commission, 
July 29, 1920, and adds about 10 per cent to the rate charged 
by the railways for ordinary travel in day coaches. 

It is shown in the pamphlet that the aggregate receipts 
from this extra charge amount at this time to approximately 
forty million dollars annually, of which more than sixteen 
million is received by the western lines. It is further shown 
that the passenger service of the western lines as a whole is 
operated at an annual loss of $13,800,000, and that, if the 
surcharge is abolished, the annual deficit from western pas- 
senger operations will reach an aggregate of $30,000,000, 
which the railroads will have to make up from rates for 
other classes of service, since they cannot afford to lose this 
revenue. 

This pamphlet quotes as follows from a decision of the 
Commission : 


The record now before us fully substantiates our earlier con- 


clusion that the surcharge has not had the effect of reducing travel 
in Pullman cars; on the contrary, during the past few years, travel 
in Pullman cars has been increasing to a greater extent relatively 
than travel in coaches. 

It is also shown that, despite the surcharge, there is a 
growing demand for Pullman service, while the number of 
passengers traveling in day coaches is decreasing annually. 

In a speech in the House, February 23, 1925, Senator- 
elect Hawes, of Missouri, then a member of the House, said: 

The proponent of this appeal, the order of United Commercial 
Travelers of America, is composed of some of the best men in 
America * * *, but they have brought their case to the wrong 
tribunal, because, if Congress grants their appeal for relief, we will 
again be called upon in other instances to give relief to other 
branches of passenger service, or in the matter of freight rates. 
The appeal contemplates a reduction in Pullman surcharges now 
paid to railroads in an amount between thirty-seven million and 
forty million dollars annually. No one has attempted to determine 


where this sum is to come from. In some vague and indefinite way 
it is proposed that it be taken from the railroads. 


We know that it will not come out of the blue sky, nor can 
it be merely taken from the imagination of men; but if it is taken 
from the railroads, it reduces their revenue capacity in that amount 
annually. Any one understanding the transportation act must know 
that one of two things will happen, cannot fail to happen; no other 
logical deduction can be made. It will be added to the present cost 
of passenger fares or to present freight rates, or it will postpone— 
to the extent of thirty-seven million dollars—the time when a gen- 
eral reduction can be made upon passenger or freight rates. 

The railroads contend that they cannot afford to lose 
the revenue brought in by the surcharge, particularly the 
western lines, which are not yet earning anywhere near the 
fair return contemplated under the law, and that it is better 
for all concerned that the surcharge be continued than that 
the amount it brings into the railroad treasury be obtained 
from rates for other kinds of railway service. Those who 
are asking the abolition of the surcharge should consider, not 
only the merits of the charge, aside from the fact that it 
compels some to pay more in the cost of traveling than they 
otherwise would pay, but what its abolition would mean in 
other transportation charge increases. 


THE POINT OF VIEW 


One national convention in Washington last week—that 
of the American Short Line Railroad Association—adopted 
resolutions favoring legislation placing intercoastal steamship 
traffic through the Panama Canal under regulation by the 
Commission. Its motives are selfish. Another—that of the 
National Rivers and Harbors Congress—adopted a declara- 
tion against placing either the water-borne traffic of the 
United States or the traffic on the public highways under 
control of the Commission or any other body. Its motives 
are equally selfish, especially in its action with respect to 
motor vehicle regulation, which is in no way connected with - 
the matter of water-borne traffic and is opposed by this 
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L. POOLE, General Agent. 
BLOOMINGTON, ILL., South 


and Vine Sts.— 


DALLAS, T 
ED. R. HO 


Alton & Eastern— 
Granite City, Ill. (via Alt & Sou or 

8t.L.M BT) 
Venice Ill. (via So Ry. V & C Belt) 


Alton & Southern— 
Granite City. Ill 
Venice. Il) (via So Ry V & C Belt) 


Atchison, Topeka & Santa Fe— 
East Peoria, Ul. tvia P. & P. U> 
Morton, Lil. 


Baltimore & Ohio— 
Granito City, Ill. (via Alt & Sou or 
St. L.M B.T>». 
Springfield. IU. 
Venice. Il). (vis 8o Ry. V. & C. Belt) 


Chicago & Alton— 
Anderson, Ill. 
East Peoria. Il. (via P. A&P UD 
Granite City. Il «viaSt LM BT >. 
Selbytown. Ill. 
Springfield Il! (vial C or S T) 
Venice Ill (viaSo Ry V.&C Belt) 
Westcart Ill. 


Chicago & Eastern Ilinois— 
Bronson, IU 
Glover. Ill. 
Grans‘e City. Ill. (via St LM BT) 
Weosatville. Il. 


Chicago & Illinois Midland— 
Auburn. Lil. 
East Peoria. Il. (vial & P OU) 
Springtield. I (via lt C of 8 T) 


Chicago & North Western— 
Benid, Lil. 
East Peoris. Ill (vis P.& PU) 


Chicago, Burlington & Quincy— 
East Peoria. Il. (va P & P UY) 
Girard, Ul. 

Granite City. Il. (viaSt LM BT) 
St Louis. Mo. (vieSt L M BT» 
Venice, Ill tviaSo Ry V.&C Belt) 

Chicago, Rock Island & Pacific — 
East Peoria. Hil. (via P. & PU) 
Granite City, Ill. (vie St.L.M BT) 
St. Louis, Mo. (vis St. L. M B.T) 

Cincinnati, indionepolic & Western 
Decatur. Il) (via Wabash Ry ) 
Springfield. Il. 


Cleveland, Cincinnati, Chicago & 
St. Lovie— 


Bloomington, If. 

Danville (Hillery), 1. 

Ea-t Peoria, I). (via P. & P. U) 

Granite City. Ill. (via St.L.M BT) 

Mackinaw, Ill. 

Venice, Ill. (via So. Ry. V. & C. Belt) 
East St. Louis & Carondelet — 

Granite City. Ill. (via 8t.L M BT). 


East St. Louis, Columbia & Water- 
Granite City, Ill. (via Alt. & Son. or 
St. L. M. B. T.). 


East St. Louis Connecting— 
Granite City, Ill. (via St L M B.T.) 
Venice, Ill. (via So. Ry. V &C Belt) 


East St. Louis Junction— 
Granite City, Ill. (via St L.M RKLT.). 
Venice, Ill. (via So. Ry. V. & C. Belt) 
Illinois Central— 
Bloomington, Ill. 
Decatur, Ill. (via Wahash). 
East Peoria, Ill. (via P.& PU?) 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M. Td- 
Moore, Ill. 
Berineteid. ii 
Venice, Ill. (vis So. Ry. V. & C Belt) 
Illinois Terminal— 
Edwardsville, Il. 
Hlinois Transfer— 
Granite City. Lil. (via 8t.L.M B.T ). 
Litchfield & Madison— 
Granite City, Ul. (via Alt. & Sou. or 
St. L. M. B. T.). 


Moore, III. 
Venice, Ill. (via So. Ry. V. & C. Belt). 
Worden, 
Louisville & Nashville— 
Granite City, Ill. (via Alt. & Sou.)or 
St. L.M. B. T.). 
Venice. Ill. (via So. Ry. V. & C. Belt.) 


BIRMINGHAM, ALA., 737 ist Natl. Bank Bidg.— 


H. JOHNSTON, General Agent. 
CHAMPAIGN, ILL., 41 East University St.— 
G MANLEY, General Agent. 


CHICAGO, ILL., 208 South LaSalle St.— 
D. R. PECK, General Agent. 


CINCINNATI, OHIO, Room 301 Bell Block, 6th 


ALVIN ROEHR, General Agent. 


CLEVELAND, OHIO, 415 Swetland Bidg.— 
J. M. BOAK, General Agent. 


618 Santa Fe Bldg.— 
IN, General Agent. 


Freight Connections and Junction Points on 
Main Division 
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Traffic Department Representatives 


Madison St.— 


W. H. WYLIE, 
Traffie Manager, 
Springfield, I). 


Manufacturers— 
Granite City, Il] (via St L M B.T ). 
St Louis, Mo. (viaSt L M B.T). 


Minneapolis & St. Louis— 
East Peoria [l). (via P & P. U) 


Mississippi Warrior Service— 
Granite City, I. (via St. L.M BT 
or Alt. & Sou ). 
St. Louis. Mo. (via St L.M B T) 
Venice, Ill. (viaSo Ry. V. & C. Belt) 


Missouri-Kansas-Texas— 
Granite City, Ill. (via St L.M BT) 
St Louis. Mo (via St L.M B.T) 


Missouri Pacific— 
Granite City, Ill. (via Alt. & Sou or 
St L.M BT). 
St Lous. Mo (viaSt. LL.M B.T) 


Mobile & Ohio— 
Granite City, I. (via Alt. & Sou o: 
St LM BT»). 
Venico, Il (via So. Ry. V.& C Belt) 


New York, Chicago & St. Louis— 

Bloonungton, Ill. (via C. C. C. & 
St L. or I. Cent.). 

East Peoria Ill. (via P. & P. U) 

Edwardsville, Ill. (via 1 T. Co) 

Granite City, Ill (via Alt. & Sou or 
St L. M. B. T.). 

Ridge Farm, It 

Venice, Ill. (via So. Ry. V & C. Belt) 


Pennsylvania R. R. System— 
Decatur, I) (via Wabash Ry.). 
East Peoria, I. (via P. & PL UD. 
Granize City, Il. (via Alt. & Sou. or 

St LM. B.T>». 
Morton, Ill. (via A. T. & S. F.). 
Venice. Il (via So. Ry. V. & C. Belt) 


Peoria & Eastern— 
Bloomington, I 
Danville (Hillery), I. 
East Peoria, I. (via P. & P. U.. 
Muckinaw, Il. 
Peoria & Pekin Union— 
ast Peoria, Il. 
Peoria Ry. Terminal Co.— 
Last lcoria, Ill. (via P. & P. U.). 


St. Louis & Belleville Electric— 

Granite City, UL. (via Alt. & Sou or 
St LN B. T.). 

Venice. Ll. (via So. Ry. V. & C. Bel) 


St. Louis & O'Fallon— 
Granite City, Ill. (via Alu. & Sou. or 
St. LLM. B T).. 
Vonice, IN. (via So. Ry. V. & C. Belt). 


St. Louis & Ohio River— 

Granite City, I. (via Alt. & Sou. or 
St. L. M. B. T.. 

St. Louis Belt & Terminal— 
(iranite City, IN. (via St.L.M B.T.). 
&t Louie. Mo (vie St.L.M BT) 

St. Louis Merchants Bridge Ter- 

minal— 
Granite City, Il. 
St. Louis, Mo. 

St. Louis-San Francisco— 

Granite City, IM (via St.L.M.B.T ). 
St. Louis, Mo. (via St. L. M. B. T.). 

St. Louis Southwestern— 

Granite City, Il. (via Alt. & Sou. or 
St. L. M. B. TL. 
St Louis, Mo. (via St. L. M. B. T ). 

St. Louis Transfer— 

Granite City, I. (via St.L.M.B.T ) 
St Lovis, Mo. (via St. L. M. B. T.) 

St. Louis, Troy & Eastern— 
Fdwardeville, Ill. 

Granite City, IN. (via Alt. & Sou. or 
St L. M. B. T.). 
Venice, Il. (via So. Ry. V. & C. Belt). 

Southern— 

Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 
Venice, Ill. (via So. Ry. V. & C. Belt). 

Southern (V. & C. Belt)— 7 
Granite City, Ill. (via Alt. & Sou. or 

8t. L.M B. TT. 
Venice, Ill. 

Springfield Terminal— 

Springfield, It 


Cc. F. BEA 





a ae ILL., 32 South Vermilion St.— 


ILLON, General Agent. 


CH. 


LER, Ge 


DECATUR, ILL., 600 North V ke St.— 
L. C. BUNDY, General i ~ ” 


DETROIT, MICH., 703 Transportation Bldg.— 
General Agent. 


KANSAS CITY, MO., 211 Ry. Exchange Bldg.— 
L. W. Gent, General hae. ae 


MEMPHIS, TENN., 33 Porter Bldg.— 
H. W. STIG 


MILWAUKEE, WIS., 601 . E _ sed 
J. C. MeCUTCHEN aoe 


Cae, MINN., 1139 Metropolitan Life 
bate 
C. A. CANNING, General Agent. 


neral Agent. 


» General Agent. 


E. E. KESTER, 


Assistant Traffic Manager, 
Springfield 


Terminal Railroad Association of 





St. Louis— 


Granite City Ill (via St.1..M.RT) 
St Louis, Mo. (via St. L. M BT). 
Venice, Ill. (via So. Ry. V & C. Belt) 


Toledo, Peoria 


East Peoria, Ill. (via P & P. U.) 


Wabash— 


& Western— 


Danville (Tilton), II. 


Decatur, Ill. 


Riverton, Ill. 


St. Louix, Mo. (via St. L. M. B. T.). 
Springfield, I 


Staunton, Il. 
Urbana, Ill. 


Venice, Ill. (via So. Ry. V. & C. Belt). 


Granite City, Ill 


uu. 


Wiggins Ferry Co.— 


Granite City, Il! (via St.L M B.T.) 


. (via St. L. M. B. T. 
or Alt. & Sou.). 


NEW YORK, N. Y., 501 Maritime Exchange— 
L. B. KELZ, General Agent. 


PEORIA, ILL., 630 South Washington St.— 
W. M. LONG, General Agent. 


PITTSBURGH, PA., 523 Park Bldg.— 
E. D. FORDE, General Agent. 


8ST. LOUIS, MO., 12th and Lucas Ave.— 
H. C. LEUTERT, General Agent. 


SPRINGFIELD, ILL., Ninth and Adams Sts.— 
E. L. McKEE, General Agent. 


TULSA, OKLA., 818 Clinton Bldg.— 
L. W. GENT, General Agent. 


W. H. BLAIR, 
Chief Tariff Bureau, 
Springfield, Il 


Mites ; 
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- Freight Connections and Junction Points 
(Illinois Valley Division) 


Atchison, Topeka & Santa Fe— Chicago, Rock Island & Pacific— 
Streator LL Do Pue, I 

Ottawa, Il) 

Marseilles, Ill. 


Chicago & Alton— Minooka, Il! (via F. J. & FE.) 


Streator. lil. (via A. T. & S. F.). 


Utica, 


] Elgin, Joliet & Eastern— 

Minooka, Ill. 
Rockdale, Ili. 

New York Ceatral— 
De Pue, Ill. (via C. R. I. & P.). 
Streator, IL 

Wabash— 
Streator, Ill. (via A. T. & S. F.). 


Chicago & North Western— 
Spring Valley. lll. 


Chicago, Burlington & Quincy— 
Ottawa, Ill. 
Streator. lil. (via A. T. & S. F.). 


Chicago, Milwaukee & St. Paul— 
DePue., Ill. (via C. R. 1. & P.). 








Spring Valley, IIL. (via C. & N. W.). 
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body merely because, as it frankly admits, regulation of 
motor vehicles might lead to regulation of water carriers. 
Thus, we have two selfish and diametrically opposed 
views from bodies that are supposed to have studied the 
question and to be competent to express opinions. Both can- 
not be right. One is right and the other wrong. Which? 
It is the business of real students of transportation and really 
public-spirited citizens to find out. It should make no differ- 
ence to them who favors or who opposes a certain policy. It 


is their task to take the question out of the realm of selfish- - 


ness and study it on its merits. 

Our own views are well known. They may be wrong. 
They have, at least, the merit of disinterestedness. Those 
who suspect that they may be influenced by a desire to favor 
the railroads must consider that, on the other hand, when we 
advocate something that may help the railroads, we are likely 
to antagonize the steamships, the motor vehicle manufac- 
turers and operators, the inland waterway enthusiasts, and 
.many shippers. Our selfish interest, narrowly viewed, would 
dictate a neutral course. But we conceive our function to be 
above such considerations and we believe our public, what- 
ever individuals may think as to the soundness of our views 
or whatever their selfish interests may be, will, generally 
speaking, see that we are serving better by endeavoring to 
discern and point out right principles and wise policies than 
we would be by keeping silent. Some of our readers may not 
agree with us, but they must admit the propriety of our point 
of view. It is our hope that an increasing number may come 
to take the same point of view. Selfishness can never arrive 
at correct solutions of our transportation problems. 


MOTOR VEHICLE REGULATION 


The opposition to proposed motor vehicle regulation, 
as nearly as we can get at it, seems to have resolved 
itself into opposition by some motor vehicle manufac- 
turers and operators and some shippers to interstate 
regulation of motor trucks. Practically everybody, in- 
cluding the operators, seems to think motor passenger 
common carriers should be regulated, interstate. Prac- 
tically nobody seems to be objecting to intrastate reg- 
ulation of common carrier motor trucks, already in 
force in many states. About all the arguments that can 
be made against regulation of motor truck common car- 
riers, interstate, can be made against interstate regula- 
tion of motor vehicle passenger common carriers or 
against intrastate regulation of either freight or passen- 
ger motor vehicle common carriers. We should like to 
know on just what definite grounds the distinction rests 
and how it comes that motor vehicle manufacturers and 
operators, originally joining with shippers and railroads 
in suggesting that interstate common carrier motor 
vehicles ought to be regulated, now are holding out 
against regulation of the comparatively small part of 
motor vehicle common carriage devoted to interstate 
freight business. If they have changed their minds, why 
have they done so and why do they not change on the 
whole subject, instead of merely with respect to inter- 
state motor vehicle freight common carriers? It is a 
puzzle to us and we do not believe there is a satisfactory 
explanation except the one that lies in the chaotic con- 
dition of thought on the subject. We suggest study with 
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a view to clarification. We believe in reasonable reg- 
ulation of all motor vehicle common carriers, state and 
interstate, freight and passenger. What do you believe? 
If you do not believe in any motor vehicle regulation at 
all, why do you not? If you believe in some regulation, 
where do you draw the line, and why? 





RIVERS AND HARBORS CONGRESS 


The Trafic World Washington Bureats 


“Unalterable opposition” to regulation of the water-borne 
traffic of the United States and of traffic on public highways by 
the Interstate Commerce Commission or any other administra- 
tive body was voiced in declarations approved by the National 
Rivers and Harbors Congress at the closing session of its twenty- 
second convention. (See Traffic World, December 11.) 

Joseph N. Teal, of Portland, Ore., in an address on the 
subject, “Shall the Interstate Commerce Commission Control Our 
Waterways and Highways?” opposed regulation of waterway and 
highway transportation agencies or the levying of tolls for use 
of the waterways and highways. He appealed to the delegates 
to stand firm against such proposals. 

The declarations approved by the congress follow: 


For the information of the public and our representatives in the 
Congress of the United States, the delegates in attendance at the 
twenty-second annual convention of the National Rivers and Harbors 
Congress, representing practically every state of the American union, 
approve and promulgate the following declarations: 

Since its organization 21 years ago, it has been the avowed purpose 
of the National Rivers and Harbors Congress, through the creation of 
a nation-wide sentiment, to bring about the adoption of a national 
policy which would insure the proper development of the rivers and 
harbors of this country for transportation purposes. In the pursuance 
of that objective, it has refrained from sectionalism and partisanship, 
seeking only to promote and secure the adoption of a national policy 
that would insure the earliest possible completion of all worthy and 
meritorious projects, wherever situated, which would contribute to 
the nation’s commercial, industrial and agricultural progress and pros- 
perity. As its ultimate goal, it has had in mind, through the adoption 
of such a broad and comprehensive policy, the development of a 
unified, interrelated and connected national system of waterways, 
including and consisting of seacoast and lake harbors, inland rivers 
and intracoastal canals which supplementing, and corelated with, rail- 
ways and highways would provide the foundation for and guarantee 
the future economic security and supremacy of the United States. 

It is therefore with gratification and satisfaction that we announce 
that such a program has now been adopted as a fixed and established 
national policy. We view with pardonable pride the prominent part 
played by the National Rivers and Harbors Congress in this great 
achievement. 

We recognize and express our grateful appreciation of the splendid 
leadership of the President of the United States, the Hon. Calvin 
Coolidge, in the accomplishment of this result and the services rend- 
ered in that connection also by the Secretary of War, the Hon. Dwight 
F. Davis, the Secretary of Commerce, the Hon. Herbert Hoover, and 
the Secretary of Agriculture, the Hon. W. M. Jardine, whose public 
utterances have contributed immeasurably in arousing public senti- 
ment to an appreciation of the importance and necessity of a broad 
and comprehensive plan and poy of waterway development. 

In justification of this policy, we direct attention to the effective 
and beneficial service now being rendered by the nation’s waterways, 
although many of them have not been completed in accordance with 
adopted plans. With a total capital investment of approximately 
$985,695,000, expended during more than a century in their develop- 
ment, the nation’s waterways last year handled 482,600,000 tons of 
commerce valued at $23,940,000,000, with an estimated saving in reduced 
transportation charges of $500,000,000 to the American people. 

In this connection, we refer to the wise and sound declaration of 
President Coolidge, in urging the adoption of a broad program of 
waterway improvements, in his annual message to the Congress in 
1923 that such improvements are “not incompatible with economy for 
their nature does not require so much a public expenditure as a capital 
investment” and his statement on the same subject in his annual 
message of 1924 that ‘‘such works are productive of wealth and in 
the long run tend to a reduction of the tax burden.” 

While we view with satisfaction the widespread sentiment in favor 
of the further develooment of the nation’s waterways in accordance 
with the now accepted national policy, we urge upon the friends of 
waterways the Sg sat | of continued and unrelenting vigilance and 
activity until the desired result has been fully accomplished. Although 
the policy has been adopted, it must be maintained and prosecuted 
until a national plan which ultimately will include and comprehend 
every waterway, practicable of development and improvement and 
capable of rendering service of value to the nation, has been carried 
to final completion. It is important that the future should be visual- 
ized. Our rapid increase in population and our even more rapid 
growth in commerce, industry and agriculture will continue to require 
from time to time the enlargement and extension of our national 
waterway system. 

As it has rendered an invaluable public service in the adoption of 
the present waterway policy, the National Rivers and Harbors Con- 
gress has established itself as an essential public agency to maintain 
and protect the policy in the public interest and to assist in translating 
it into the final accomplishment of a unified and connected national 


system of waterways, adequate at all times to the nation’s trans- 
portation needs. 


For many years public interest in the improvement of waterways 
has centered largely uvon their utilization for navigation. It is evi- 
dent, however, as a matter of wise policy, that in the improvement 
of waterways for transportation purposes every service which they 
are capable of rendering should be developed and utilized including 
power, irrigation, reclamation and flood control. We direct attention 
to the provision in the pending rivers and harbors bill which authorizes 
surveys of the navigable streams of the United States with a view 
to ascertaining their possibilities for improvement for these purposes 
in connection with navigation and earnestly urge its adoption at the 

resent session of Congress. This authorization will provide a sound 
is for the adoption by the Congress of a nation-wide plan for the 
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fullest possible development and utilization of the water resources 
of the nation. 

We express confidence in and appreciation of the splendid service 
being rendered by the United States army engineers in the improve- 
ment and development of the nation’s waterways. Their long record 
of loyal, faithful, efficient and honorable public service in all of their 
activities inspires not only the admiration and confidence of the 
American people but the earnest hope that they may be permitted 
to continue to direct and administer all river and harbor works. We, 
therefore, declare our unqualified opposition to any change in the 
present methods of developing our waterways which would in any 
way lessen the authority or responsibility of the United States army 
engineers in that connection. 

in order that the three essential agencies in our national trans- 
portation system, railways, highways and waterways, may render in 
cooperation the fullest measure of service of which they are capable, 
we direct attention to the desirability of their proper coordination, 
particularly at terminals where interchange and exchange of freight 
is ma@e and urge upon the authorities of interested localities that they 
give careful consideration to this suggestion in their plans for terminal 
development. 

We declare our unalterable opposition to placing the waterborne 
traffic of the United States, including both foreign and domestic com- 
merce, or the traffic upon our public highways under the control of 
the Interstate Commerce Commission or any other administrative 
body. We also declare our unqualified opposition to the imposition 
of tolls or other charges for the use of our waterways or highways. 

The navigable waters of the United States are national highways 
and the public therefore have the right to navigate them with the 
least obstruction to traffic. No obstruction to navigation should be 
permitted either by the construction of bridges or by way of any 
other impediment. 

We therefore urge upon the proper authorities that no permits be 
issued for the construction of bridges which in any way limit, obstruct, 
or impair navigation. 

The operations of the United States Inland Waterways Corporation 
on the Mississippi and Warrior Rivers during the past year again have 
demonstrated the economies of water transportation. The services of 
this governmental agency should be extended as the need may require 
in order that the benefits of common carrier service may be enjoyed 
by other communities, provided such common carrier service is not 
supplied by private enterprise. 

Whereas, The President of the United States has been responsible 
in * ~ measure for the adoption of the policy which this Congress 
has advocated since its organization, therefore be it 

Resolved, That the President of this Congress be and he is hereby 
authorized to appoint from among the delegates present at this con- 
vention a committee consisting of one member from each of the states 
represented; that said committee call upon the President of the United 
States and express to him the appreciation of the members of this 
Congress for his assistance and leadership in the accomplishment of 
the results detailed in these résolutions; and that said committee 
respectfully request his cooperation in the further purposes set forth 
in the resolutions. 

Resolved further that this committee be directed also to call upon 
the Vice-President of the United States, the majority and minority 
leaders of the Senate, the Speaker of the House of Representatives, 
the majority and minority leaders of the House, the chairman of the 
commerce committee of the Senate and the chairman of the rivers 
and harbors committee of the House and express to them also the 
appreciation of the members of this Congress of the service rendered 
by them in securing the adoption of our national waterway policy and 
further to request their cooperation in securing the ends sought by 
these resolutions. 


SHORT LINE CONVENTION 
The Traffic World Washington Bureau 


A resolution favoring regulation of intercoastal traffic pass- 
ing through the Panama Canal was adopted at the closing 
session of the annual meeting of the American Short Line Rail- 
road Association. (See Traffic World, December 11.) The text 
of the resolution follows: 





Be It Resolved, That the American Short Line Railroad Association 
recommends that legislation be enacted to confer jurisdiction by the 
Interstate Commerce Commission over coastwise water borne traffic 
passing through the Panama Canal in both directions, and that the 
officers of the association be directed to take such steps at such times 
as it may seem advisable to assist in bringing about this result. 


Other resolutions adopted follow: 


Pullman Surcharge 


Whereas, There has been considerable agitation on the part of the 
organizations of traveling salesmen to bring about a discontinuance 
of the Pullman surcharge which is now collected for the benefit of 
the railways; and 

Whereas, The American Short Line Railroad Association endorses 
in principle the proposition that passenger service should bear its 
proper share of the cost of maintaining railways of the country in 
efficient operation and that the burden of passenger transportation 
cost should not be shifted to the shoulders of the freight payers; 

Therefore, Be It Resolved, That this association go on record as 
disapproving the efforts to eliminate the Pullman surcharge and that 
the officers of the association be directed to take this position when- 
ever, in their judgment, it may seem advisable so to do. 


Valuation of Short Lines 


Be It Resolved, By the American Short Line Railroad Association 
in annual meeting assembled in Washington, D. C., on December 9, 
1926, that this association go on record in urging Congress to provide 
by law that the valuation proceedings of Class II and Class III carriers 
subject to said act be held in abeyance until the valuation of Class I 
carriers be completed to the end that the Class II and Class III carriers 
subject to said act which are the least able to protect their respective 
interests be enabled to benefit by the final determination of the under- 
tying principles of valuation by the Supreme Court of the United 
States; 

Be It Further Resolved, That a copy of this resolution be sent to 
the members of the Senate and House of Representatives. 


Personal Injury Cases 


: Whereas, Some members of. the association have reported that it 
is their experience that they are being unduly and unfairly burdened 
by the activities of persons seeking to collect excessive damages for 
alleged personal injuries to emplovees and that large recoveries in a 
very limited number of cases would seriously jeopardize the financial 
je of short and weak roads, and that some means for coping 
with this situation should be devised if possible: 

Therefore, Be It Resolved That the officers of the association be 
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requested to take this subject under consideration and to develop 
information and make a report to the association at its next meeting 
with such recommendations as may appear to be in the interest both 
of the employees and of the carriers. 


Standing of Association 


Whereas, The Association continues to occupy a strong position 
and constantly growing prestige before Congress, the Interstate Com- 
merce Commission, the state commissions and among the railway 
organizations of the United States, and the short lines, as a class, are 
receiving a degree of recognition and understanding and more sympa- 
thetic treatment which was formerly unknown; 

Now, Therefore, Be It Resolved, That a vote of thanks be again 
extended to the officers, the executive board, the employees and those 
individual members which have given so freely of their time and 
service upon occasion, for their devoted, loyal and effective services 
for the past year and previous years; and that the management of 
the association be commended upon the work done and excellent 
results achieved. 


The following resolution was referred to the executive 
committee for further study of the subject involved: 


_ Whereas, Section 15a of the act now provides that in the calcula- 

tion of excess subject to recovery that the returns of separate com- 
panies may be consolidated if they operate as a system under the 
same management and control; and 

Whereas, There is pending at the present time before the Inter- 
state Commerce Commission a proceeding in which this point is 
involved, namely, the consolidated return of the St. Louis & O’Fallon 
and St. Louis, Troy & Eastern, two lines owned by the same interests 
and having the same officers but which do not happen to have a 
physical connection; 

Be It, Therefore, Resolved, By the American Short Line Railroad 
Association that it endorses the principle that separate short line 
railroads having no physical connection but which are owned and 
controlled by the same interests and operated by substantially the 


same staff of officers, should be treated as constituting a single system , 


for the purpose of consolidating the financial returns of such separate 
railroads operated as such a system under section 15a; and that the 
officers of the association be directed to take this position before the 
Commission and before Congress whenever, in their judgment, the 
opportunity is favorable for advancing this principle. 


SHORT LINES AND 15A 


A start on the hearings on S. 4390, the Pittman bill, to 
amend section 15a so as to relieve certain classes of short lines 
from the recapture provisions of the section was made Decem- 
ber 14, before the Senate interstate commerce committee, with 
Senator Pittman presiding. 

Bird M. Robinson, president of the American Short Line 
Railroad Association, made a brief statement, and then adjourn- 
ment was taken until the following day. A number of short line 
representatives were present. Mr. Robinson said that about 125 
members of the association were interested in the bill. He 
made a point of the fact, that, with one exception, the lines that 
had paid excess earnings to the Commission were short lines. 
He said the main lines had paid nothing, except as indicated, 
and that apparently the object of Congress in enacting section 
15a had “failed utterly” to materialize. He said the lines that 
were to have benefited by the section were those that had paid 
in excess earnings. He said he was asking relief for short and 
weak roads whose profits, because of peak loads at certain times, 
might run above 6 per cent. 

Senators Gooding and Smith said they favored repeal of 
section 15a in its entirety. The former said he favored the 
short line’s bill. 

Witnesses who appeared in support of the Pittman bill on 
the second and final day of the hearing included the following: 
Clarence M. Oddie, vice-president of the American Short Line 
Railroad Association, and Ben B. Cain, vice-president and gen- 
eral counsel of the association; W. L. White, of the Yosemite 
Valley; J. A. Demeke, of the Gideon & North Island; J. E. 
DuPont, of the Pearl River Valley; R. B. Coleman, of the 
Georgia, Florida and Alabama; W. E. Streng, of the Campbell’s 
Creek; Edward S. Hughes, of the Roscoe, Snyder & Pacific; 
D. P. White, of the DeKalb & Western; J. A. Sisk, of the Ap- 
palachian Railway; C. M. Hamblin, of the Sierro Railway; L. C. 
Sprague, of the Uintah; and W. M. Cannon, of the Louisiana & 
Northwest. 

The short line representatives told the committee of par- 
ticular situations faced by them in connection with the recap- 
ture provisions. In general, the point made by each was that, 
while in a given year a road might earn in excess of 6 per cent 
and therefore be subject to the recapture provisions for that 
year, in other years losses were incurred, and that it was not 
fair that a road should bear losses over a period of three or four 
years and then have to pay excess earnings to the government 
for a year in which, due to some unusual circumstance, profits 
were made. 





COX REAPPOINTMENT QUESTION 


President Coolidge, according to a statement by a spokes- 
man for the President, December 14, had not, up to that time, 
made a decision with respect to reappointment of Commissioner 
Cox, whose term expires December 31. Friends of the com- 
missioner have been concerned in the last few days over activi- 
ties of Senator Reed, of Pennsylvania, who was promised by 
President Coolidge last year that, when a vacancy occurred on 
the Commission, someone from Pennsylvania would be appointed. 
The point in issue has been as to whether the President meant 
a vacancy caused by expiration of a commissioner’s term or 
caused by resignation or otherwise. 
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Packing of Courts or Commissions.—Appointment of a Penn- 
sylvanian—any Pennsylvanian—to succeed Commissioner Cox, it 
is believed, would bring more criticism on the head of President 
Coolidge than fell on the head of President Wilson for what 
he did in 1914 in the five per cent case. So far as definitely 
known, the late president did no more than express the hope 
that the Commission could find its way clear to grant the rail- 
roads the advance they had asked. But he expressed it in such’ 
way as to create the belief that he, not a party to the case, in a 
way an outsider should not do, desired the Commission to give 
the increase. If John Smith had done that, he might have 
been reprimanded by the commissioner to whom he made the 
representation, but there would have been no cause for talk. 
But when the President of the United States, having the power 
of appointment to hold over the heads of men supposed to be 
desirous of remaining in office, the ordinary man thinks of the 
act as one of coercion. Appointment of a Pennsylvanian by 
President Coolidge would be taken, regardless of what might 
be said, as putting one vote in for a downward revision of rates 
on lake cargo coal from Pittsburgh, for no reason other than 
the talking Senator Reed had done to the effect that Pennsyl- 
yania would not have the rate adjustment it has if there had 
been a Pennsylvanian on the Commission. He made so much talk 
that, according to the political books, President Coolidge promised 
that the next vacancy would be filled by the nomination of a citi- 
zen of the keystone commonwealth. There were two real vacancies 
on the bench of the Supreme Court of the United States when 
President Grant, in 1870, in popular parlance, “packed” that 
body so as to cause it to reverse its decision so that greenbacks, 
declared not legal tender in the first case, were held to be legal 
tender in the second. President Grant may have interviewed 
William Strong, of Pennsylvania, and Joseph P. Bradley, of New 
Jersey, the men he appointed to be associate justices, as to how 
they felt on the legal tender proposition, before he nominated 
them. No account of that transaction, however, shows that 
senators from Pennsylvania and New Jersey pawed up the earth 
or made any other signs of political hostility to overawe the 
man in the White House, supposed to be hankering for a re- 
nomination in 1872, into appointing a Pennsylvanian and a man 
from New Jersey. Nor were citizens of either state more in- 
terested in the legal tender cases than citizens of other states. 
At least, there is nothing in the accounts pertaining to the 
alleged packing of the court to show that they were so peculiarly 
interested above the citizens of other states. Had Senator Reed 
done less talking than he has, it might be possible for the Presi- 
dent to name a Pennsylvanian—Ainey, Wood, or Pinchot, for 
instance—to fill the vacancy that will come on the first tick of 
the New Year (because Commissioner Cox’s term expires on 
the last tick of the present year) without giving anyone definite 
ground for implying that the appointee was put on the bench 
with a view to his voting in a given way in any case. Of course, 
the lake cargo case being about closed, the new man probably 
would not vote on it, though there would be no law to prevent 
his doing so. He could read the record and believe himself 
qualified to vote, even if he had not heard any of the talk about 
it, in open court, so to speak. An ordinarily sensitive man, how- 
ever, it is believed, would decline to vote. That, how- 
ever, would not stop the talk about the President having done 
something savoring of packing the Commission, human beings 
having an inclination to impute unworthy motives to men in 
high places. The Commission, fortunately, has not been the 
football of politics to any marked degree, but, if appointments 
to it are to become recognized political patronage, in a short 
time, it has been suggested, commissioners will be campaigning 


for reappointment even as congressmen campaign for their 


Offices, 





Value of a State’s Railroad Charter.—State commissioners 
are not the only state officials who lost power when the trans- 
portation act was passed. One reading the report of division 4 
in finance docket No. 5789, operation of line by Stockton Ter- 
minal and Eastern Railroad, reported elsewhere in this issue, 
may notice that the state of California authorized that corpora- 
tion to issue capital stock shares having a par value of $300,000, 
to acquire the property of a bankrupt, so declared by a Cali- 
fornia court, the entire property being in San Joaquin county. 
The California commission first put a limit on the financial ar- 
Tangements the company desired to make by limiting the stock 
issue to $225,000. The corporation may have assented to that 
reduction of its authorized capital stock, though it might be 
inferred from the fact that the company applied to the I. C. C. 
for authority to issue 3,000 shares of its stock, that it did not so 
assent. No one objected to either application. However, the 
Commission, on the record showing expenditures by the new 
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corporaton, cut the capital issue to 920 shares of a par of $92,000. 
In most states the supervision exercised by the secretary of 
state in the grant of charters, under general laws, long before 
the transportation act was passed, was about as onerous on 
the applicants as the supervision the emperor of China exer- 
cised over the United States in the days when he was the Son 
of Heaven endowed with power over all the earth. That is 
why, probably, the power to supervise stock issues was given 
to sO many state commissions. As things are now, a state cre- 
ates a railroad corporation, but that is all. It exercises all 
the supervision over it that the Chinese emperor exercised over 
the United States, the same being represented by innumerable 
minus signs in front of as many ciphers as desired to make the 
dish a tasty one to set before the Commission. In the course 
of a few years the United States may have as many inexplicable 
governmental forms as the few remaining monarchies. 





The Law’s Cumbrous Forms.—Most of the mysterious black 
letter stuff that once inhered in the practice in the courts has 
been taken out. However, there is still enough left to worry 
the man who hopes it is no longer true, as Talleyrand said, that 
language was created to conceal thought. It may be due to 
the confusion of tongues caused by the effort to make Latin, 
Norman-French, Anglo-Saxon, and the various stages of English 
work together in the English courts for the administration of 
a body of law that came from the foggy plains of northwestern 
Germany and northeastern Holland, modified by the law that 
came from the fiords of Norway and Denmark, or from “make- 
work” rules of the organization of lawyers, even as many of 
the troubles of householders about their plumbing are attributed 
to such rules of the plumbers’ union. Whatever it was, a fine 
illustration of the indirection it has produced was shown in 
the Supreme Court this week when the dissatisfied St. Paul 
bondholders asked for’a writ of mandamus directing the lower 
courts to allow them to come into the case because, they be- 
lieve, their interests are in conflict with those of other bond- 
holders. They had to file a motion for permission to make a 
motion for the issuance of a writ to show cause why a writ of 
mandamus should not issue. The foregoing summary may not 
be an accurate statement of the matter, but it is as near as a 
layman can get at it. The motion for the writ, for the filing 
of which permission was asked, was attached to the motion for 
permission, as an exhibit, or something of that sort. If the 
preliminary motion is granted, then the exhibit will become a 
motion, but the fiction that permission had to be asked to file 
a motion for a rule will have been preserved. In the event it 
is denied, then the record will stand as if the court had never 
seen the motion for a rule, because the parties had never re- 
ceived permission to bring it to court. Some of the rules ob- 
served in the courts suggest that old-time judges had hard work 
reading written things, hence their chariness about permitting 
them to be brought in without much notice of a petitioner’s 
desire to say something. 





Says Antrim to Walsh.—At times, one under compulsion to 
read testimony or briefs submitted to the Commission may be 
pardoned, perhps, if he speculates on how much a yard the wit- 
ness or attorney is paid for his work. Every now and then a 
witness or an attorney, of his own volition, uses the compressor, 
producing joy for the one who must read. Sometimes the lawyer, 
because the Commission will not give him much time, condenses 
what he has to say into a few words, not much more than an 
explanation of his vote, as Larimore said, in the Galvesten port 
differential case, the while he was making a pointed address 
of force and clearness. Now comes E. M. Antrim, traffic man- 
ager for the-Chicago Tribune, with his testimony in two. cases, 
No. 18596,.Tonawanda Paper Company, Inc., et.al. vs. New York 
Central et-al., and No. 18957, Ontario Paper Company, Ltd., et 
al. vs. Canadian’ National et al., with one exhibit in each, con- 
sisting of about thirty sheets each, not of solid type, but of 
charts, with text on each page to name the point desired to 
be made, leaving the eye to travel over the chart and get the 
message. The charts are topically headed, so as to show why 
the companies supplying newsprint paper to the Tribune should 
have lower rates from North Tonawanda and Niagara Falls, 
N. Y., and Thorold, Ont., to Chicago. For instance, in the On- 
tario company complaint, relating to rates from Thorold, there 
are charts to show commercial necessity, with a minimum of text. 
For illustration, on the page devoted to showing commercial 
necessity, Mr. Antrim says: “This chart shows that, in spite 
of its guaranteed market, the Ontario Paper Company has not 
kept pace either with the expansion of competitors’ mills and 
the newsprint industry in general, or the increased consumption 
of the New York News and Chicago Tribune, its proprietary 
interests. The following gives the same picture in percentages.” 
There are eight sets of figures, occupying four lines of type. 
There are several charts to show commercial necessity, desira- 
bility of traffic, and the other things the Commission wants to 
know, each page complete in itself. There are maps showing the 
flow of the traffic, with all the things eliminated from the maps 
that are not necessary to the making of the point for which 
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the text shows it to be intended. Examiner Walsh, the man 
who heard the testimony, should have no trouble in understand- 
ing Antrim’s case, assuming that it might be possible for Walsh 
ever to have trouble in understanding a county Antrim man, 
or anyone bearing the name of the county. 





Vandervoort and Huffman Can Figure Rates.—There’s a 
trim, slender man in Louisville, named Speiden, who knows 
that he knows how to build the simplest of simplified tariffs. He 
has a set of symbols that are as definite, certain, and unchange- 
able as Orientals said the laws of the Medes and Persians were. 
However, there are men who have ideas about the Speiden 
tariffs of a genre into which fall the thoughts recently expressed 
by the Missouri Pacific lawyer at Atchison recently published in 
The Traffic World. A thought on the Speiden tariffs that may 
indicate a desire to spoof the gentleman in Louisville, or dis- 
satisfaction with what happened on election day, is contained 
in a letter from R. W. Vandervoort, of J. T. Gibbons, Inc., to 
W. H. Huffman, of the same firm. Writing from Tampa on 
December 1, Mr. Vandervoort said: 


Yours of 26th to hand, and contents noted. You fail to say what 
Speiden tariff? Is it 462A, which was superseded by supplement X29 
with the exception as noted in paragraph B marked f{ which applies 
to everything except as specified in Note 9, which takes the same 
rate as other commodities as listed under class four in Speiden’s 
63, except where rule 91 refers to supplement 408J, i nwhich case 
unless otherwise specified use the commodity rate if same does 
not conflict with R S T 49 as explained in foot note (*); in which 
even turn around twice, sneeze; and close all tariffs. You and I can 
figure freight rates!—A. E. H. 


RIVERS AND HARBORS BILL 


The Trafic World Washington Bureau 

Senator Gooding, of Idaho, planned to offer his long-and- 
short-haul amendment to the rivers and harbors bill when that 
measure, which became the unfinished business before the Sen- 
ate this week, was reached for amendment. The Gooding 
amendment would amend section 4 of the interstate commerce 
act by prohibiting fourth section departures on account of water 
competition via the Panama Canal. It was believed that the 
Gooding amendment would be rejected. 

Early in the week it appeared that opposition to the provi- 
sion in the rivers and harbors bill relating to improvement of 
the Illinois river as a step in the direction of a waterway from 
Lake Michigan to the Gulf of Mexico would delay final action on 
the bill. Later, however, a compromise agreement was negoti- 
ated by Representative Dempsey, chairman of the House rivers 
and harbors committee; Representative Madden, of Illinois; and 
Senator Deneen, of Illinois, representing those favoring the IIli- 
nois project, and Senators Willis, of Ohio; Lenroot, of Wiscon- 
sin; and Representative Burton, of Ohio, representing the oppo- 
sition, which indicated that the bill might be disposed of in a 
few days. This agreement provided that nothing in the act 
“shall be construed as authorizing any diversion of water from 
Lake Michigan.” The diversion question is before the Supreme 
Court of the United States and it will be some time before it is 
decided. Opponents of the Illinois project have contended that 
opening of a waterway from Lake Michigan to the Gulf via the 
Illinois and the Mississippi rivers would lower the level of the 
water in the Great Lakes and seriously interfere with shipping 
on the lakes. 

When the rivers and harbors bill was called up under the 
agreement entered into at the last session, providing that it 
should be taken up December 14, Senator Willis, of Ohio, de- 
manded that the text of the bill be read and that was done, al- 
though a number of senators did not believe the reading was 
necessary. This move on Senator Willis’ part at the outset was 
regarded as notice from the opponents of the Illinois project that 
they intended to delay action as much as possible. The negotia- 
tions looking to an agreement then began which resulted as 
heretofore indicated. 

Proposed improvement of the Hackensack River near New 
York City at an estimated cost of $1,655,000, as provided in the 
bill, and provisions relating to the improvement of the Missouri 
river, caused considerable debate. Proponents of the Missouri 
River project contended that property owners along the Hacken- 
sack river would benefit by the improvement and that the entire 
cost was to be borne by the government, while as to the Missouri 
project the property adjacent thereto was to be assessed to pay 
part of the cost of the work, under the bill. Senator Howell, of 
Nebraska, said if the policy was to be to assess property along 
the waterways, why should not the same policy be adopted with 
reference to the Hackensack River. Senator Reed, of Missouri, 
said if the Missouri River was to be singled out for “harsh treat- 
ment,” he wished to know it. He asserted if the Missouri River 
people were going to be required to pay half the cost of the 
work, he wanted the same amendment attached to the Hacken- 
sack project. Senator Curtis, of Kansas, said he wanted the 
same rule applied to the Missouri River as to the Hackensack 
river. Senator Reed, of Missouri, discussed savings in freight 
charges which he said had resulted from operation of the barge 
lines on the Mississippi, and of the desire to make the Missouri 
river navigable for the same purpose. 
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Senator Willis entered into the debate on the Hackensack 
River project and spoke at length. Finally, he came back to the 
Illinois River project and suggested an agreement might be 
reached as to the bill not authorizing diversion of water from 
Lake Michigan. 

No action was taken on the Hackensack River item up to 
the close of the session of December 14. Other measures were 
considered on December 15. 

Formal approval of the compromise agreement with respect 
to the Illinois River project was deferred, pending receipt of 
information by Senator Deneen from General Jadwin, chief of 
engineers of the army, as to the effect of the agreement on diver. 
sion of water from Lake Michigan in the future. The Illinois 
waterway advocates indicated that they would approve the agree. 
ment if it was not construed as meaning that no water ever 
would be diverted from Lake Michigan for the Illinois project. 

The rivers and harbors bill was considered only for a short 
time December 16 because of discussion of other matters. 


REORGANIZATION OF I. C. C. 


The Trafic World Washington Bureau 


The committee appointed by the National Industrial Traffic 
League at its annual meeting in November to confer with Rep- 
resentative Hoch, of Kansas, relative to proposals involving 
decentralization of the power vested in the Commission, met with 
Mr. Hoch December 11. The members of the committee present 
at the conference were C. E. Childe, president of the League; 
R. C. Fulbright, J. M. Belleville and J. H. Beek. P. M. Ripley, 
who was designated as a member of the committee, was unable 
to be present on account of illness. 

Representative Hoch indicated in the conference that he 
had an open mind on the subject under consideration. He told 
the committee he recognized the situation confronted by the 
Commission had been brought about by Congress greatly in- 
creasing its duties and that the indications were that these 
duties would grow rather than become less than they were now. 
He believed something should be done to relieve the situation. 
Whether the relief should be obtained through the creation of 
federal regional commissions or by any other method, Mr. Hoch 
said, he was not prepared to say at this time. 

The League members advised Mr. Hoch of the action taken 
by the League at the recent New York meeting providing for 
a thorough study of the situation with respect to the trans- 
portation act and the practical operation of the regulatory 
powers committed to the Commission. (See Traffic World, Nov. 
20, p. 1199.) Mr. Hoch expressed gratification that the League 
had undertaken such a study. 

It was conceded in the conference that nothing with respect 
to legislation could be done at the present session of Congress, 
but it was believed that, as the result of investigations to be 
made, the matter might be in shape for consideration at the 
hands of the Seventietth Congress, which will meet in regular 
session in December, 1927. 

Mr. Hoch plans to continue his study of the subject and to 
obtain the views of all those interested in it. Other conferences 
between Mr. Hoch and the League committee probably will be 
held as information is developed by their investigations. 


BUS LINE OPERATIONS 


The Maryland state commission, according to a bulletin sent 
to members by John E. Benton, general solicitor of the National 
Association of Railroad and Utilities Commissioners, has laid 
down the following principle with reference to granting an inter- 
state bus line a certificate to operate in intrastate commerce: 


In the granting of intrastate privileges to interstate bus lines 
some test as to the need of such service ought to be applied. The 
fact that such a line may, without help or hindrance from this Com- 
mission, render a service in one direction, and therefore it ought to 
be allowed to render it in the other is not, to the Commission’s mind, 
the proper test. Neither is the fact that interstate buses may take 
certain passengers to one city, and cannot bring them to another, 
the test. It seems to the Commission that the test should be em- 
bodied in a formula something like this: 

If the interstate line asking for intrastate privileges on routes 
over which it is operating, were not in existence, would such priv- 
ileges be granted by the Commission to an intrastate line, entirely 
within the Commission’s jurisdiction, on the ground that the granting 
of them is necessary to the public welfare and convenience. 


TRUCK AND TRAIN CO-ORDINATION 


A further co-ordination of motor truck and freight train 
service by the introduction of steel freight containers, inter- 
changeable between truck and train, has been inaugurated on 
the Boston and Maine between Boston, Worcester, and Spring- 
field. This shop-door to store-door pick-up and delivery system, 
through which an overnight service of improved convenience 
will be given each of these cities, is being conducted under the 
auspices of the Boston and Maine Transportation Company. It 
may be extended shortly to several other cities. 

The five-ton steel containers may be loaded inside the ship- 
per’s factory in Boston, locked, transferred by truck any time 
before 6:30 p. m. to specially equipped cars on the railroad, and 
placed for delivery’at warehouse, shop, or other place of busi- 
ness, at Worcester or Springfield, before opening next morning. 
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| Decisions of Interstate Commerce Commission 


SS OO  O3037Cc eens 


SUGAR TO KEOKUK 


The Commission, in No. 15832, Keokuk Shippers’ Association 
vs. Atchison, Topeka & Santa Fe et al. (mimeographed), has 
found the carload rate on sugar from New Orleans to Keokuk, 
Ja., not unreasonable. However, it has found that the Burlington 
should not have fourth section permission to charge, on sugar, 
from New Orleans, rates to Keokuk, higher than those it main-. 
tains to Chicago on the route on which Keokuk is directly in- 
termediate between New Orleans and Chicago. 

Relief of that character, request for which was made in 
fourth section application No. 1766, filed by W. P. Emerson, was 
denied in a supplement to fourth section order No. 4136, the 
relief being denied as of April 8, 1927. Under the order as it 
now stands the Burlington has been carrying the Chicago basis 
of rates on sugar from New Orleans to points in Illinois, such 
as Galesburg, Peoria, Rockford and other points in Illinois and 
also Effner, Ind., which are lower than the rate to Keokuk, 
although the Burlington’s route through Keokuk is the one it 
uses in getting to Chicago. 

The situation at Keokuk, the defendants asserted, was akin 
to that dealt with in Burlington Shippers’ Association vs. A. T. 
&S. F.,, 88 I. C. C. 46. In that case the Commission found that 
a rate of 60 cents from New Orleans to Burlington, Ia., was not 
unreasonable and that the relationship between that rate and 
a rate of 54 cents from New Orleans to Chicago did not subject 
Burlington to undue prejudice and disadvantage and give to 
Chicago an undue preference and advantage. Keokuk is 43 
miles south of Burlington and shipments to Burlington pass 
through Keokuk. In disposing of the case the Commission said: 


The effect of a reduction to Keokuk upon the general adjustment 
of sugar rates in this general territory, and the fact that we have 
recognized the rate on sugar from New Orleans to Chicago to be 
less than a reasonable maximum rate, are the main reasons for 
defendants disinclination to make the Chicago basis applicable to 
Keokuk. Defendants show that in 1923, only 12 of 185 cars of sugar 
received at Keokuk over the lines of the Burlington, Wabash and 
Rock Island came from Louisiana, and that 151 cars came from 
California, Utah, Nebraska and Colorado, in the order named. It is 
the intention of defendants to cancel the application of the Chicago 
basis of rate to Illinois points on the Burlington between Quincy, 
Ill., and East Burlington, Ill., which they state was originally pub- 
lished in error, and to place points on this branch on a basis com- 
parable with that to Keokuk and Burlington, on the Burlington’s 
paralleling Iowa line west of the Mississippi. 

It will be seen that complainant’s evidence in this case is 
to substantially the same general effect as that of complainant in 
the Burlington case. The principal source of complaint apparently 
arises from the fact that the Chicago basis applies to many points in 
Illinois with which Keokuk competes. We observed in the above 
quotation from the Burlington case that these Illinois points are 
on reasonably direct routes from New Orleans to Chicago, and that 
they are given the Chicago basis of rate to avoid fourth section de- 
partures; also that the Chicago rate on sugar from New Orleans is 
less than a reasonable maximum rate. The rate to Keokuk com- 
pares favorably with the rates to Fort Madison, Burlington, Daven- 
port and Dubuque, Iowa, gateways on the Mississippi River north of 
Keokuk, and compares favorably also with the rates to destinations 
westward from the Mississippi in Iowa and Nebraska to and including 
Missouri River gateways. We find no basis for condemning the 
adjustment complained of except to deny fourth section relief. 


PAPER CUP RATINGS 


New ratings on paper cups, in Official, Western and South- 
ern Classification territories, are to be published not later than 


February 24 in accordance with the basis laid down by the. 


Commission in No. 16303, Public Service Co. et al. vs. Atlantic 
Coast Line et al. (mimeographed). The Commission, by divi- 
sion 3, in a report written by Commissioner Campbell, found 
the ratings and the class rates governed by the classifications 
unreasonable to the extent the first and third class ratings and 
rates now in effect exceeded, exceed or may exceed second class 
in less than carloads and fourth class in carloads, minimum 
24,000 pounds, subject to rule 34 of the Classification providing 
for ratings based upon the size of the cars used. The Commis- 
sion also awarded reparation. The report also covers No. 16120, 
American Paper Goods Co. vs. Boston & Albany et al. 


COMMISSION HARMONIZES REPORTS 


The Commission, in No. 15338, Gugenheim-Goldsmith Co. 
et al. vs. Galveston, Harrisburg & San Antonio et al. (mimeo- 
graphed), on further consideration, has modified its former 
report in this case, 113 I. C. C. 459, so as to make the finding 
in this case read that the rate on bananas and cocoanuts, in 
straight or mixed carloads, from New Orleans, La., to San 
Antonio, Tex., was unreasonable on and after September 25, 1922, 
instead of only on and after September 15, 1923. The com- 
plainants pointed out a lack of harmony between the first deci- 
sion in this case and that in Dawson Produce Co. vs. A. & V., 
101 I. C. C. 196, and 113 I. C. C. 454. In the last mentioned 
case the Commission found the rates from New Orleans, La., 


and sub-ports and from Gulfport, Miss., to points in Oklahoma, 
Kansas and Texas unreasonable, on and after September 25, 
1922, the date of the filing of the complaint. In the case at 
bar, the finding, if left unchanged, would have had the result 
of leaving a 97.5-cent blanket rate to San Antonio unreasonable 
in one case and not unreasonable in another, for almost a year. 
It authorized, in this modified decision, the Pruitt Provision Co. 
to prove shipments and claim reparation thereunder. 


MACON LINE ABANDONMENT 


The Commission, by division 4, in finance docket No. 5408, 
abandonment of Macon & Birmingham Railway (mimeographed), 
has issued a certificate authorizing the abandonment of that 
railroad, 96.6 miles long, extending from Sofkee to LaGrange, 
Ga. The line was built in the late 80’s and sold at foreclosure 
in 1896. The company that bought it then operated it until 
1908, when it went into the hands of receivers. Successive re- 
ceivers operated it until 1922, when a state court authorized 
cessation of operation because the receiver could not raise 
money to keep the property in safe condition. The court, sat- 
isfied that the receivers could not rehabilitate the property, 
directed the filing of the application for permission to abandon 
the line. The latest receivers were appointed in May, 1925. 

The Georgia commission held the hearing for the federal 
body. Residents along the railroad were in opposition chiefly 
to prevent the dismantlement of the line. For two years after 
the discontinuance of operation, the receivers tried to dispose 
of the railroad so that it would be operated, being in full sym- 
pathy with residents along the line in their desire to prevent 
dismantlement. At the hearing the residents suggested a sale, 
to one willing to operate, at something less than the salvage 
value. The Commission said the applicants appeared disposed 
to recommend to the court acceptance of an offer less than the 
salvage value if such an offer would result in restoration of 
service for the farming and peach country through which the 
line runs. In disposing of the case, the Commission said: 


It is probable that some parts of the line will not be dismantled, 
even though dismantlement of the remainder should become neces- 
sary. To undertake now to designate the parts to be excluded from 
dismantlement would appear inpracticable, as it is probable that 
their determination will be governed by subsequent developments. 
That matter may be properly left to the discretion of the court. In 
the four years that have elapsed since operation ceased, such 
persons as were interested in preserving the service of the rail- 
road have had a reasonable opportunity to put into effect any 
feasible plan calculated to reach that end. 

We find that the present and future public convenience and 
necessity permit the abandonment by the applicants of the railroad 
of the Macon, as to interstate and foreign commerce. A certificate 
will be issued accordingly. 

It is assumed the court will direct, first, that the entire rail- 
road be sold for the purpose of operation to any person offering 
for it not less than its fair net salvage value and, if no satisfactory 
bid be received for that purpose, then that it be sold in segmenis 
in such a way as may appear most likely to preserve for service the 
greatest portion practicable before all or any part of the line is 
sold for salvage. In any event, the terminal property at, and near, 
LaGrange and Thomaston and, perhaps, some other parts of the 
railroad can probably be preserved. It is to be understood, however, 
that such purchasers are not to operate the line without first obtain- 
ing our authority. 


READING PREPARES TO FIGHT 


The Commission, by division 1, in a mimeographed minute, 
has denied the motion submitted by J. W. Zisgen in valuation 
docket No. 875, Philadelphia and Reading Railway Company et 
al., and seventeen other valuation dockets, each pertaining to 
some branch of the Reading system, to have the Commission to 
vacate, rescind, withdraw or stay and postpone and revise all it 
has done in the valuation of the properties of that system. The 
motion is denied, subject to the right of the carriers and others 
interested, to present to the Commission evidence in support of 
such matters of fact as they may wish to have considered by the 
Commission in connection with the protests and their views con- 
cerning pertinent questions of law. 

In making the motion the Reading put itself in position to 
go to the courts, if so advised, when the Commission has com- 
pleted what it thinks should be done in the making of the various 
valuations. The Delaware & Hudson, in its litigation intended 
to bring before the courts all the questions as to the meaning of 
the valuation section, declined to go ahead on the line indicated 
by the Commission. The courts have sent it back so that when 
it comes to court it will come with, in effect, a final decree from 
the Commission. In the early history of the Commission car- 
riers frequently appealed, in a popular sense of the word, to the 
courts for relief before the Commission had finally refused them 
what they thought they should have. The courts told them to 
go back and try to persuade the Commission to do what they de- 
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sired. They told them they could not know but that the Com- 
mission would observe what they thought was the law, thereby 
making litigation unnecessary. 

The Reading, by following the course it has in these valua- 
tion cases, will go to the courts, if at all, with a completed case. 
In disposing of the motion, the Commission said: 


The Commission, division 1, having under consideration a motion 
filed on behalf of the carriers named in the above-entitled proceed- 
ings, in which the protestants move that all further proceedings in 
the above-entitled matter be vacated, rescinded, withdrawn or stayed 
and postponed and revised, and that no further proceedings therein 
be had unless and until the tentative valuations therein have been 
revised or amended to comply with all requirements of the interstate 
commerce act respecting the making and issuance of a lawful tenta- 
tive valuation of their properties; * * * 

And it appearing, That by order of May 27, 1926, and other 
orders entered at various dates prior thereto, the Commission made, 
under and in compliance with the provisions of section 19a of the 
interstate commerce act, tentative valuations of the properties of 
the above-mentioned carriers; that thereafter protests against the ten 
tative valuations were duly filed by said carriers in the office of the 
Commission; and that the Commission assigned the protests for 
hearing before one of its examiners, at which hearing the carriers 
presented and offered the above-mentioned motion; 

It is ordered, That said motion be, and it is hereby, denied, sub- 
ject to the right of the carriers and others interested to present to 
the Commission evidence in support of such matters of fact as they 
may wish to have considered by the Commission in connection with 
the aforesaid protests of the carriers and their views concerning 
pertinent questions of law. 


STOCK ISSUE CUT DOWN 


The Commission, by division 4, in its formal report on finance 
docket No. 5789, operation of line by Stockton Terminal & 
Eastern Railroad (mimeographed), has authorized the applicant 
to acquire and operate a line of railroad owned by the Stockton 
Terminal & Eastern Railroad Company, extending from Stockton 
to Bellota, Calif., a distance of a little more than 21 miles. A 
request for permission to retain excess earnings was denied. 

The report also covers No. 5743, application of the Stockton 
Terminal & Eastern Railroad to issue capital stock. The Cali- 
fornia commission authorized the railroad to issue $225,000 of 
stock. The articles of incorporation limited the stock issue to 
$300,000. The Commission found that the railroad was entitled 
to issue stock not exceeding $92,000. 

Reorganization of the affairs of the railroad company into 
a new railroad, without the word company in its name, was 
to have been made complete by the certificates to acquire and 
to issue stock. The Commission found that the first mortgage 
bondholders, holding $84,000 of bonds, had bought in the property 
for $65,000 when it was sold to satisfy a judgment for $186,198. 
Of that amount, $10,000 was used to pay the expenses of the 
sale, leaving $55,000 applicable to the payment of the bonded 
indebtedness. The new owners acquired the property free of 
debt. The Commission found that the new railroad was en- 
titled to capitalize at $92,000, distributed as follows: Investment 
in road and equipment, $65,000; organization expenses, $1,672; 
additions and betterments since purchase, $18,070; and working 
capital, $6,400. The company asked for authority to issue 3,000 
shares, one to be sold for cash to each of there men to qualify 
them as directors and the remainder of the shares to be given 
to depositors of their bonds. Instead, the Commission author- 
ized it to issue only 920 shares of a par value of $100 each. 


’ MID-CONTINENT OIL RATES, 1925 


The Commission has denied the petition of some of the 
complainants in Mid-Continent Oil Rates, 1925, for rehearing, 
reargument and reconsideration; also the petition of destination 
lines for a modification of the report. The effect of the denial 
is to close the case and make certain the indefinite mainte- 
nance of the adjustment of rates, the arch in which, it is be- 
lieved, is the 39-cent rate on refined products from the Tulsa 
group to Chicago, that rate representing an increase from 36 
cents. (See Traffic World, July 3, p. 15.) 

Petitions were filed by complainants and interveners in 
northeastern Oklahoma and the Corporation Commission of 
Oklahoma. Refiners in Oklahoma, when the report was made, 
found themselves at a greater disadvantage than they had been 
when the complaints were filed. The Kansas and Kansas City 
district refiners were the first movers in the matter, their con- 
tention being that they had been deprived, to a large extent, of 
their advantage of proximity to consuming territory by the rela- 
tively low rates made from the more distant refinery groups 
in Oklahoma and Texas. 

Mid-Continent Oil Rates, 1925, is a title given by the Com- 
mission to a group of cases listed thereunder. They are No. 
15584, Sinclair Refining Co. et al. vs. Ahnapee & Western et al.; 
No. 15585, Miller Petroleum Co. et al. vs. A. T. & S. F. et al.; 
No. 16065, Barnsdall Refining Co. et al. vs. Louisiana & Arkansas 
et al.; and No. 16066, North Texas Petroleum Traffic Bureau 
vs. Louisiana & Arkansas et al. 


TEXAS CONSTRUCTION CASES 


The Commission has denied the petition of the Texas Pan- 
handle & Gulf for re-opening for further hearing of the finance 
docket cases in which rival carriers asked for certificates of 
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public convenience authorizing them to construct new lines jn 
the south plains section of Texas. The petitioner was favorably 
considered as a company to receive the certificate, howeve;. 
upon condition that it ally itself with a strong carrier and 
thereby obtain the financial resources enabling it to sarry out a 
construction plan adequate to serve the transportation needs of 
the plains part of Texas. 

The applicant asked for a postponement of the order of the 
Commission authorizing the construction of the new lines by 
the Burlington and the St. Louis-San Francisco, through their 
subsidiaries, the Fort Worth & Denver South Plains and the 
Quanah, Acme & Pacific so as to enable it to introduce testi. 
mony showing that if given time it could make arrangements to 
construct lines. That part of the petition pertaining to the post- 
ponement of the order was also denied. The cases which the 
applicant desired to have re-opened are: No. 4769, Construction 
of Lines by Fort Worth & Denver South Plains; No. 4959, Ex. 
tension by the Quanah, Acme & Pacific; No. 4747, Proposed 
branch line constructions by the Pecos & Northern Texas; No. 
4756, Proposed branch line construction by Pecos & Northern 
Texas; No. 5372, Proposed extension by Pecos & Northern Texas, 
and No. 3134, Proposed construction by Texas Panhandle & 
Gulf. 


FINAL VALUATION REPORTS 


Valuation docket No. 602, Mackinac Transportation Co., opinion 
No. B-416, 116 I. C. C. 589-601, final value, for rate making purposes, 
of the property owned and used for common carrier purposes, found 
to be $629,163, as of June 30, 1918. 

Valuation docket No. 820, Arcata and Mad River R. R. Co, 
opinion No. B-412, 116 I. C. C. 542-52, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $421,000, as of June 30, 1917. 

Valuation docket No. 562, Santa Fe Dock and Channel Co., 
opinion No. B413, 116 I. C. C. 558-62, final value, for rate-making 
purposes, of the property owned and used for common carried pur- 
poses, found to be $775,000 and of property owned, but not used, $404, 
as of June 30, 1916. 

Valuation docket No. 590, Lowville and Beaver River R. R. Co., 
opinion No. B-414, 116 I. C. C. 563-88, final value, for rate-making 
purposes of the property owned and used for common carrier pur- 
poses, $279,225, and of property used, but not owned, $8,000, as of 
June 30, 1918. 

Valuation docket No. 591, Marion Railway Corporation, opinion 
No. B-415, 116 I. C. C. 576-88, final value, for rate-making purposes, 
of property owned and used for common carrier purposes, found 
to be $146,521, and of property used, but not owned, $502, as of June 
30, 1918. 


TENTATIVE VALUATION REPORTS 


The Zanesville & Western Railway Company, 
1918, total owned, $3,105,000; total used, $3,353,298. 

The South Buffalo Railway Company, as of June 30, 1917, total 
owned, $1,699,330; total used, $1,735,330. 

Miami Mineral Belt Railroad, $327,925, as of June 30. 1919. 

The Northern Pacific Terminal Company, as of June 30, 
total owned, $6,626,788; total used, $6,747,618. 


as of June 30, 


1916, 


UNCONTESTED FINANCE CASES 

The Commission, by division 4, in finance docket No. 5938, has 
authorized the Erie to pledge and repledge its bonds as collateral 
security for notes in may issue under and in conformity with the 
limitations of paragraph (9) of section 20a. It is authorized to pledge 
not exceeding $219,000 of first convertible mortgage-lien 4 per cent 
bonds; $4,842,900 of general mortgage 4 per cent convertible 50-year 
gold bonds and $4,400,000 of general mortgage 50-year bonds. 

The Missouri Pacific has been authorized to issue $13,156,000 of 
5% per cent secured serial gold bonds and to sell them at not less 
than 97 per cent of par and accrued interest. 

The Commission has authorized the Marshall, Elysian Fields & 
Southeastern to abandon its line, about 18 miles long, extending from 
Marshall to Elysian Fields, Tex. 


FINANCE APPLICATIONS 


The Baltimore & Ohio has applied to the Commission for per- 
mission to operate the Indian Creek Valley Railway, extending from 
Indian Creek to Blair Mine, Pa., as distance of 27 miles. 

The Carbon County Railway has asked for authority to abandon 
the operation of a five-mile line in Carbon county, Utah. The line 
was built to serve a mining operation. 

The Maryland & Delaware Coast Railway has asked for per- 
mission to issue $9,562 of promissory notes to be given to the 
American Locomotive Co. as a payment on a locomotive. 

The Atlantic City Railroad Company has applied for authority to 
construct a branch railroad from Cape May to Cape May Point, N. J., 
a distance of approximately 2% miles. The applicant said the 
terminal of the proposed line was adjacent to the plant of the Cape 
May Sand Company from which a substantial tonnage of building, 
filter and blasting sand and pebbles was now shipped. It also said 
the proposed opening of a ferry line for the transportation of freight 
and passengers between Lewes, Del., and Cape May Point, adjacent 
to the terminal of the proposed branch line, and an extensive real 
estate operation on the Bay shore north of the branch terminal justi- 
fied the expectation of a substantial increase in traffic via the pro- 


posed branch from the development of the territory to be served 
thereby. 


SOUTHERN PACIFIC HOUSTON TERMINALS 


The Southern Pacific has opened a new freight station and 
terminal at Houston, Tex. The new station is on San Jacinto 
street, extending back toward McKee street. The new ware- 
house as an area of 119,750 square feet, as contrasted with the 
74,100 square feet of the old shed, and a car capacity of 208, as 
set against 90 for the old shed. The inbound platform has a 
length of 1,080 feet, and the outbound of 1,140. The team tracks 
at McKee street have a car capacity of a hundred. 
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FIBREBOARD FROM MARRERO 


In a proposed report on No. 17543, Celotex Company vs. 
Akron, Canton & Youngstown et al., Examiner Bronson Jewell 
said the Commission should find the assailed rates on fibre- 
board from Marrero, a point within the switching district of 
New Orleans, to Ohio River crossings, to destinations in C. F. A. 
territory and to destinations such as Pittsburgh and points in 
the vicinity of that city and to other destinations in Pennsyl- 
vania, New York and West Virginia, commonly referred to as 
western termini Trunk Line territory, unreasonable to the 
extent they exceed the aggregate of intermediates. He said the 
rates should be found not unduly prejudicial except that the 
rates to some of the destinations exceeded the basis of through 
rates from other competitive points constructed on a lower 
level by the use of the so-called Lexington, Ky., proportionals 
beyond Cincinnati. 

The complaint alleged the rates were unreasonable and 
unduly prejudicial as compared with rates contemporaneously 
maintained on insulating and construction materials, fibre and 
wall boards, from Louisiana, Kansas, Wisconsin, Minnesota and 
New York producing points, to the same destinations. In the 
course of his report the examiner reviewed the rates on com- 
modities, produced in other parts of the country with which 
celotex, made from bagasse, the fibre of sugar cane remaining 
after the juice has been taken from it, comes into competition. 

The complainant objected to a rate structure consisting, as 
it said, of rates to the Ohio river lower than the local rates, and 
then the addition of factors beyond the Ohio, higher than the 
factors applicable for the initial part of the movement, and 
equal to the local rates in central territory. Charts portraying 
the situation throughout the country were used to show the 
difference in treatment. In disposing of the case the examiner 
said: 


Considering the value, weight, and other transportation char- 
acteristics of celotex, the relative level of the rates assailed, in com- 
parison with those applicable from competing points and the reve- 
nue yielded therefrom, it does not appear that the rates on fibre- 
board from New Orleans to either the Ohio river crossings or to 
the other destinations north of the river in the territory here con- 
sidered have been shown to be, generally speaking, unreasonable or 
unduly prejudicial. What evidence there was comparing the measure 
of the through rates to central territory tended as a whole to justify 
the reasonableness of the rates assailed as compared with those 
applying from competitive points. This would indicate that the rates 
or factors from New Orleans to the Ohio River are rather lower than 
are generally applied on similar traffic in and from other territories. 
There is nothing of record to show that conditions in the latter are 
such as to justify the Commission in extending beyond the Ohio 
River the basis of rates applying to that boundary. The fact that 
this difference in rate levels results in the construction of joint or 
combination rates in a manner opposed to the recognized _ principle 
of proper rate-making is not sufficient in itself to condemn the 
through rates as unreasonable and discriminatory. 

Certain defects in the present structure of rates are apparent. 
There is no justification for the maintenance of joint rates in excess 
of the aggregate-of-intermediate rates. These and other violations 
of the fourth section are unlawful and defendants must proceed at 
once to correct the situation. Likewise there is no justification for 
the maintenance of higher rates to any destination from New Orleans 
than from Bogalusa (La.), after a possible slight allowance for the 
comparatively little difference in distance. This discrepancy becomes 
particularly noticeable when joint rates from Bogalusa and other 
points may _be constructed by the use of the so-called Lexington pro- 
portionals beyond Cincinnati. There is no ground for denying New 
Orleans equal treatment. 
a higher basis from Marrero than from other points in the New 
Orleans switching district. 

The Commission should find, that the rates assailed from Mar- 
rero, in the New Orleans switching district, to the Ohio River crossings 
and other destinations named in the complaint are not unreasonable, 
except that the rates to certain destinations are, and for the future 
will be, unreasonable to the extent that they exceed the aggregate 
of intermediate rates from New Orleans to the same points; and 
that the rates assailed are not unduly prejudicial except that the rates 
to certain destinations are, and for the future will be, unduly preju- 
dicial to Marrero, to the extent that they exceed the basis of through 
rates from other competitive points constructed on a lower basis 
pH! use of the so-called Lexingtdn proportional rates beyond Cin- 

ati. 

From complainant’s statement of shipments made under the rates 
assailed, it cannot readily be determined whether it has made any 
shipments under rates herein found unreasonable and, accordingly, 
whether it has suffered any damage for which reparation may be 
awarded. If there are such shipments complainant should compile a 
Rule V statement and submit it to defenadants for certification. An 
appropriate order should be entered. 


WALSH RECOMMENDS DISMISSAL 


Examiner Martin J. Walsh has recommended the dismissal 
of No. 17746, Humble Oil & Refining Company vs. Beaumont, 
Sour Lake & Western et al., on a finding that a rate of 20.5 
cents on refined petroleum, from Hearne, Tex., to Baytown, Tex., 
for export and for coastwise movement to points in the United 
States, is not unreasonable or unduly prejudicial. 

Hearne is 180 miles from Houston. It is the southernmost 
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Certainly there is no excuse for applying - 


of the refinery points in the north central Texas group extend- 
ing from the Oklahoma line to Hearne. The rate was alleged to 
be unduly prejudicial in comparison with a rate of 15 cents 
from the El Dorado-Shreveport group to both Texas and Louis- 
iana ports. The refinery, built by one of the big refining com- 
panies, was in operation from 1923 to 1925 when it was closed 
because not profitable. Discontinuance of the Hearne operation, 
the examiner said, was the basis upon which the complaint was 
brought. 

Prior to the completion of the refinery, Walsh, said, the com- 
pany asked for the establishment of the 20.5 cent north Texas 
group rate. Complainant said, according to Walsh, that while 
there was every reason for assuming the plant was logically 
located, too little attention was given to the rate structure and 
competition from other refineries. Walsh said no dissatisfaction 
with the rate assailed was expressed while the plant was in 
operation and that defendants had no knowledge of dissatisfac- 
tion until the complaint was filed, which was more than two 
months after the refinery had been shut down. 

Walsh said that the complainant maintained that its accept- 
ance of the 20.5 cent rate did not relieve the carriers from their 
obligation to publish reasonable rates. Answering the conten- 
tion of the complainant, the examiner said the complainant had 
selected a point on the rim of the origin group nearest to the 
port and sought to have the Commission adjudge the rates be- 
tween those points unreasonable without consideration of the 
whole adjustment. He said that such attempts had often been 
condemned by the Commission. In disposing of the case, Walsh 
said: 


Conditions and circumstances peculiar to the transportation of 
petroleum oil and its products are so unique as to force the car- 
riers to abandon most of the customarily employed elements or fac- 
tors in establishing rates. Pipe line competition among refiners and 
producers and water competition are the elements chiefly responsible 
not only for subnormal or depressed rates, but have combined to force 
the forming of large groups of origins and destinations. This method 
has long been practiced in the southwest, where competition is keen 
and where pipe lines run in every direction. In order to share in 
the traffic carriers have been forced to establish depressed rates over 
wide blankets. This has brought about a disregard of the distance 
factor so commonly used in making rates under normal conditions. 
The Commission has recognized the practice of group adjustments 
under special circumstances as proper. Mid-Continent Oil Rates, 36 
I. C. C. 109; Western Petroleum Refiners Assn. vs. Director General, 
66 I. C. C. 426; New York Harbor case, 47 I. C. C. 643. In the last 
mentioned case the Commission said: 

“The practice of embracing many points within the same group 
or zone has been so generally adopted by the carriers and so fre- 
quently recognized as proper by this Commission that its general 
propriety can hardly be challenged. * * * the application of a common 
rate to a number of points in the same general territory effects an 
equality of opportunity which is usually most desirable; * * *.’’ 

Construction of the refinery at Hearne was apparently a mistake 
of judgment resulting in financial loss for which complainant seeks 
reimbursement at the carriers’ expense. It can not be successfully 
argued that complainant did not know the group adjustment in the 
territory in which it operated, at least the fact that it requested the 
establishment of a 20.5 cent rate from Hearne to Baytown the same 
as applied from North Central Texas group, is prima facie evidence 
that it considered that point as being located in that group. 

The Commission should find that the rates assailed were not un- 
reasonable or unduly prejudicial. The complaint should be dismissed. 


MILLWORK REVISION PROPOSED 


In a report on No. 17558, Farley & Loetscher Manufacturing 
Co. et al. vs. Akron, Canton & Youngstown et al., Examiner E. H. 
Kerwin has recommended that the Commission find rates on 
millwork, from upper Mississippi River cities to points in 
Central territory, including the western termini of the eastern 
trunk lines, and points taking the same rates or arbitraries 
over, unreasonable and unduly prejudicial. The complaint 
alleged the rates favored Oshkosh and other points in Wisconsin 
taking Oshkosh rates. Oshkosh and other Wisconsin manu- 
facturers intervened in opposition to the complaint. Manu- 
facturers and civic organizations in Iowa and Illinois inter- 
vened in favor of the complainants. California associations 
intervened in behalf of California shippers. 

Clinton, Muscatine, Dubuque and Davenport, Ia., and Rock 
Island are what are known as the upper Mississippi River points. 
Sash and doors constitute the characteristic articles in the 
mill work list and the report frequently uses sash and doors 
as a synonym for millwork. The subject of rates on millwork 
from this territory has often been treated in cases decided by the 
Commission and Kerwin discusses the use made of them in this 
case by the complainants and defendants. His recommendations 
follow: 


Taking into consideration the transportation and competitive con- 
ditions, relative positions, and mileages of the Mississippi River 
cities and the Wisconsin cities, the rates on sash and doors from 
those two districts to the destination territory covered by the com- 
plaint should be the same. The average distances to the destina- 
tions shown in the table above are 447 miles from Clinton and 460 
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miles from Oshkosh. The rates from Oshkosh are unduly prejudicial 
to Clinton and unduly preferential to Oshkosh to the extent that they 
are lower than rates from Clinton to the same destinations con- 
structed in the manner herein proposed. Such undue prejudice and 
preference should be removed by placing the rates from the two dis- 
tricts on a parity, without increasing the rates from Clinton con- 
structed as herein proposed. 

The California interveners ask that the Commission suggest in 
its report the proper basis of rates on sash and doors from the Pa- 
cific coast to destinations in central territory. That request can not 
be complied with, as the rates from the coast are before the Com- 
mission in this proceeding only to the extent that they were offered 
in evidence in comparison with the rates from Clinton and Oshkosh. 

The Commission should find that the rates on sash and doors 
from the upper Mississippi River cities covered by the complaint to 
points in central territory, including the western termini of the 
eastern trunk lines and points taking the same rates or arbitraries 
higher, are and for the future will be unreasonable to the extent 
that they exceed or may exceed 125 per cent of (a) the rates applicable 
from St. Louis to the same destinations on lumber of the same species 
of wood as that from which such products are made, where the dis- 


tances from the upper Mississippi River cities do not exceed those. 


from St. Louis to the same destinations; (b) the rates applicable 
from St. Louis to the same destinations on lumber of the same species 
of wood as that from which such products are made, plus 1 cent 
per 100 pounds for each block of 25 miles or fraction thereof that 
the distances from the upper Mississippi River cities exceed the dis- 
tances from St. Louis to the same destinations. 

The Commission should further find that the rates on sash 
and doors from Oshkosh and Wisconsin points taking the same rates, 
to destinations in C. F. A. territory, including the western termini 
of the eastern trunk lines and points taking the same rates or 
arbitraries higher, are and for the future will be unduly prejudicial 
to the upper Mississippi River cities and unduly preferential of 
the Wisconsin cities, to the extent that the rates from the Wis- 
consin cities are or may be lower than the rates from the upper 
Mississippi River cities, constructed in the manner herein proposed; 
and that such undue prejudice and preference should be removed 


without increasing the rates applicable from the upper Mississippi 
River cities. 


The Commission should further find that the rate basis herein 
proposed should be published to apply on the articles mentioned 
under the heading ‘‘millwork’’ in the table on page 622 of Rates on 
er and Lumber Products, 52 I. C. C. 598 (shown in an ap- 
pendix). 


In computing distances under the rate basis herein proposed 
the shortest routes via existing connections for the interchange of 
carload traffic should be used, embracing as a maximum the lines 
of not more than three line-haul carriers for distances not exceeding 
500 miles, and not more than four line-haul carriers for hauls ex- 
ceeding 500 but not exceeding 800 miles. Lines under common owner- 
ship or control should be considered as a single line, and where a 
portion of the same railroad is used more than once in computing 


a ce, it should be counted as a separate line each time it is 
used. 


In figuring the rates under the proposed basis fractions under 
.25 cent should be dropped; those from .25 to .75 cent, inclusive, 
should be counted as .5 cent; and those over .75 cent should be 
counted as a full cent. 


RELIEF FOR LAKELAND 


Attorney-Examiner Arthur R. Mackley, in No. 17644, Lake- 
land (Fla.) Chamber of Commerce vs. Atlantic Coast Line et al., 
said the Commission should find the class and commodity rates 
between Lakeland, Fla., and points in the United States and 
Canada had not been shown to be unreasonable. 

But he said that permission should be denied to defendants 
to continue to maintain lower rates to Tampa, Fla., than to 
Lakeland, which is directly intermediate. He said the proper 
procedure in the situation presented by Lakeland was to deny 
relief for which application had been made by the carriers, with- 
out a definite finding on the issue of undue prejudice presented 
by the Chamber of Commerce of the Florida city. He said that 
the revtsion of class and commodity rates to bring them into 
harmony with the fourth section would remove any undue preju- 
dice against Lakeland and preference for Tampa that might 
exist under the rates as they are now. He said no serious effort 
was made to establish that the rates to Lakeland were unrea- 
sonable, except in comparison with the lower ones to and from 
Tampa via the routes through Lakeland. 

The report also covers No. 17845, Mine & Mill Supply Co. 
vs. Atlantic Coast Line et al. That complaint involved rates to 
Mulberry, fifteen miles from Lakeland, on a branch of the Sea- 
board Air Line, and not, therefore, directly intermediate. He 
said the complaint as to rates to Mulberry, in all essential re- 
spects, was the same as that pertaining to Lakeland. He said 
that, with few exceptions, the rates to Mulberry were the same 
as to Lakeland and that there was no contention in the case 
that they should be higher than to Lakeland, or that in connec- 
tion with the revision which the carriers proposed to make on 
account of the Lakeland situation, there should be any change 
in relationship. He said that whether the revision be made by 
increasing rates to Tampa or reducing those to Lakeland, or 
some of each, there was no suggestion that the relationship as 
between Lakeland and Mulberry would be changed. 


ASPHALT TO MOBILE 


Attorney-Examiner John McChord, in No. 18333, Continental 
Roofing & Manufacturing Co. vs. Gulf & Ship Island et al., said 


the Commission should find rates on liquid asphalt, from 
Meraux, Destrehan and New Orleans, La., to Mobile, Ala., 
unreasonable, award reparation and prescribe new rates. The 


complainant alleged the rates from the three points mentioned 
as originating the traffic had been unreasonable since April 24, 
1924. The Mexican Petroleum Corporation of Louisiana inter- 
vened to claim reparation on shipments from Destrehan to 
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Mobile, on shipments made between April 24, 1924, and February 
11, 1925, claiming that the rate was unreasonable. 
McChord said the Commission should find the rates fron 


Meraux, Destrehan and New Orleans to Mobile were, and are, ; 


unreasonable to the extent they exceeded, exceed or may exceed 
14.5 cents from New Orleans, and 16 cents from Meraux and 
Destrehan and award reparation to that basis. 


SOYA BEANS TO FT. SMITH 


A finding of unreasonableness, an award of reparation and 
an order establishing a new rate have been proposed by Examiner 
F. D. Binkley in No. 18287, Binding-Stephens Seed Co. et al. vs. 
Atchison, Topeka & Santa Fe et al., as to the rate charged and 
the present rate on soya beans from Bloomington, IIll., to Ft, 
Smith, Ark. The examiner said the rate should be found to 
have been, and to be, unreasonable to the extent it exceeded 38 
cents on a minimum of 40,000 pounds. He recommended repara- 
tion to that basis. 





MISROUTING OF ROUGH MARBLE 


An award of reparation has been recommended by Attorney. 
Examiner Arthur R. Mackley in a proposed report in No. 18118, 
Norcross Marble Company vs. Baltimore & Ohio et al., on a 
finding that certain shipments of rough quarried marble from 
Phenix, Mo., to Cleveland, O., were misrouted. Another ship 
ment of the same commodity between the same points was found 
not to have been misrouted. The shipments originated on the 
Kansas City, Clinton & Springfield, a part of the Frisco system, 
and moved over the Frisco to East St. Louis and the B. & 0. 
beyond. Complainant contended that the shipments should have 
moved through Chicago. The shipments found to have been 
misrouted should have been sent through Chicago, under the 
shipper’s routing instructions, and the Frisco misrouted them, 
the examiner said. He said complainant was entitled to repara- 
tion in the amount of the difference between the rate charged 
through East St. Louis and the contemporaneous rate applicable 
through Chicago. 


REFUND OF DRAYAGE CHARGES 


An award of reparation has been recommended by Examiner 
R. M. Brown in a proposed report in No. 18044, Louis Taub, 
Inc., et al. vs. Lehigh Valley, on a finding that defendant’s fail- 
ure to refund drayage charges on carload shipments of grapes 
unloaded at Jersey City, N. J., and drayed to New York, N. Y., 
deliveries, was unlawful. The examiner found that, under de- 
fendant’s New York harbor tariff, complainants were entitled 


to the allowance for drayage specified in the tariff—3 cents per 
100 pounds. 


REPARATION ON GRAPES 


Examiner W. J. Harris, in a proposed report in No. 17847, 
California Table Fruit Company vs. Santa Fe et al., has recom- 
mended an award of reparation on a _ proposed finding that 
charges assessed on one carload of grapes from Reedley, Calif., 
to Croxton, N. J., recorisigned to Scranton, Pa., were inapplicable. 
Charges were collected on the basis of a commodity rate of $1.73 
to Croxton and a second class rate of 56.5 cents from Croxton 
to Scranton, plus a reconsigning charge of $6.30 per car. The 
examiner said the Commission should find that the second class 
rate of 56.5 cents charged for that portion of the haul from 
Croxton to Scranton was inapplicable, and that the through rate 
from Reedley to Scranton of $1.73 plus charges of $6.30 for re- 
consignment, and 9.5 cents a 100 pounds for additional detour 
or back-haul mileage, were applicable on the shipment. 


FISH BAIT INCREASES 


In a report on No. 18367, Harlem & Morrisania Transporta- 
tion Line, Inc., vs. New York, New Haven & Hartford, and I. and 
S. No. 2760, bait, fish, from and to points on the New York, 
New Haven & Hartford, Examiner A. S. Parker said the Com- 
mission should find justified the proposed increases in rates 
on fish used as bait, vacate the order of suspension and dis- 
continue the proceedings. 

As to the formal complaint, he said it should be dismissed 
on a finding that the rate on fresh and frozen fish, in carloads, 
from Boston to Harlem River Station, New York, is not unreason- 
able or otherwise unlawful. 

The complainant, conducting a general transportation and 
trucking business, in the conduct of which it received and 
forwarded fish for L. H. Young, of Boston, alleged the rates were 
unreasonable, unjustly discriminatory and unduly prejudicial, 
as well as unlawful in violation of the sixth section. The Com- 
mission was asked to prescribe a reasonable rate on all kinds 
of fresh and frozen fish and award reparation. 

In the suspension case the carrier proposed to cancel fifth 
class, carload, and third class, less-than-carload, rates on bait, 
fish, in packages, such as shucked clams, and to increase the 
rates thereon to third class, carloads, and first class in less than 
carloads. 

The complainant was interested in the rates because it 
hauled fish from Harlem River to Fulton Market in New York 
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on the basis of 80 cents from Boston to the market, the railroad’s 
charge being 50 cents per 100 from Boston to Harlem River. The 
railroad proposed to increase the rate on fish, used as bait, 
pecause vessels engaged in fishing did not operate from New 
York and no reason existed for a rate on fish bait to New York, 
and because large and regular shipments consisting almost 
entirely of high class food fish were being made on the bait 
rate. It professed inability to police the shipments so as to 
avoid such abuse of the bait rate. 


MILK AND CREAM CASE, DISMISSED 
Examiner Jesse C. Harraman has proposed the dismissal 


4 of No. 14047, Mutual Creamery Association vs. American Rail- 


jo wnastilsee Diag aa anne eile 


Pe a 


way Express Co. et al., on a finding that rates on milk and 
cream handled by baggage and express service applying be- 
tween points in Arizona, California, Colorado, Idaho, Montana, 
Nevada, New Mexico, Oregon, Utah, Washington and Wyoming 
are not unreasonable, unduly prejudicial or unjustly discrimina- 
tory. The complainant, with its office at Salt Lake City, op- 
erates creameries, cream buying stations and cheese factories. 
It alleged the rates in question violated the first, third and 
thirteenth sections. Commissions of the states affected by the 
allegation that intrastate rates violated the thirteenth section 
were notified, and, after the first hearing, were represented by 
a committee appointed at the 1924 meeting of the National As- 
sociation of Railway and Utilities Commissioners. 

In his report Harraman reviewed the testimony in a bulky 


' yecord, divided according to state lines, the scales used by the 


eTMUMAS 


carriers and the large number of cases cited as being pertinent 
in this case, with the result of his coming to the conclusion that 
the case should be dismissed. 


WOOL CASE DISMISSAL ADVISED 


Examiner Frank C. Weems has recommended the dismis- 
sal of No. 18360, Public ‘Service Commission of the State of 
Wyoming vs. Baltimore & Ohio et al., on a finding that the 
rates on wool in the grease, in sacks, carloads, from points in 
Wyoming to Boston, Baltimore, New York, Philadelphia and 
points taking the same rates are not unreasonable or otherwise 
unlawful. The complaint alleged they were unreasonable and 
unduly prejudicial, and unduly preferential of the same com- 
modity when packed in bales. The object was to obtain the 
alternative application of the rates on wool packed in bales 
when lower than the rates on sacked wool, the theory of the 
complainants being that the revenues were great enough to 
enable the carriers to stand such a reduction. 


DEMURRAGE DID ACCRUE 


Examiner William H. Smith has recommended the dismissal 
of No..17791, Union Gas & Electric Co. vs. Chesapeake & Ohio, 
on a finding that demurrage accrued on many carloads of coal 
delivered to the complainant in December, 1923, and January, 
1924, in the yards at Cincinnati, O., on tracks from which the 
complainant took them with its own locomotive. The sole 
question was as to whether the complainant was entitled to 
notice of the placement of cars on tracks in the yard. Instead 
of placing the cars on a track leading to the plant, the Chesa- 
peake & Ohio put them on various tracks in the yard, as had 
been the custom. There was a dispute as to whether tracks 
used by the defendant for delivery were yard tracks which had 
been or could be used as industrial interchange tracks, within 
the meaning of the term as used in tariffs, and that delivery 
of cars thereon constituted notice of placement. 

The examiner said the record showed that the C. & O. gave 
actual as well as written notice of arrival. Such notices, the 
complainant contended, were not notices of placement. The 
examiner said that in the circumstances only written notice of 
arrival was necessary and that the Commission should find that 
demurrage accrued. 


VEGETABLES FROM FLORIDA 


Attorney-Examiner Arthur R. Mackley, in a proposed report 
on No. 17857, Gadsden County Truck Growers’ Association vs. 
Aberdeen & Rockfish et al., said the Commission should find 
rates on vegetables from Gadsden county, Florida, to destina- 
tions in the southeast, the Ohio and Mississippi River gateways 
and beyond, and to the eastern destinations had not been shown 
to be unreasonable, but to be improperly related to rates from 
competing stations in Georgia, South Carolina and other states. 
The complaint alleged undue preference of Bainbridge and Laing- 
kat, Ga., and producing points in groups along the Atlantic 
Coast Line. Summing up the case, Mackley said: 


The Commission should find that the rates on cabbage, potatoes 
and vegetables should not exceed 1.5 cents per hundred pounds, or 
3 cents per standard crate, higher than the contemporaneous rates 
from Bainbridge and other producing points in Atlantic Coast Line 
groups 11, 17 and 18 to destinations south and east of the Ohio and 
Mississippi rivers, and that they should not exceed the contempo- 
raneous rates from the aforementioned groups to Ohio and Missis- 
Sippi River gateways and points beyond, and to eastern destinations; 
that said rates are and for the future will be unduly preferential 
of shippers in the groups mentioned and unduly prejudicial to ship- 
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pers of Gadsden county to the extent that they do not conform to 
this relationship; that complainant has not established the fact or 
amount of actual damage resulting from any undue preference of 
competing localities in the past; that the rates in issue have not 
sage — to be inherently unreasonable; and that reparation will 
oe denied. 


RATES ON COTTON SWEEPINGS 


Examiner E. L. Glenn in a proposed report in No. 18238, 
Atlas Waste Material Company vs. Pennsylvania, has recom- 
mended that rates on cotton factory mill sweepings, carloads, 
from Baltimore, Md., to York, Pa., be found unreasonable and 
unduly prejudicial and that reparation be awarded. He said 
the Commission should find that the assailed rate was, is and 
for the future will be unreasonable and prejudicial to the extent 
that it exceeded, exceeds or may exceed by more than 2 cents 
per 100 pounds the contemporaneously maintained rate on rags 
in carloads from Baltimore to York. Charges were assessed 
on the basis of the applicable fifth-class rate of 17.5 cents. 
Complainant contended that a rate of 11.5 cents, the commodity 
rate on rags, should have been applied. 


RATE ON FRUIT WRAPPERS 


Dismissal of the complaint in No. 17482, Traffic Bureau, 
Chamber of Commerce (Lynchburg, Va.), vs. Erie et al., has 
been proposed by Examiner P. F. Mackey on a finding that the 
third-class rate of 79 cents assessed on three less-than-carload 
shipments of unprinted fruit wrappers, made in August and 
September, 1924, from Hamburgh, N. J., to Lynchburg, Va., 
has not been shown to be unreasonable or unjustly discrimina- 
tory, or unduly preferential of Montview, Lone Jack and other 
more distant points to which Lynchburg is intermediate. The 
rate charged was applicable under the official classification. A 
contemporaneous fifth-class rate of 52.5 cents under the southern 
classification was applicable from Hamburgh to Montview, Va. 
The examiner said that, pending ‘dispositoin of the Eastern 
Class Rate Investigation, no adjustment should be attempted of 
the disparities at the boundary between the two classification 
territories. 


CHARGES ON BAR STEEL 


Dismissal of the complaint in No. 17979, Traffic Bureau, 
Chamber of Commerce (Lynchburg, Va.), vs. Baltimore & Ohio 
et al., has been recommended by Examiner C. J. Peterson on 
a proposed finding that charges collected on bar steel, carloads, 
from Youngstown, O., to Lynchburg, Va., were not unreasonable 
and that complainant had not shown damage by reason of any 
undue preference that might have existed. Complainant alleged 
that the charges exacted for the transportation of 35 carloads 
of bar steel from Youngstown to Lynchburg, in the period 
February 12, 1924, to September 22, 1925, had been and were 
unjust, unreasonable, unduly discriminatory of Lynchburg and 
preferential of Lone Jack, Va., and other more distant points, 
in violation of sections 1, 2, 3 and the long-and-short-haul pro- 
vision of section 4 of the act. Charges were collected at the ap- 
plicable fifth-class rate of 40.5 cents, under the official classi- 
fication. Traffic from Youngstown to Lone Jack, 8 miles farther 
distant than Lynchburg, is governed by the southern classifica- 
tion, in which bar steel, carloads, is rated sixth class. The 
sixth-class rate from Youngstown to Lone Jack, which the ex- 
aminer said was a flag stop at which there was no post office 
or business of any consequence, was 33 cents prior to Novem- 
ber 28, 1924. Under the minimum class rate scale effective 
November 28, 1924, the examiner said, a rate of 40.5 cents be- 
came the minimum carload rate on bar steel from Youngstown 
to Lone Jack, which removed any fourth-section violation that 
might have existed. 


NO MILLIONS OF REPARATION 


The Commission has denied the petition of the complainant 
in Nos. 15877, Standard Oil Company (Indiana) vs. Atchison, 
Topeka & Santa Fe et al., and 15878, Same vs. Same, 113 I. C. C. 
597, originally mimeographed (See Traffic World, July 24, p. 
184), for reargument and reconsideration. Thereby it destroyed 
the possibility there might have been of the complainant and 
other oil companies in similar situations obtaining reparation 
amounting, according to estimates, to something between $4,000,- 
000 and $12,000,000. 

Denial of the petition means that the decision of division 1 
stands unmodified. Much shipper criticism has been leveled at 
that decision. To many its language means that hereafter, if a 
shipper figures out a route carrying a lower rate than the route 
which would be the one obvious to a layman, he will not get the 
benefit of the lower rate unless the Commission thinks he should 
and the Commission will pass on the question as if it were an 
equity court.. Heretofore, the criticizing shippers assert, the 
Commission has dealt with such tariffs as if they were parts of 
the statute which leaves no room for construction if the lan- 
guage shows the route as being open. 

The shipments which caused the filing of the complaints 
were deliberately routed, because, as construed by the oil com- 
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pany, the tariffs left it free to make up its own routes. It 
routed the traffic so as to bring into play, as it thought, rules 
for the making of rates by combination through points taking 
lower rates than those over the obvious route or routes. 

According to the division report the complaints presented 
unusually complicated and technical tariff situations. The title 
complaint, it said, dealt with the application, at intermediate 
points, on continuous routes, of specific rates to more distant 
named points under open routing in the tariffs, in connection 
with intermediate rules. 

More than 400 routings, the division report said, were used 
by the oil company, the obvious intent, in each instance, being 
the obtaining of a rate lower than the one applicable over what 
has been called the obvious route or routes, that is, the route or 
routes that would be selected for the movement of traffic by a man 
who knew nothing of tariffs, if he were forced to say over what 
route he wanted his shipment moved. Such a man, a traffic man- 
ager would say, would not imagine the tariffs were so con- 
structed that a shipment from Wood River, Ill. to Chicago, 
could be routed through Indianapolis because, as the traffic man- 
ager would contend, the tariffs left the route open through a 
point or points taking lower rates than Chicago and made the 
lower rate applicable. 

In closing its discussion of the case .the Commission said 
the facts were similar but not identical with those in Boldt 
Paper Mills vs. Director-General, 62 I. C. C. 471, and California 
Packing Corporation vs. Director-General, 78 I. C. C. 190. 

In so far as those cases might be inconsistent with the con- 
clusion reached in these Standard cases, the division said, it 
was unwilling to follow them, in any degree, in the circum- 
stances in this case. It pointed out that the complainant had 
routed the traffic over unusual routes which it construed the 
tariffs to have left open, with a view to cutting the rate 
over the obvious routes. The fact that the shipper took advan- 
tage of the openness of the routes caused the Commission to 
condemn what it called the practices of the shipper. 

“The practices here disclosed,” said the report, “throw 
grave doubt on the propriety of according shippers unlimited lati- 
tude in the designation of intermediate routings.” The right to 
designate intermediate routings has been one of the things the 
shipper has relied upon. It has enabled him to study tariffs and 
find intermediate carriers whose tariff publications have said 
to him, “send your stuff over my line and you'll get such and 
such a rate.” The law gives him the right to route his traffic 
and when the carrier fails to observe routing instructions, such 
as the shipper in this case gives, it is guilty of what is usually 
called misrouting. The shipper who selects the expensive route 
has to pay for it, even if he really does not desire a more expen- 
sive service than that accorded over the cheaper or cheapest 
route. The cars were routed, in the three years between No- 
vember 27, 1920, and November 1, 1923, with a view to obtaining 
lower rates than those applicable over the obvious routes. 

The division thought such a practice threw grave doubt on 
the propriety of allowing the shippers to have unlimited latitude 
in the designation of intermediate routings. 


So much were the complainant in this and similar cases in- 
terested in that right of the shipper to designate the interme- 
diate routing that Edgar E. Clark, former chairman of the Com- 
missfon, author of the Commission’s tariff rules, and Wilbur La- 
Roe, Jr., a former chief examiner, wrote a brief on the subject 
pointing out, as they said, the errors committed by the Commis- 
sion in overturning, as they contended, a line of cases on the 
point involved, almost as long as the history of the Commission. 
The Commission, however, by denying the petition for reargu- 
ment and reconsideration, leaves the division report stand as 
its decision, including the expression of doubt as to the propri- 
ety of allowing the shipper unlimited latitude to say what inter- 
mediate carrier shall handle his freight, when the tariffs invite 
him, at least by ambiguous language, to send it via open routes. 
The rule is that when a tariff is ambiguous, it is construed 
against the maker. 


While the denial pertains only to the cases mentioned it is 
taken as meaning that dozens of other cases of similar character 
will be disposed of in accordance with the rule laid down in the 
division report; that is, if the decision conflicts with former 
decisions, it will nevertheless be followed. 

Estimates as to the amount of reparation that would have to 
be made were the Commission to do what the complaining ship- 
pers think its former decisions require it to do have run, among 
even the conservative men interested in the cases, from $4,000,- 
000 to $12,000,000. Some, not regarded as so conservative, have 
run the estimates up to $15,000,000, and even more. Even the 
smallest sum would be considerable of a burden to the carriers 
involved. 

The petition which was denied did not cover all the subject 
matter contained in the division report. The Roxana Petroleum 
Corporation was an intervener in the case and the report cov- 
ered its grievance, the dismissal of the Standard cases, of 
course, pertaining also to the Roxana. The petition for reargu- 
ment and reconsideration which was denied did not cover the 
Roxana’s intervention. The Roxana intervention covered ship- 
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ments between April 1, 1921, and November 1, 1923. The Ro 





ana intervention covered, according to the report, situations on P 


ated by the use or attempted use of the combination rule regy}. 
ing in Sligo Iron Store situations; that is, of one carrier holding 
itself out to apply the combination rule on shipments made oye 
the rails of carriers, the tariffs of which forbid the use of th 
combination rule. The division report said that the Litchfield ¢ 
Madison, one of the short lines, the tariffs of which containg 
the Sligo rule situation, in the event it applied the Sligo rule 
this instance, would not only have to do without compensatio, 
for its share of the haul but would be called upon to stand, 
shrink of 10.5 cents per 100 pounds in addition. 


to insist upon an intermediate carrier standing a shrink thy 
would take more than its revenue from the shipment in question, 
Shippers who have disagreed with the division report, now 


approved by the Commission through its refusal to consider th F 


matter any farther or to listen to further arguments, have ¢op. 


tended that the decision makes it impossible for a shipper ty 


know what is really the rate carried by tariffs, even if the rout. 
ing is open, because the Commission has not specifically over. 
ruled the long line of cases in which it has held carriers to the 
protection of rates over routes they left open. In the report 
only the Boldt and California Packing Corporation cases are 
mentioned as being unlike the decision in the Standard cases on 
that point. 

However, the Commission, in the dozens of other cases 
brought by oil companies making claims such as the Standard 
and Roxana put forth, has the opportunity to say how far it 
desires to go toward reversing earlier cases which shippers think 
should have controlled it in the Standard and Roxana claims, 
It did not admit that the Standard and Roxana decision was con 
trary to the one in the Boldt and California Packing cases. It 
said that only in so far as those cases might be inconsistent 
with the conclusion reached in the Standard and Roxana cases 
“if at all,” it was unwilling to follow them in any degree in the 
circumstances of these cases. That leaves the way open for 
saying that the circumstances in some of the other cases are 0 
different as to warrant a different conclusion. 


SUSPENDED TARIFFS 


The Commission, in I. and S. No. 2813, has suspended, from 
December 14 to April 14, increased proportionals on grain and 
products, carried in Santa Fe, Missouri Pacific and Rock Island 
publications, to apply on tonnage originating in Colorado, Kan- 
sas and Nebraska to Kansas City and Wichita for application to 
shipments intended for export via gulf ports. The schedules 
held up in the case are peculiar in that they propose to estab 
lish proportionals on grain and products higher than the locals 
to Wichita and Kansas City. Usually proportionals are lower. 

Tariffs suspended by the order were intended as a move to 
checkmate action by the Kansas City Southern, Orient and Mid 
land Valley, taken some time ago. They published reduced 
proportionals on grain from Kansas City and Wichita, apparently 
with a view to enticing grain that had come into those points 
via the retaliating lines to move to gulf ports over their rails. 
The originating carriers, by the suspended tariffs, sought to 
force grain to move from points on their rails, with transit at 
Kansas City and Wichita, by publishing proportionals as much 
higher than the locals as necessary to offset the reductions in 
the outbound proportionals published by the Kansas City South- 
ern, Orient and Midland Valley. 

Hearing is to be had at the Kansas City chamber of com 
merce on January 7. Typical publications suspended are sup 
plement No. 19 to Santa Fe, I. C. C. 10056, applicable on grain to 
Kansas City and supplement No. 14 to Santa Fe, I. C. C. 10106, 
applicable on grain to Wichita. 

In I. and S. No. 2808, the Commission has suspended from 
December 13 until April 12 schedules as published in the fol 
lowing tariffs: Central Indiana Ry. Co.’s I. C. C. No. 581, sup 
plement No. 11 to Chesapeake & Ohio Ry. Co.’s I. C. C. No. 
9987; supplement No. 21 to Cleveland, Cincinnati, Chicago & 
St. Louis Ry. Co.’s I. C C. No. 8216; supplement No. 3 to New 
York, Chicago & St. Louis R. R. Co.’s I. C. C. No. LEW-3282, and 
supplements Nos. 7 and 8 to Pennsylvania R. R. Co.’s I. C. ©. 
No. F-19738. The suspended schedules propose to restrict the 
present commodity rates on iron and steel articles, viz., wire, 
gates, hay bale ties, nails, post staples, stretchers, wire fenciné 
and wire strand, etc., carloads, from Muncie, Richmond, Ander- 
son Crawfordsville, Industry and Kokomo, Ind., to Bloomingto, 
Crandall, East St. Louis and Peoria, Ill., and St. Louis, Mo., ett., 
so that they will not apply via Chicago or Chicago Junctions, 
resulting in the application of higher class rates on traffic des- 
tined to Chicago, Ill., and other intermediate points over the 
routes through Chicago, Ill., or Chicago junction points. The 
following is illustrative: 


From Muncie, Ind., to Chicago, Ill, present, Bloomington, I, 
rate as maximum, 2114; proposed, fifth class rate, 25 


In I. and S. No. 2809, the Commission has suspended from 
December 12 until April 11 schedules as published in Speiden’ 
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tariffs as follows: Supplements Nos. 23 and 24 to I. C. C. No. 
905; supplements Nos. 3, 4, 5, 6 and 7 to I. C. C. No. 1014. The 
suspended schedules propose to restrict the routing of grain 
and related articles via the New Orleans & Northeastern R. R. 
when from Memphis, Tenn., to destinations in lower Mississippi 
Valley as follows: “Rates named in this tariff, as amended, 
on grain, grain products, feed, hay and/or straw, from Memphis, 
Tenn., do not apply via or in connection with the New Orleans 
& Northeastern R. R., except to stations on the New Orleans 
& Northeastern R. R., New Orleans Great Northern R. R., Pearl 
River Valley R. R., and Mississippi Southern R. R., when routed 
via Memphis, Tenn., M. & O. R. R. to Meridian, thence N. O. & 


4 N. E. R. R., or via Memphis, Tenn., Southern Ry., Corinth, Miss., 


CBO eal ea La 


7) 


eave 
2 TEES 


M. & O. R. R., Meridian, thence N. O. & N. E. R. R.,” 
whereas the present routing is open via practically all avail- 
able lines, thus resulting in increased charges over the routes 
eliminated. 

In I. and S. No. 2810, the Commission has suspended from 
December 13 until April 12, schedules published in the following 
tariffs: 

H. G. Toll, agent: Supplement No. 11 to I. C. C. No. 1165; 


ment No. 11 to I. C. C. 
1170. 


Supple- 
No. 1169; Supplement No. 7 to I. C. C..No. 


The suspended schedules propose to eliminate provisions 
restricting the application of transit privileges on lumber, car- 
loads, from points in North Pacific Coast territory to destina- 
tions in Central Freight Association, Trunk Line, Western Trunk 
Line and Southern territories, when handled in connection with 
the Chicago, Milwaukee and St. Paul Ry., Great Northern Ry., 
Northern Pacific Ry., Oregon-Washington R. R. & Navigation 
Co., Southern Pacific Co., and Spokane International Ry., 
through transit points in Washington, Oregon, Idaho, Montana 
and British Columbia. 

The proposed change would permit transit privilgees, as 
authorized in individual lines tariffs, to apply at all points on 
the above named carriers, resulting in reductions in charges on 
shipments given transit privileges at points in the states east of 
the above named states such as Bayport and South Stillwater, 
Minn., and Oshkosh, Wis. 

In I. and S. No. 2811, the Commission has suspended from 
December 15 until April 14, schedules as published in the Den- 
ver & Rio Grande Western tariffs as follows: Supplement No. 
14 to I. C. C. No. 123; Supplement No. 6 to I. C. C. No. 224. 
The suspended schedules propose to increase and reduce rates 
on Petroleum and Petroleum Products, in carloads, from Salida, 
Florence and Alamosa, Colo., to Colorado and New Mexico des- 
tinations. The following is illustrative: 


From Salida, Colo., to Durango, Colo., present 34, proposed 49; 
Farmington, N. M., present 56%, proposed 71%. From Florence, Colo., 
to Salida, Colo., present 34, proposed 19; Alamosa, Colo., present 42%, 
proposed 34%. From Alamosa, Colo., to Durango, Colo., present 25%, 
proposed 33144; Farmington, N. M., present 48, proposed 56. 


In I. and S. No. 2807, the Commission has suspended from 
December 10 until April 9, schedules as published in Cleveland, 
Cincinnati, Chicago and St. Louis I. C. C. No. 8340, and supple- 
ment No. 34 to I. C. C. No. 8196. The suspended schedules pro- 
pose to increase the rates on bituminous coal and coal briquets 
from mines on the Cleveland, Cincinnati, Chicago and St. Louis 
Ry. in southern Illinois to stations in Missouri on the St. Louis- 
San Francisco Ry. south of St. Louis, Mo., to and including Ste. 
Genevieve, Mo. The following is illustrative: 


From Harrisburg, IIL, to: 
Gravois, Mo. _ ; 


Present Proposed 
CO gall Siecle eeeanbihd Simaneanaanab base 140 ty 
PE coc seangce cnc cceuteacrkapcseuseess 171 

In I. and S. No. 2812, the Commission has suspended from 
December 15 until April 14 schedules as published in the Mis- 
souri-Kansas-Texas tariff No. A-5088, on ninth revised page of 
No. 48 and sixth revised pages No. 48-A and 49. The suspended 
schedules propose to increase the rates on pickles when in 
mixed carloads with other canned goods, from Colorado pro- 
ducing points to destinations in Oklahoma. The following 
statement of rates is illustrative: 


100 Pickles and canned goods, in mixed carloads, rates in cents per 
pounds, from Brighton, Colo., to Bartlesville and Vinita, Okla., 
Present, minimum 40,000, 63.5; proposed, minimum 36,000, 78. 





PETITIONS FOR REHEARING 


The Continental Roofing & Manufacturing Co. has asked 
the Commission for permission to intervene in No. 11203, Stand- 
ard Paint Co. et al. vs. Director-General, Alabama & Vicksburg 
et al, and No. 18869 (and Sub. No. 1), Certain-teed Products 
Corp. VS. Southern Railway et al., for the purpose of opposing 
the petition of defendants, filed December 2, 1926, seeking post- 
ponement of effective date of outstanding orders. 

The protestants in I. and S. 2635, milk and cream rates 
between New England points, have asked the Commission to 
reconsider its action denying their petition to introduce in the 
record pages 15, 16 and 17 of Exhibit No. 170, and of the testi- 
mony offered in connection therewith. 





The defendant in No. 15636, Paragon Refining Co. vs. Alton 
& Southern, has asked the Commission to grant a rehearing 
therein. 

The Texas complainants, in No. 14617 et al., Acme Brick 
Co. et al. vs. Alabama & Mississippi et al., have asked the Com- 
mission for rehearing and reargument of the question of ap- 
plying a formula for computing mileages in the southwestern 
territory. 

The protestants in I. and S. 1468, building and roofing paper 
between Western Trunk Line points, the Barrett Co. and the 
H. F. Watson Co., and interveners in No. 11481, Certain-teed 
Products Corp. et al. vs. Santa Fe et al., have asked the Com- 
mission to deny petition of the carriers, which was filed under 
date of November 15, 1926, for reopening and further consid- 
eration of the above named cases. 

The defendants in No. 14150, Corporation Commission of 
Oklahoma vs. Abilene & Southern et al., No. 14970, Texas Cot- 
tonseed Crushers’ Association et al. vs. Abilene & Southern 
et al., and No. 15039, Interstate Cotton Oil Refining Co. et al. 
vs. Santa Fe et al., have asked the Commission to modify its 
findings and orders in respect to grouping points of origin and 
destination. 

The defendants in No. 17262, J. Nooney & Company, Inc., 
vs. Pennsylvania et al., have asked the Commission for further 
postponement of effective date of order therein. 

The complainant in No. 17522, Traffic Bureau-Chamber of 
Commerce, Lynchburg, Va., vs. Southern et al., has asked the 
Commission to grant a rehearing therein. 


Agent F. A. Leland has filed a petition for carriers parties 
to No. 15426, Abilene Flour Mills Co. vs. Abilene & Southern 
et al.; No. 8845, Natchez Chamber of Commerce vs. Louisiana 
& Arkansas; No. 10592, Arkansas Jobbers & Mfrs. Assn. vs. 
Director-General, Chicago, Rock Island & Pacific et al.; No. 
13406, Corporation Commission of Oklahoma vs. Arkansas et al.; 
No. 13215, Arkansas Jobbers & Mfrs. Assn. vs. Chicago, Rock 
Island & Pacific et al.; No. 12929, interstate rates on grain, 
grain products and hay, in carloads, between points in the 
Western and Mountain Pacific groups; and No. 12244, Corpora- 
tion Commission of Oklahoma vs. Abilene & Southern et al., for 
modification of various orders of Commission in the above en- 
titled proceedings with respect to wheat, bran, middlings, shorts. 


The complainant in No. 10804, Barnett Oil & Gas Co. vs. 
Director-General, as agent, et al., has asked the Commission to 
correct the findings in the report herein, 93 I. C. C. 85, to include 
origin points in eastern Kentucky oil field other than Irvine 
and Beattyville, Ky. 


COMMISSION ORDERS 


The Commission has dismissed No. 10594, Wholesale Coal 
Trade Association of New York, Inc., et al. vs. Director-General, 
as agent, Baltimore & Ohio et al.; No. 10684, Lehigh Valley Coal 
Sales Co. vs. Director-General, as agent, and Lehigh Valley; No. 
11697, Standard Oil Co. (Ky.) vs. Director-General, as agent, 
Alabama Great Southern et al.; No. 11732, United Paperboard 
Co., Inc., vs. Director-General, as agent, Illinois Central et al.; 
No. 11781, Citizens Coal Mining Co. vs. Director-General, as 
agent; No. 13036, Cayuga Operating Co., Inc., vs. Director-Gen- 
eral, as agent; No. 13051, R. L. Abbott et al. vs. Director-Gen- 
eral, as agent, Chicago, Rock Island and Pacific et al.; and No. 
13249, Seneca Fibre Products Co. vs. Director-General, as agent, 
for want of prosecution, under orders directing the making of 
Rule V statements. 

The effective date of the order in No. 16930, Dillman Egg 
Case Co. et al. vs. Santa Fe et al., of July 21, has been postponed 
until the further order of the Commission; and the proceeding is 
reopened and assigned for further hearing January 19, 10 o’clock 
a. m., standard time, Hotel Jefferson, St. Louis, Mo., before Ex- 
aminer Griffin. 

The Commission has reopened, for further oral argument, at 
such time as it may hereafter direct, No. 16048, lliff-Bruff Chem- 
ical Co. et al. vs. Chicago & Eastern Illinois et al. 

The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, No. 16729, The South- 
western Milling Co., Inc., vs. Santa Fe et al., and that pending 
such further hearing and final disposition, of this proceeding the 
order entered herein on October 8, 1926, as subsequently mod- 
ified, shall continue in full force and effect. 


The motion filed by Director-General, to dismiss the com- 
plaint under No. 17671, Whiting-Mead Co. vs. Director-General, 
as agent, without hearing, has been denied without prejudice to 
renew upon submission. 


The motion filed on behalf of Director-General, to dismiss 
No. 12597, O-So-Easy Products Co. et al. vs. Director-General, as 
agent, Ann Arbor et al., for lack of prosecution, has been denied. 

The Commission has denied the petition of complainants in 
No. 17038 (and Sub. 1) Booth & Flinn, Ltd., vs. Pennsylvania 
Railroad, for rehearing, or reargument upon the present record 
or reconsideration. 

The complainant’s petition for rehearing in No. 17157, El 
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Paso Compress & Fumigation Co. vs. Missouri Pacific et al., has 
been denied. ‘ 

The complainants’ petition for further consideration in No. 
17219, Chess-Wymond Co., of La., et al. vs. Alabama & Vicksburg 
et al., has been denied. 

The petition for leave to file brief on reargument and recon- 
sideration filed by the California & Hawaiian Sugar Refining 
Corporation, intervener, in No. 16341 (and Sub Nos. 1 and 2), 
Nebraska State Railway Commission vs. Alexandria & Western 
Railway et al., and No. 16517, Black Hills Wholesale Grocery 
Company vs. Chicago & North Western et al., has been granted 
by the Commission. 

The motion of the Santa Fe et al. to make the complaint 
in No. 18390 (Sub. 9), Arizona Pimacotton Growers vs. Aber- 
deen & Rockfish et al., more definite and certain, has been de- 
nied. 

The petition of defendants in No. 13840, Associated Oil Co. 
et al. vs. Arizona Eastern et al.; No. 12783, Rio Grande Oil Co. 
vs. Arizona Eastern et al.; No. 13561, Western Petroleum Re- 
finers’ Assn. vs. Chicago, Burlington & Quincy et al.; No. 14091, 
Gila Water Co. et al. vs. Arizona Eastern et al., and No. 14256, 
Southern Arizona Traffic Assn. et al. vs. Chicago, Rock Island 
& Gulf et al., for modification of the order entered therein, has 
been denied. 

The order entered in No. 16443, Birmingham News Co. vs. 
Atlanta, Birmingham & Atlantic Ry. et al., on October 15, 1926, 
which was by its terms made effective January 10, 1927, is modi- 
fied so that it will become effective on March 1, 1927, instead of 
on said January 10, 1927. 

The Commission has reopened for reargument before the 
entire Commission No. 14498, Ragland Coal Co. vs. Virginian 
Ry. et al., and No. 14831, Winding Gulf Colliery Co. et al. vs. 
Chesapeake & Ohio et al., which had formerly been reopened 
for reconsideration on October 19, 1926. 

The United States Brewing Company has been authorized 
by the Commission to intervene in No. 18969, National Mineral 
Water and Beverage Association vs. B. & O. et al. 

The National Zinc Company has been permitted to intervene 
in No. 18819, Athletic Mining and Smelting Company et al. vs. 
Santa Fe et al. 

The time prescribed in certificate and order in finance 
docket No. 4479, acquisition and construction of line by West 
Virginia Midland Ry., as extended, within which the West Vir- 
ginia Ry. shall complete the construction of the extension of 
a line of railroad therein authorized, has been extended to 
December 15, 1927. 

The North American Cement Corporation has been permitted 
to intervene in No. 18880, the Cumberland Cement & Supply Co. 
vs. Baltimore & Ohio et al. 

The order entered in I. and S. 2458, restrictions, routing 
on westbound transcontinental traffic via Salt Lake & Utah, 
and I. and S. 2711, restrictions, in routing via Salt Lake & Utah 
on westbound transcontinental traffic, on August 20, 1926, which 
was by its terms made effective September 7, 1926, and subse- 
quently modified so as to become effective on December 14, 1926, 
is further modified so that it will become effective on February 
12, 1927, instead of on said December 14, 1926. 


OREM ROAD ARGUMENTS 


The Trafic World Washington Bureau 


Arguments on the power, if any, of the Commission to re- 
quire the transcontinental competitors of the Salt Lake and 
Utah, commonly called the Orem road, to permit that short line 
to participate in transcontinental business were made to the 
entire bench of the Commission on December 11. The subject 
came up on appeal from division 3, which, in a suspension pro- 
ceeding, found that the transcontinental carriers involved, Union 
Pacific, Southern Pacific and Denver & Rio Grande Western, had 
justified their proposal to eliminate the short line which extends 
from Provo to Salt Lake City, Utah. It parallels the Union 
Pacific and the Denver & Rio Grande Western for forty-eight 
miles. 

In 1916 the Union Pacific made the Orem line a party to the 
transcontinental tariffs. Three years later the Director-General 
made the Denver & Rio Grande Western a party to an arrange- 
ment which, in ordinary language, requires the trunk lines to 
short-haul themselves. The cases on which the arguments were 
made were No. 18120, H. L. Moore and D. P. Abercrombie, as 
receivers of the Salt Lake & Utah vs. A. T. & S. F. et al., I. and 
S. No. 2458, Restrictions, Routing on westbound transcontinental 
traffic via the Salt Lake & Utah and'I. and §S. No. 2711, also 
pertaining to the westbound routing of transcontinental traffic. 
Those participating in the arguments were August G. Gutheim 
and H. L. Moore for the shirt line, J. M. Souby for the Union 
Pacific; G. H. Muckley for the Southern Pacific and J. A. Gal- 
laher for the Denver & Rio Grande Western. 

In two earlier cases the short line was successful. Its at- 
torneys claimed that there was no change in the facts or condi- 
tions to warrant the decision of the division in the third case. 
They did not even admit that the option contracts made by the 
Orem interests, mentioned in the last report, constituted a new 
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fact warranting reversal. The option contract was that mag 
between the holders of stock in the holding company holding the 
stock of the short line, under which, in consideration of a ship. 
per routing his traffic over the Orem line, the shipper was give) 
the option of buying a share of stock in the company at $104 
share, a higher price, Mr. Gutheim said, than had ever been ob. 
tained for it. He also said that 80 per cent of the traffic op. 
tained by the intensive solicitation of the Orem road came fron 
shippers who had not made option contracts. 

Mr. Gutheim treated the situation as one of undue prejudice 
pointing out that the transcontiental lines which were objecting 
to what they called the short-hauling character of what the 
Orem line desired, that they were short-hauling each other put 
objecting to doing as much for the little road as they were for 
each other. Their open routing arrangements, he said, allowed 
all manner of short-hauling. 

Mr. Moore said that the question of short-hauling was ‘not 
raised until recently, the prior contention being that the routing 
of traffic over the Orem line would force wasteful transportation. 
Commissioner Taylor wanted to know whether there would not 
be added expense and delay in taking cars out of a Union Pacific 
train at Provo or Salt Lake, hauling them over the Orem line 
for forty-eight miles and then turning them back to the Union 
Pacific. Mr. Moore answered that there would not be materia] 
delay if the connections handled the cars promptly. 

Keeping the Salt Lake & Utah out of the transcontinental 
tariffs, he claimed, deprived shippers on its lines of milling in 
transit, reconsignment and other privileges on other railroads. 
He suggested that if there was anything wrong with the option 
contracts, which he denied, the way to handle that was to forbid 
the use of such contracts and not penalize shippers by denying 
them service over the railroads they desired to use. 

The railroad attorneys said the traffic the Orem line obtained 
was the result of its solicitation and that without such solicita- 
tion no shippers would desire to use it. Mr. Souby said that in 
five years, prior to 1924, when the solicitation was begun, only 
one carload was routed over the Orem road. He said “we” woke 
up in 1924 to the fact that under the tariffs the Orem line could 
be designated as a participant in transcontinental traffic because 
the Orem line people told them they intended to solicit business 
and asked for divisions. 

Chairman Eastman wanted to know if railroads generally 
did not obtain business by solicitation and asked why the eager. 
ness of the trunk lines to get out of the arrangement when they 
short-hauled themselves at so many other places. Mr. Souby 
said the Union Pacific had tried to close various gateways and 
that those which it had not proposed to close were kept open 
for competitive reasons. He said the Union Pacific would be 
better off to pay the Orem line divisions it suggested for itself 
and carry the freight itself, without requiring anything from the 
short line, than to incur the expense of turning traffic over to it 
and then taking it back. 

“But you couldn’t lawfully order us to support the Orem line 
in that way,” said Mr. Souby. 


Mr. Muckley said the arrangement would not be in the pub- 
lic interest and that the only reason for ordering the arrange 
ment would be on account of the Orem company’s financial con- 
dition. He said it would be an unnecessary burden on other 
transportation. The financial condition of the short line, he said, 
was due to its payment of dividends when they were not war- 
ranted and said that if that had not been done, the road would 
be in a position to stand the temporary set-back, on account of 
the taking of passenger business by automobiles and two bad 
crop years. He said that never had the road made less than 
enough to pay its expenses and fixed charges. It went into the 
hands of receivers, he said, upon unsecured debts. 

Mr. Gallaher said the Denver & Rio Grande Western felt the 
inclusion of the Salt Lake & Utah would be a detriment to it 
and that ifs inclusion in the westbound traffic was a mistake. 
He also spoke for the Western Pacific, attorney for which was 
detained at home on account of illness in his family. 

In concluding the argument Mr. Moore called attention to 
the fact that one of the trunk lines which was trying to get the 
short line out of participation in transcontinental traffic, when 2 
big industry located itself on the short line rails, built into its 
plant, as if a big shipper exclusively on the little road’s rails 
were a thing not to be tolerated. He wanted to know what 
would be left for the short line if the trunk lines had their way 
about the matter. He also commented upon the fact, as he 
said, that the Southern Pacific and the Union Pacific claimed 
that all the freight the Orem line had obtained had been taken 
from them, that it was their freight and turned it over to the 
Denver & Rio Grande Western and Western Pacific with a view, 
seemingly, to have the Commission consider the attitude of the 
Denver & Rio Grande Western, in view of that fact. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has announced that it has been de 
cided to withdraw No. 18842, J. H. Curtis Leather Co. vs. Santa 
Fe et al., from the modified procedure docket. The case will 
be set down for hearing in regular course. 
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December 18, 1926 


VIRGINIAN ROUTING CASE 


The Supreme Court of the United States, December 13, in 
an opinion by Mr. Associate Justice Brandeis in Nos. 281 and 282, 
The Virginian Railway Company, appellant, vs. United States, 
et al., and The United States, et al., appellants, vs. The Virginian 
Railway Company, respectively, upheld the decision of the 
Commission in Wyoming Coal Co. vs. Virginian Railway Co., 
96 I. C. C. 359; 98 I. C. C. 488, requiring the Virginian to establish 
reasonable joint rates on coal westbound. In delivering the 
opinion of the court, Justice Brandeis said: 


An extensive territory in West Virginia comprising the coal 
mining districts known as New River, Tug River and Pocahontas 
is served by three railroad systems. Each grants blanket rates to 
destination from the mines within the district served by it. The 
planket rates to each destination are the same on all the systems. 
Two of them, the Chesapeake & Ohio and the Norfolk & Western, 
have lines extending from the Atlantic Ocean to the Middle West. 
The line of the third, the Virginian, extends only eastward to 
tidewater. Some mines in the district are served directly by only 
one of these railroads, some by more. Ninety-nine mines are lo- 
cated only on the Virginian. Of these 45 enjoy, by reason of the 
trackage agreements to be described, the same rates to the west 
as do mines on the Chesapeake & Ohio and on the Norfolk & 
Western. The remaining 54 are denied the opportunity of reaching 
the western markets. 

Some of the 54 made complaint to the Interstate Commerce Com- 
mission that they are denied access to the western markets; and 
sought relief under both section 1 and section 3 of the act to regulate 
commerce. For most of these 54 mines access to these markets was 
and is physically possible through a junction of the Virginian and 
the Chesapeake & Ohio. But that route is closed commercially, be- 
eause these two carriers have not established any joint rates to the 
west from any of these 54 mines; and the combination of the Vir- 
ginian’s local rate from the mines to the junction with the Chesa- 
peake & Ohio’s rates from the junction to the west, results in 
charges so high as to be prohibitive. The complainants contended 
before the Commission that the existing rate schedule to the west 
subjects them to unjust discrimination and, also, that the combina- 
tion rates are unreasonable. To establish the discrimination, the 
shippers relied, among other things, upon the fact that 45 other 
mines located only on the Virginian enjoy the favorable blanket 
rates to the west. To establish the unreasonableness, they showed, 
among other things, that mines, similarly situated, located only on 
= Chesapeake & Ohio and on the Norfolk & Western enjoy those 
rates. 

The Chesapeake & Ohio did not oppose granting to the 54 mines 
the relief sought. The Virginian resisted strenuously. The com- 
plete record of the proceedings before the Commission occupies 
713 pages of the printed record in this court, besides 67 exhibits, 
many of them elaborate, one covering 89 pages. The proceedings 
before the Commission, begun on May 15, 1922, did not close until 
February, 1923. The proposed report of the examiner was served 
on April 30, 1924, was submitted to Division 3 of the Commission 
on June 30, 1924, and its original report was filed on March 10, 
1925. The Commission found that the existing rates from the 
mines in question subjected the shipper to undue prejudice and 
also that the rates were themselves unreasonable. Wyoming Coal 
Co. vs. Virginian Railway Co., 96 I. C. C. 359; 98 I. C. C. 488. It 
ordered the carriers ‘‘according as they participate in the transpor- 
tation” to cease and desist from collecting, for the transportation of 
coal from certain stations on the Virginian Railway to interstate 
destinations in the west, rates which exceed those to be prescribed 
pursuant to the order; and then directed the carriers to establish 
“rates which shall not exceed the district rates maintained on like 
traffic” by those carriers respondents to the same destinations 

from mines in the New River districts of the Chesapeake & Ohio 
Railway Company, and the Virginian Railway Company, respec- 
tively, and the Pocahontas and Tug River districts of the Norfolk & 
Western Railway Company, those districts forming part of what is 
generally referred to as the Outer Crescent.’ See Bituminous 
Coal to Central Freight Association Territory, 46 I. C. C. 66, 69. 


A petition for reargument before the whole Commission was denied 
on April 14, 1925; 


May 19, 1925. 


This suit was brought by the Virginian against the United 
States, the Interstate Commerce Commission, and the Chesapeake 
& Ohio, in the federal court for the Southern District of West Vir- 
ginia, to enjoin the enforcement of the order and to set it aside. 
All three defendants answered, the Chesapeake & Ohio asserting 
its readiness to comply with the Commission’s order. Several coal 
companies intervened as defendants. The case was heard, on May 
28, 1925, before three judges upon application for an interlocutory 
ijunction and also upon final hearing. The order was assailed 
mainly on the ground that the findings made were unsupported by 
evidence. It was also contended, among other things, that findings 
essential to the relief granted had not been made. Besides the full 
transcript of the proceedings before the Commission, the Virginian 
introduced, under objection, some additional evidence in support of 
a claim that the order should be set aside because of certain facts 
eccurring since it was entered. On September 19, 1925, the court 
iret a final decree denying the injunction and dismissing the 
ii on the merits. No opinion, written or oral, was delivered. 
Before entry of the decree, the Virginian indicated an intention 
to appeal and asserted that irreparable damage would result, pend- 
ae the appeal, if the decree should be reversed. Thereupon, the 
istrict court included in the final decree a clause restraining 
enforcement of the Commission’s order pending the perfecting and 
determination of the appeal. No. 282 is a cross-appeal by the 
United States and the Commission from so much of the decree 
as _restrains enforcement of the Commission’s order pending the 
appeal. No. 281 is the appeal by the Virginian, under the act 
. October 22, 1913, c. 32, 38 Stat. 208, 220, from so much of the 
ee as denied the injunction and dismissed the bill. The con- 
entions made by the Virginian here seem to be the same that 
=" made by it below; and largely the same that it made before 
e Interstate Commerce Commission. 
F _ First. _The Virigian attacks the Commission’s finding of un- 
just discrimination. There clearly was substantial evidence to 
Support every fact specifically found. To consider the weight of 
ng evidence before the Commission, the soundness of the reasoning 
po which its conclusions were reached, or whether the findings are 
onsistent with those made by it in other cases, is beyond our 
province, Whether a rate is unjustly discriminatory is a question 
cviannich the finding of the Commission, supported by substantial 
bi ence, is conclusive, unless there was some irregularity in the 
Proceeding or some error in the application of rules of law. Western 


but an amended report and order was filed on 
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Paper Makers’ Chemical Co. vs. United States, 271 U. S. 268. No 
irregularity in the proceedings before the Commission is even sug- 
zested. 

” Second. The Virginian contends that -the specific facts found 
are, as matter of law, insuflicient to support the finding of undue 
prejudice. The facts material are these. Ever since the Virginian 
was constructed, it has adhered to the policy of providing for the 
output of mines on its line transportation only to tidewater. This 
policy is pursued, not only because it is deemed _ profitable to the 
company, but aiso because it enables the Virginian to furnish to 
shippers the most efficient service at reasonable rates. It has never 
held itself out as equipped to carry coal to the west, or joined in 
joint rates to western markets. The 45 mines on its line which 
enjoy the blainket rates to the west, have them as a natural result of 
certain trackage agreements entered into by the Virginian with the 
Chesapeake & Ohio for an entirely different purpose. The purpose 
was to secure additional eastbound tonnage without wasteful ex- 
penditure by paralleling branch lines. To be able to secure the 
eastbound traffic from certain mines located on independent lines 
connecting with the Chesapeake & Ohio, the Virginian, having ac- 
quired the independent lines, sought the right to use that system’s 
tracks to those mines. As compensation for the trackage rights 
over the Chesapeake & Ohio, it gave that company the right 
to use the Virginian’s tracks to these 45 mines. ‘the carriers, 
instead of using these trackage rights by operating over the other’s 
tracks, substituted, solely as a matter of economy and conven- 
ience, a reciprocal switching arrangement. As a result, the Vir- 
ginian hauls westbound coal from these 45 mines to a junction 
with the Chesapeake & Ohio; the latter absorbs the switching 
charges of the Virginian; and these mines enjoy the same rate 
to the west as do those located on the Chesapeake & Ohio. But the 
Virginian’s purpose in making the traffic agreement was solely to 
increase its eastbound traffic. 

The fact that the Virginian’s intention was not to give the 45 
mines a preference over others, but to increase its own eastbound 
business from mines located on the other system, and that the 
preference resulting in merely an incident of a legitimate effort to 
develop the carrier’s eastbound traffic, is not of legal significance. 
These 45 mines to which the western market has been thus opened, 
obviously, enjoy thereby an advantage over the 54 mines, found 
to be similarly situated, to which the market is closed. And the 
Commission has found that the preference is unjust. In essence, 
the situation is the same as that considered in United States vs. 
Illinois Central R. R., 263 U. S. 515, 523, and United States vs. 
Pennsylvania R. R., 266 U. S. 191, 199. The contention that there 
can be no order to remove the discrimination, because the Virginian 
is in no legal sense responsible for the lower western rates granted 
to the favored mines, is likewise disposed of by the earlier case. 
At pp. 520, 521. 

Third. The Virginian contends that the evidence before the 
Commission does not support its finding that the rates on coal 
from the Virginian’s mines via the Chesapeake & Ohio are un- 
reasonable to the extent that they exceed the New River district 
rates maintained by the latter carrier from mines on its own and 
connecting lines having no other outlet to the western markets. 
The argument is that these rates cannot be considered standards of 
reasonableness because, as the Commission declared in the present 
controversy, they are ‘‘the outcome of competitive strain and stress 
through long periods of development,’ and, as it had stated in 
an earlier case, they have been made “in practical, if not absolute 
disregard of distance, and all transportation conditions that or- 
dinarily are taken into consideration in the making of rates,’’ and 
“are below the level at which maximum reasonable rates might be 
maintained.’’ Bituminous Coal to C. F. A. Territory, 46 I. C. C. 
66, 122, 145. The finding of reasonableness, like that of undue 
prejudice, is a determination of a fact by a tribunal ‘informed by 
experience.”” Illinois Central R. R. Co. vs. Interstate Commerce 
Commission, 206 U. S. 441, 454. This Court -has no concern with 
the correctness of the Commission’s reasoning, with the soundness 
of its conclusions, or with the alleged inconsistency with findings 
made in other proceedings before it. Interstate Commerce Com- 
mission vs. Union Pacific R. R. Co., 222 U. S. 541. It was shown 
that a huge coal traffic moves from this territory, under like operat- 
ing conditions, at the blanket rates which were voluntarily estab- 
lished by the other carriers to serve mines similarly located. This 
fact, and much else in the voluminous record, afford substantive 
evidence to support the finding that the existing rates are unreason- 
able; and that those which the order directs are reasonable. 


Fourth. The Virginia contends that the order is void because 
the Commission directed the establishment of through routes and 
joint rates without finding that they are necessary in the public 
interest. Such a finding is essential to the validity of an order under 
Section 15(3). But the order here in question was not sought or made 
under Section 15(3) and does not direct the establishment of through 
routes and joint rates. Through routes to the west were already in 


existence. And there were through rates by combination. See 
Through Routes and Through Rates, 12 I. C. C. 163; Memphis 
Freight Bureau vs. Fort Smith & W. R. R. Co., 13 I. C. C. 1, 8; 


Baer Bros. M. Co., vs. Mo. Pac. Ry. Co., 17 I. C. C. 225; Swift & 
Co. vs. Pa. R. R. Co., 29 I. C. C. 464; Lourie Manufacturing Co. vs. 
Cincinnati N. R. R. Co., 42 I. C. C. 448; Kansas City Board of Trade 
vs. A. T. & S. F. Ry. Co., 69 I. C. C. 185, 188-189; St. Louis South- 
western Ry. vs. United States, 245 U. S. 136, 139, note 2. The fact 
that the combination rates were excessive constituted the only ob- 
stacle to the movement. The Chesapeake & Ohio did not oppose the 
reduction of its rates from the junction to the west. -It was willing 
that these 54 mines on the Virginian should enjoy the rates already 
open to the other 45. The Virginian resisted a reduction of its 
local rate to the junction. The Commission found that the com- 
bination rate was both unreasonable and discriminatory. It pre- 
scribed through rates which it found were reasonable and non- 
discriminatory. It did not order joint rates. And no question 
of divisions was before the Commission. The order was sought 
and made under section 1 and section 3. Section 15(3) does not re- 
quire that the Commission must make a special finding of public 
interest, before it can prescribe how an existing through rate found to 
be unreasonable and discriminatory shall be made conformable to law.! 
found a combination through rate unreasonable or discriminatory as 
an entirety, and has ordered it to be not higher than a specific 
amount, without any finding of public interest. United Verde 
Extension Co. vs. Director-General, 57 I. C. C. 625; Gillespie Coal 
Co. vs. Ill. Traction System, 62 I. C. C. 335; Freight Bureau vs. Beau- 
mont, ete. Ry. Co., 74 I. C. C. 601; Ariz. Corp. Comm. vs. A. T. & S. F. 
Ry. Co., 87 I. C. C. 271; Babbitt Bros. Trading Co. vs. A. T. & S. F. 
Ry. Co., 88 I. C. C. 614; Lone Star Gas Co. vs. C. C. C. & St. L. Ry. 
Co., 101 1. C. C. 465; Tioga Goal Co. vs. B. & O. R. R. Co., 101 I. C. C. 
611; Lookout Paint Mfg. Co. vs. Mo. Pac. R. R. Co., 101 I. C. C. 
691; Illinois Oil Co. vs. Cape Girardeau N. Ry. Co., 102 I. C. C. 154; 
Humble OF & KR. Co. vs. I. & RB. W. BR. BR. Co., 202 i. Cc. C. Ws; 


1Thus in many cases, as the case at bar, the Commission has 
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Eriksen vs. Ann Arbor R. R. Co., 102 I. C. C. 374; Omaha Grain 
Exchange vs. Atl. N. Ry. Co., 102 I. C. C. 533; Vera Chem. Co. vs. 
Ala. Cent. R. R. Co., 104 I. C. C. 408; Marion Machine Co. vs. Pa. 
R. R. Co., 104 I. C. C. 471; West Va. Paper Co. vs. B. & O. R. R. Co, 
104 I. C. C. 495; Wilson & Co. vs. C. & O. Ry. Co., 104 I. ©. C. 641. 
Compare Indianapolis Chamber of Commerce vs. C. C. C. & St. L. Ry. 
Co., 58 I. C. C. 515; Prairie Pipe Line Co. vs. Director-General, 88 
I. C. C. 167; J. D. Hollingshead Co. vs. Deering S. W. Ry. Co., 88 
I. C. C. 659; Public Service Comm. vs. A. T. & S. F. Ry. Co., 88 
I, C. C. 728; Caruso & Co., vs. Chi. & Eastern Ry. Co., 102 I. C. C. 19. 

Fifth. The Virginian contends that the order should be set aside 
because of the following facts which occurred after entry of the 
original order and before the hearing below. An agreement to lease 
the Virginian to the Norfolk & Western for 999 years waS ap- 
proved by the respective boards of directors of the two companies; 
approval by the stockholders was expected: and approval by the 
Interstate Commerce Commission was hoped for. In anticipation 
of such approval, the Virginian and the Norfolk & Western 
established and published through routes and joint rates, from 
substantially all mines on the Virginian to substantially all important 
markets in the west. The Virginian then filed, on April 27, 
1925, a petition before the Commission to reopen the case and 
modify its order, so that the routes which had been opened via_ the 
Norfolk & Western in partial compliance with the order, should be 
accepted as the equivalent of full compliance; and the requirement 
of routes and rates via the Chesapeake & Ohio should be eliminated. 
That petition was denied on May 11, 1925. The Virginian con- 
tends that, in view of these facts, the order requiring transporta- 
tion service also via the Chesapeake & Ohio is so unreasonable as 
to transcend the limits of the Commission’s discretion, among other 
reasons because, through the duplication of routes not available 
to mines served only by the Chesapeake & Ohio and the Norfolk & 
Western, respectively, it would give to mines on the Virginian an 
undue preference and advantage. The argument urged in this 
connection is appropriate for consideration by the Commission, 
and has presumably been duly considered ‘by it. The fact that 
it has not proved persuasive affords no basis for the contention that 
the Commission’s action in making the order was arbitrary or other- 
wise illegal.? 

Sixth. The cross-appeal is directed to so much of the final decree 
as stays enforcement of the Commission’s order pending the appeal. 
It is settled that the force and effect of a decree of a federal court 
dismissing a bill and dissolving an interlocutory injunction is not 
suspended as a mere consequence of an appeal to this Court, even 
if a supersedeas is allowed. Hovey vs. McDonald, 109 U. S. 150, 161; 
Knox County vs. Harshman, 132 U. S. 14. An injunction which was 
in terms dissolved by the decree, or which expired by limitation, 
cannot be revived to take effect during the pendency of an appeal 
except by a new exercise of power by a court having the authority. 
Ordinarily such authority is vested in the lower federal court, as well 
as in this Court. Under Equity Rule 74 the judge who allows the 
appeal may, if he took in the decision of the cause, make, at the 
time of such allowance, an order continuing an interlocutory injunc- 
tion which would otherwise be vacated. Merrimack River Savings 
Bank vs. Clay Center, 219 U. S. 527, 535. Prior to the establishment 
of the Commerce Court, Act of June 18, 1910, c. 309, 36 Stat. 539, the 
circuit courts had jurisdiction of suits to enjoin or set aside orders 
of the Commission. Compare Act of June 26, 1906, c. 3591, § 5, 34 Stat. 
584, 590. As an incident of that jurisdiction, they had the usual power 
to preserve the status quo pending an appeal. The Government con- 
tends that the rule theretofore prevailing was abrogated by the Act 
of 1910; and that, because of similar provisions in the Act of October 
22, 1913, c. 32, 38 Stat. 208, 220, the power in question was not conferred 
upon the district courts. 

The latter Act, which abolished the Commerce Court and trans- 
ferred to the district courts the jurisdiction in this class of cases, 
requires that applications for an interlocutory injunction to restrain 
the enforcement of an order of the Commission be heard before three 
judges; permits the issue by them, or a majority of them, of ‘‘a tem- 
porary stay or suspension’’ of the Commission’s order for not more 
than sixty days pending the application for an interlocutory injunc- 
tion; similarly permits them “at the time of hearing such application 
e [to] continue the temporary stay or suspension . . until 
decision upon the application’; provides for expediting the hearing; 
and authorizes a direct appeal to this Court from the order granting 
or denying the interlocutory injunction, if taken within 30 days. Com- 
pare United States vs. Baltimore & Ohio R. R. Co., 225 U. S. 306, 322. 
The argument of the Government is that the thing of which the 
operation is suspended, pending the appeal, is not the decree of the 
District Court, but the order of the Commission—an independent 
federal tribunal; that, by the language of the Act, the power of the 
district court to suspend the operation of the Commission’s order 
ends with the ‘decision [in the district court] upon the application’’; 
and that for these reasons, the customary power of a court of equity 
to preserve the status quo is not applicable to the suspension pending 
the appeal here involved. 

It is clear that this Court, or a justice thereof, has power to 
grant a stay of the Commission’s order pending the appeal. The 
power was exercised by the full Court in Omaha & Council Bluffs 
Ry. Co. vs. Interstate Commerce Commission, 222 U. S. 582, in a case 
coming from the Commerce Court under the Act of 1910. Whether 
the district court of three judges under the Act of 1913 possesses like 
power has never been considered by this Court. The existence of 
the power was affirmed by a divided district court in Louisville & N. 
R. R. Co. vs. United States, 227 Fed. 273, and the power was exercised 
to the extent of staying enforcement of the Commission’s order until 
this Court should have the opportunity of determining whether a 
stay pending the appeal should be granted. The power has been 
exercised by the district court in a few other instances. But in those 
cases, although the Government objected to the action taken, it did 
not take a cross-appeal; and the question was not considered or raised 
upon the argument before this Court.2 The question now presented 


2On July 2, 1925, the Norfolk & Western applied to the Com- 
mission for an order under section 5, par. 2, authorizing it to acquire 
‘eae Virginian by lease. The application was denied on October 11, 

3 Opinions have been written by this Court in 32 direct appeals 
from decrees refusing to set aside orders of the Interstate Commerce 
Commission: six being from decrees of the Commerce Court under the 
Act of 1910, 26 from decrees of the district court under the Act of 1913. 
In three of those cases, the district court stayed the order of the Com- 
mission pending the appeal, either until this Court could pass upon 
an application for such a stay, Louisville & Nashville R. R. Co. vs. 
United States, 227 Fed. 273; 242 U. S. 60; Central R. R. of New Jersey 
vs. United States, 257 U. S. 247; or until this Court should decide the 
appeal, Lehigh Valley R. R. Co. vs. United States, 243 U. S. 412. In 
one other case only was an application made to the lower court for 
a stay pending the appeal, and that was denied, Colorado vs. United 
States, 271 U. S. 153. In so far as the records show, stays were not 
asked for below in the other 28 cases. 






was, however, passed upon under similar legislation and_ conditions jy 
Cumberland Telephone & Telegraph Co. vs. Louisiana Public Servig 
Commission, 260 U. S. 212. The practice there held appropriate in, 
proceeding under § 266 of the Judicial Code, must be held to be like. 
wise authorized under the Act of 1913. 


Section 266 provides for the hearing before three judges of applica. 
tions for an interlocutory injunction to restrain the execution of, 
state statute, or of an order of an administrative board of the Stat 
pursuant to a state statute, where the statute or order is assaile 
on the ground that it violates the Federal Constitution. We declara 
in the Cumberland Telephone & Telegraph Co. case, p. 219, that whik 
this Court has power to grant a stay pending the appeal, the distri¢ 
court acting through three judges, or a majority of them, also pos. 
sesses that power; and that because such court is “best and mox 
conveniently able to exercise the nice discretion needed . . . thy 
court of three judges, who have heard the whole matter, have reaj 
the record, and can pass on the issue [application for a suspension 
pending the appeal] without additional labor,” the determination of 
the application will ordinarily be left to it. The language of § 2%; 
which limits the power to grant the restraining. order and the inter. 
locutory injunction is substantially the same as that employed in the 
Act of October 22, 1913. The two statutes are in pari materia. It js 
under § 266 that proceedings to enjoin the enforcement of rate-orders 


i ge railroad and public utility commissions are commonly insti. 
uted, 


: The character of the proceeding and the end sought are the same 
in the two statutes. The two provisions originated in the same Act. 
Section 266 is a codification of §17 of the Act of June 18, 1910, c. 309, 
36 Stat. 539, 557. The provision of the Act of 1913, here in question, 
is an adaptation to the district courts of § 3 of the Act of 1910, which 
prescribed the procedure for such applications before the Commerce 
Court. No reason is suggested why the rule governing in cases of 
appeals from the district court under § 266 should not apply also to 
appeals from those courts under the Act of 1913. Moreover, the latter 
Act, in referring in the same connection to appeals from final decrees, 
declares that “‘such appeals may be taken in like manner as appeals 
are taken under existing law in equity cases.’’ Congress evidently 
deemed that it had adequately guarded against the dangers incident 
to the improvident issue of the writs of injunction in cases of this 
character by the provisions which require action by the court of three 
judges, which permit of expediting the hearings before the district 
court, which shorten the period of appeal, and which give a direct 
appeal to this Court. 

Seventh. The Government contends that, even if the District 
Court had power to stay the order of the Commission pending the 
appeal to this Court, its action was not warranted by the facts. A 
stay is not a matter of right, even if irreparable injury might other- 
wise result to the appellant. In re Haberman Manufacturing Co, 
147 U. S. 525. It it an exercise of judicial discretion. The propriety 
of its issue is dependent upon the circumstances of the particular 
case. An application to suspend the operation of the Commission's 
order pending an appeal from a final decree dismissing the bill on 
the merits calls for the exercise of discretion under circumstances 
essentially different from those which obtain when the application 
for a stay is made prior to a hearing of the application for an inter 
locutory injunction, or after the hearing thereon but before the 
decision. In the two latter classes of cases, if the bill seems to present 
to the court a serious question, the fact that irreparable injury may 
otherwise result to the plaintiff may, as an exercise of discretion, 
alone justify granting the temporary stay until there is an opportunity 
for adequate consideration of the matters involved. But to justify a 
stay pending an appeal from a final decree refusing an injunction 
additional facts must be shown. For the decree creates a strong 
presumption of its own correctness and of the validity of the Com- 
mission’s order. This presumption ordinarily entitles defendant car- 


riers and the public to the benefits which the order was intended 
to secure. 


In this class of cases an appeal bond can rarely indemnify fully 
even private parties to the litigation for the loss of benefits of which 
the stay deprived them; and the public would usually be left wholly 
remediless. ‘To “ustify granting the stay after a final decree sustain- 
ing the Commission’s order, it must appear either that: the district 
court entertains a serious doubt as to the correctness of its own 
decision; or that the decision depends upon a question of law on 
which there is conflict among the courts of the several circuits; or 
that some other special reason exists why the order of the Commission 
ought not to become operative until its validity can be considered 
by this Court.‘ 


The district court made no finding or statement bearing upon 
its exercise of discretion in suspending the operation of the Com- 
mission’s order, except the recital in the decree that from all 
the evidence in the case it is ‘‘of opinion that irrepar- 
able damage will result to the complainant pending such appeal if 
this decree shall be reversed on appeal.’”’ We must therefore look 
elsewhere in the record for additional facts necessary to justify 
the suspension. We fail to find any. The suit was of a character 
deemed by Congress of such importance that it had made special 
provision for both adequate and speedy consideration. The stren- 
uousness of the contest and the extensive record made clear the 
importance of the case not only to the mines and carriers directly 
concerning but also to the consuming public in the western markets. 
It was clear that the appeal bond could not indemnify the Vit- 
ginian mines or the Chesapeake & Ohio Railroad for the loss re- 
sulting from a stay, and also that the public might suffer losses 
for which there would be no remedy. The decree was not entered 
until nearly four months after the hearing — that period beiné 
doubtless required for adequate consideration of the voluminous 
record. No opinion, written or oral was delivered. In view of 
the importance of the litigation, we interpret the absence of a! 
opinion as tantamount to a declaration that upon careful scrutiny 
of the record the questions presented for judicial determination 
appeared to be simple; or, at all events, that the case did not in- 
volve the determination of any question of law which was novel o 
as to which there was, or could be, reasonable doubt. The decree 
of the district court was not unanimous; but this fact alone 
would not justify a stay. For aught that appears, the district 
court may have divided on some questions of fact, or on the con- 


4See Louisville & Nashville R. R. Co. vs. Railroad Commission, 
208 Fed. 35, 57-60; Louisville & Nashville R. R. Co. vs. United States, 
227 Fed. 273; Corona Coal Co. vs. Southern Ry. Co., 266 Fed. 726. 735. 
Compare Cotting vs. Kansas City Stock Yards, 82 Fed. 850, 857; West- 
ern Union Tel. Co. vs. Wright, 168 Fed. 558, 559; Louisville & Nashville 
R. R. Co. vs. Siler, 186 Fed. 176, 203; Rail & River Coal Co. vs. Yaple, 
214 Fed. 273, 283; Chadeloid Chemical Co. vs. H. B. Chalmers ©, 
242 Fed. 71, 72; Masses Publishing Co. vs. Patten, 245 Fed. 102. 
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December 18, 1926 


struction of a document.5 Under the circumstances appearing, the 
uspension of the order pending the appeal was unwarranted. The 
objection to the decree asserted by the government in No. 282 
must, therefore, be sustained. Kis fe 
Unless an opinion indicating the grounds of the decision is de- 


» jivered, a defeated party may often be unable to determine whether 


the case presents a question worthy of consideration by the appellate 
court. This is particularly true, where the case is in equity and 


: the decree is entered’ upon a hearing involving complicated facts. 


paaarene aea es sas 22 


For being in equity, matters of fact as well as of law are review- 
able; aoe | the reviewable issues of law are rarely sharply defined 


» by requests for rulings. The failure to accompany the decree by 


an opinion may thus deprive litigants of the means of exercising 
qa sound judgment on the propriety of an appeal. And the ap- 
pellate court, being without knowledge of the grounds of the de- 
cision below, is denied an important aid in the consideration of the 
case, and will ordinarily be subjected to much unnecessary labor. 
No. 281—Decree affirmed as to matter appealed from. 
No, 282—Decree reversed as to matter appealed from. 


6So far as the record discloses, the stay included in the final de- 
cree was not a continuation of a temporary restraining order, but a 
matter wholly original. Apparently, no restraining order issued prior 


" to the final decree. The matter is not referred to in any of the 
' briefs. 


SUPREME COURT ACTION 
The Supreme Court of the United States, December 13, 


_ granted a motion to advance No. 592, H. L. Eveland et al. vs. 


Chicago & North Western, and set the case for argument Feb- 
ruary 28. The case involves taxation of the company’s property 


’ jin the state of South Dakota. 





A petition for a writ of certiorari was granted in No. 727, 
Delaware, Lackawanna & Western vs. John Rellstab, judge of 
the United States district court of New Jersey. The case in- 
volves a personal injury suit brought by David Ginsberg, ad- 
ministrator, against the railroad, and the action of the lower 
court in setting aside a verdict. 

The court denied a petition for a writ of certiorari to the 
Appellate Court of Indiana in No. 467, Baltimore & Oio South- 
western vs. S. D. Hill, administrator, a personal injury case. 


LEAGUE ARGUES SECTION 206 (F) 


The Trafic World Washington Bureau 


Luther M. Walter, as attorney and counsel for the National 
Industrial Traffic League, has filed a motion in the Supreme 
Court of the United States in No. 104, Morgan’s Louisiana and 
Texas Railroad and Steamship Company and Yazoo & Mississippi 
Valley vs. F. A. Cocke, for leave to appear and file a brief in 
that case as a friend of the court. The case involves the con- 
struction and validity of section 206(f) of the transportation 
act, as applied to an action by a shipper for the recovery of 
freight charges found unreasonable by the Commission, the 
charges having been paid within two years from the day the 
complaint was filed, if the period of federal control be excluded, 
as provided in section 206(f), but not within two years if the 
period of federal control be not excluded. Permission to file the 
brief was granted. 

The League contends the section is valid and applicable to 
a claim prosecuted before the Commission for damages growing 
out of the exaction of an unreasonable and extortionate rate; 
that the cases decided by the Supreme court, such as the Dan- 
zer, Fullerton-Krueger, Wolf, Phillips, Louisville Cement and 
Abilene Cotton Oil, are distinguishable from the Cocke case; 
that the section as applied to the facts in this case is not in 
contravention of the fifth amendment; and that the section is 
valid under the war power of Congress. 

_ Mr. Walter contends, in his argument in support of his mo- 
tion, that the construction put upon the section in the Danzer, 
Fullerton-Krueger and other cases mentioned is necessary to 
avoid discrimination between shippers but that in this case 
there is no possibility of discrimination as between shippers. 

“The only question involved,” says the brief, “is the right of 
Congress to restore to all shippers a remedy by which they may 
secure damages for injuries unlawfully inflicted upon them. The 
restoration of the remedy through the extension of the limitation 
period does not take from the carrier anything that by right 
belonged to it.” He pointed out that at the time the unreason- 
able charges were exacted, the interstate commerce law, espe- 
cially sections 1, 2 and 3, were in full force and effect. Further- 
more, he pointed out that prior to the passage of the interstate 
commerce law a shipper who paid an unreasonable exaction as a 
condition to the delivery of his goods, had a common law right to 
recover what was paid over areasonable charge. For that reason, 
he said, the cases based on statutory causes of action for death by 
Wrongful act and those arising under the employers’ liability 
act, cited in the Danzer case, had not the same application here. 
In other words, the interstate commerce act did not create the 
right to sue for the return of unreasonable freight charges. 

In support of the proposition that section 206(f) as applied 
to the facts in this case was not a contravention of the fifth 
amendment, Mr. Walter said that the situation here was not 
that of imposing an obligation to pay for an act which was law- 
ful when performed, but was rather the conferring upon the 
shipper of a remedy by which might be recovered from the car- 
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rier that which, when collected, was collected unlawfully and 
contrary both to the statute and common law. 

Even if we followed the fiction of the liability and the rem- 
edy being both destroyed through the lapse of time, said Mr. 
Walter, the recreation of the liability and of the remedy fell 
well within the constitutional powers of Congress. Citing the 
Mottley case, 219 U. S. 467, Mr. Walter suggested that if under 
the power to regulate commerce Congress could destroy and 
render void a contract right of one of the public (that of having 
a free pass) and could release the carrier from obligations which 
were valid when assumed, the same power gave Congress the 
right to impose whatever additional obligations on the carrier 
accrned under an extension of the statute of limitations. 

Finally, he said the extension of the period of limitation was 
constitutionally justified under the war power and that in passing 
206(f) Congress merely restored some of the rights to the ship- 
pers which had been taken from them in the war period and 
that in extending the period of limitation Congress was merely 
trying to place the parties in the same relative position as be- 
fore federal control. 


SLIGO RULE CASE DISMISSED 


Attorneys for the Railroad Administration have been advised 
that the federal court for the district of Minnesota, at Minneap- 
olis, has dismissed Minneapolis Steel & Machinery Co. vs. Di- 
rector-General, because the complaint before the Commission, 
formal docket 15131, did not name the Soo Line, the carrier 
which published a Sligo Iron Store rule. The complaint was 
against the Director-General and a list of roads under federal 
control, but the name of the Soo Line, the publisher of the 
tariff, was not contained in the list of carrier defendants. The 
Director-General made the point in this case that, even assuming 
that the rule in the Sligo Iron Store case was a valid one, the 
suit could not be maintained against him because he was not 
named in the complaint as the person operating the Soo Line. 

It is and has been the position of the Director-General that 
he must be sued, if at all, as the person operating a particular 
carrier, and that in this case, inasmuch as corporations, the 
properties of which were operated by him, were named, the 
omission of the Soo Line constituted a failure to name the 
proper parties. 


COOPERATIVE CONTRACT CASES 


Justice Stafford, of the District of Columbia Supreme Court, 
has dismissed equity No. 46112, Flint River & North Eastern 
Railroad Co. vs. Andrew W. Mellon, as Director-General, and 
Fort Smith, Subiaco & Rock Island vs. Same, upon motion of the 
Director-General, primarily on the ground of lack of jurisdiction. 
The two cases are test cases in behalf of sixteen other short- 
line railroads who signed the so-called cooperative contracts or 
waivers, on the theory, as they claim, they thought they were 
thereby helping the government win the war in so far as the 
operation of the railroads was concerned, only to find the gov- 
ernment pleading them as bars to the recovery of compensation. 

The Director-General moved to dismiss on the ground, pri- 
marily that there was no equity question involved and that 
the short lines had an adequate remedy at law. The test cases 
will be appealed to the court of appeals. The object in bringing 
them was to have the cooperative and waiver forms reformed 
and the entry of a decree holding that they were not a bar to 
claims for unadjusted compensation. 


SALT LAKE VALUATION BRIEF 


A brief for the Commission has been filed in equity No. 414, 
United States of America and Interstate Commerce Commission, 
appellants, vs. Los Angeles & Salt Lake Railroad Co., appellee, by 
P. J. Farrell and E. M. Reidy. The litigation is what is com- 
monly known as the Los Angeles & Salt Lake valuation case in 
which the federal court for the southern district of California, 
southern division, annulled and set aside the final value of that 
carrier’s property, as of June 30, 1914, the order fixing the value 
as of that date having been issued June 7, 1923. The court 
set aside the valuation because, among other things, the Com- 
mission’s action was based upon its view that the property of 
the railroad company had more than one kind of value. 

In the opinion of the court that view constituted the Com- 
mission’s fundamental error. On that point the court said, “The 
reports of the Commission, we think, clearly show that its 
action was based upon the view that the property of the railroad 
company in question has more than one kind of value. And in 
our opinion that view constituted its fundamental error, and 
consists in its failure to do what the statute, in clear and 
unmistakable terms, authorized and required it to do as the basis 
upon which to fix the rates to be charged by the railroad com- 
pany, that is to say, the true actual value of all the property of 
the company at the time used in its transportation business.” 

This is the case which the district court sent back to the 
Commission with additional evidence presented by the railroad 
company to show that its property was worth much more than 
the $45,000,000 which the Commission fixed. After considering 
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the additional evidence the Commission added $200,000 to the 
value on account of evidence presented to the court. The rail- 
road again took the case to the court with the result herein- 
before indicated, namely, the issuance of an injunction forbidding 
the Commission to use the value for any purpose, because it did 
not purport to be for any purpose other than rate-making, the 
only function, the brief points out, the law gave the Commission 
at the time the valuation section was passed, in 1913. 

Messrs. Farrell and Reidy discussed the case not upon the 
relatively narrow ground upon which the court’s decision about 
full actual value was based, but upon the boarder grounds used 
by the railroad in its case before the district court, devoting 
themselves to a considerable extent to showing that the courts 
have recognized that there is a value for purposes other than 
the sale or exchange of the property, and especially for rate- 
making purposes, even in cases where the statute did not 
indicate that the value was to be used for the discharge of the 
Commission’s sole duty, in 1913, that of regulating rates. 

The heads under which they discussed the case are: Valua- 
tion date, the carrier having contended that the valuation must 
be as of the day of the order fixing it; value for rate-making 
purposes; original cost to date! investment in road and equip- 
ment; cost of reproduction new; cost of reproduction less depre- 
ciation; lands; working capital; omitted property; and other 
values and elements of value. 

In addition the attorneys for the Commission discussed the 
jurisdiction to be exercised by a court when called upon to 
enjoin, set aside, annul, or suspend, in whole of in part, an order 
of the Commission, seemingly with a view to having the Supreme 
Court take such action as to let the lower courts know that 
their jurisdiction extends only to the consideration of the 
questions of law involved in Commission decisions, and to 
an extent in the consideration of questions of mixed law’ and 
fact. 

The court denied the motion for permission to file briefs 
in this case by Chicago Great Western; Chicago & Alton; 
Minneapolis & St. Paul; Chicago, Indianapolis & Louisville; 
Chicago & Eastern Illinois; Soo Line; Richmond, Fredericks- 
burg & Potomac; Western of Alabama; Louisiana & Arkansas; 
Western Maryland and Great Northern. 


ANTHRACITE RATE ARGUMENTS 


The Trafic World Washington Bureau 


Arguments in behalf of New York state communities in 
favor of rates on anthracite coal the same via both single and 
joint-line routes and in opposition thereto were made to the 
Commission on December 16 in No. 15006, the anthracite investi- 
gation instituted by the Commission, No. 16555, C. L. Amos 
Coal Co. vs. Lehigh Valley et al. and I. and S. No. 2637, Anthra- 
cite Coal to New York. They turned largely upon the proposal 
of the carriers in the Suspension case, as a compromise, to in- 
crease the typical single-line rate of $2.65 from the Wyoming 
region to Albany, N. Y., to $2.75 and to reduce the typical joint- 
line rate of $3.02 to $2.88. 

Although not technically so, in substance the arguments 
were but a continuation of the fight that had been going on for 
twelve or fourteen years, in the course of which the Commission, 
in docket No. 4914, in 1914, undertook to prescribe an adjustment 
that would bring peace. Instead, it created a situation that has 
been full of grief because the railroads published rates for single 
and joint-line hauls that had the effect of narrowing the market 
in which retailers could buy and put some dealers, with yards 
not on the short routes, at a disadvantage, nominally at least, 
with dealers having yards on the short-line routes, as much as 
50 cents a ton, although the difference between the typical short 
route and indirect route rates was 37 cents per ton. 

In the course of the arguments A. H. Elder, speaking for the 
Lehigh Valley, said that the testimony showed that retailers had 
based their prices, in so far as they were affected by the freight 
rates, on the multiple-line figures; that is, the dealers on the 
direct routes, in many instances, exacted from their customers 
as much as if they had received their coal over the higher rated 
multiple-line routes. He stated his proposition so generally, 
without limitation, that Commissioner Hall picked him up and in 
the colloquy Mr. Elder qualified his assertion so as to show that 
he did not intend to have it understood that the retail price was 
controlled by the freight rate. 

The cases were discussed by H. A. Taylor for the Erie, 
who made the general defense of the proposal for all the car- 
riers, although there never was any doubt about the fact that 
the carriers were not really a unit back of the proposal, except 
as a compromise; A. H. Elder for the Central of New Jersey; 
Wilbur LaRoe, Jr., for the chambers of commerce of Syracuse, 
Utica, Troy, Carthage and West Carthage and the International 
Paper Co.; F. C. Merritt for Kingston, N. Y.; D. J. Sims for 
the Amos Coal Co., and F. W. Burton for the Rochester Chamber 
of Commerce. , 

In substance the railroads said they desired to bring the 
single and joint-line rates nearer together and their proposal was 
a step in that direction. Mr. Elder said the proposal would 
bring serious reductions. The Central of New Jersey, he said, 
lost tonnage in the territory in question when the parity of 
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single and joint-line rates was broken, some of which it hopg 
to regain, but he said the carriers were far from complete agra 
ment that what they had suggested in the suspended schedulg 
was the way to remove the causes of dissatisfaction. 

Mr. LaRoe made no secret of the desire of the complain; 
communities to obtain a parity of rates. The proposal to jy. 
crease the single-line rates, he said, was a proposal, in effec 
to exact more money from the communities, in which th 
average family, with an income of something more than $1,200, 
year, was compelled to pay $166 a year for coal. The making 
of rates for single line hauls, he said, had forced an overwheln. 
ingly large proportion of the coal to move via the single ling 
and that the effect of the proposed increase of 10 cents a to 
would be to compel still larger payments for coal. 

He contended that the Commission, as shown by its languag 
intended that single and joint-line rates ordered in No. 4914 ty 
be the same and that the difference in rates was the outcome oj 
an ex parte conference, in which the receivers of coal and th 
public were not represented. It was held after the decision 
in that docket was made, the railroads complaining that they 
could not afford to make the rates ordered. On those repre. 
sentations, he said, the Commission allowed higher rates than 
first ordered. Instead, however, of the carriers making the 
higher rates applicable over all routes they published rates for 
single and joint-line hauls, with the latter considerably higher 
than the former. 

The plan under discussion, he said, was approved in a sup 
plemental report in this case, which was made without any user 
of coal or the public having had an opportunity to be heard. 

The rate situation, Mr. LaRoe said, was bad. The public, 
he said, demanded and he knew the Commission would take hold 
of it and straighten it out. The rates, he said, had been mate 
higher than they should have been by including routes not used 
and unreasonably long in the computations made to ascertain 
average distances. He said the long routes of the Pennsylvania, 
Central of New Jersey and Reading should be excluded from 
the calculations to ascertain the average distance to Syracuse. 
But Mr. Elder said that even taking the routes selected by 
Mr. LaRoe and averaging them, would produce a rate of $2.77 
or two cents a ton more than the railroads were asking. 


IMPROVEMENT OF HIGHWAYS 


Federal-aid road projects completed in the fiscal year 192% 
contributed a net addition of 9,417 miles to the mileage of improvei 
roads in the federal-aid system, according to the annual report 
of the Bureau of Public Roads of the United States Department 
of Agriculture. Added to the mileage improved with federal 
assistance in previous years, the above brings the total length 
of improved federal-aid roads up to 55,902 miles. The total cost 
of federal-aid roads completed to June 30, 1926, was $1,051,403; 
098, of which $463,554,553 represented federal aid. 

At the close of the year construction was in progress on 
10,962 miles and projects involving the improvement of 2,469 
miles additional had been approved. Including the mileage of 
projects in these latter stages, all of which are included in the 
federal-aid system, the total mileage improved or in process of 
improvement with federal aid was 69,334.1 miles. With the ex 
ception of a few hundred miles improved prior to the designation 
of the federal-aid highway system in 1921, all of this mileage 


is included in the system. In a summary of the report the 
bureau said: 





The system now has an aggregate length of 182,134 miles. All 
this mileage has been selected by the state and federal highway 
officials as essential links of a system adequate for the accommoda- 
tion of interstate traffic. Considerable work has been done on the 
system _ by the states without federal aid so that it is now not far 
from three-fourths initially improved. The work of improvement, 
however, is not three-quarters done as increasing traffic will make 
it necessary to improve to a higher degree a considerable mileage of 
low type road such as graded earth, sand-clay and gravel. 

. The report states that the improvement of several transcon- 
tinental routes is approaching completion. There is now a route 
extending from Washington through St. Louis, Texarkana and 
El Paso to San Diego which is 97 per cent improved. The route 
from Atlantic City, N. J., to Astoria, Oreg., is seven-eighths improved, 
and from Boston to Seattle through the northern tier of states is ™ 
per cent improved and 69 per cent surfaced. 

Twenty-five states have continuously improved highways entirely 
across them in at least one direction and 16 of these have com- 
pleted trans-State arteries in two directions. 

Traffic surveys to show the utilization of various highways have 
been made in Connecticut, Maine, Pennsylvania, Ohio, California, 
and Cook county, Illinois, and similar surveys are to be made in New 
Hampshire and Vermont. As a result, valuable information is being 
collected as to weight and volume of traffic in all parts of the areas 
concerned, which with the traffic-flow maps enables highway adminis- 
trators to prepare scientific budgets and to plan properly the im- 
provement of the highway system. Such information places the 
highway program on a scientific basis. 





CLASSIFICATION DOCKET 


Hearings on Consolidated Classification Docket No. 29, for 
the consideration of proposed changes in the consolidated class! 
fication, will be held in New York, January 11; Chicago, Jal 
uary 18; and Atlanta, January 26. A copy of the docket is beiné 
mailed with the December 18 number of The Traffic Bulletin to 
subscribers for that publication. 
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. Loss and Damage Decisions | 
Cases Recently Decided by State and Federal Courts | 


i (Digests taken from Reporters and Digests of National Reporte: 
ystem, published by West Publishing Co., St. Paul, Minn. 


Copyright by West Publishing Co.) H 


LOSS OF OR INJURY TO GOODS 


(Supreme Court of Alabama.) Error in instruction that 
shipper’s damage would be difference between reasonable mar- 
ket value of cucumbers as they actually arrived at destination 
and reasonable market value had there been no fault by rail- 
road, in not requiring deduction of unpaid freight charges from 
market value at destination, was not prejudicial where jury 
awarded only the invoice price at shipping point.—Louisville & 
N. R. Co. vs. Allegri, 109 So. Rep. 881. 

In shipper’s action for damages carrier is entitled to de- 
duction of unpaid freight charges without formal plea.—lIbid. 

In absence of evidence that solid doors of ventilator car 
were closed, question as to effect on cucumbers if screen door 
or ventilators should be closed for considerable distance or if 
doors should “jar to” was error, but, in view of answers, harm- 
less.—Ibid. 

Whether railroad met burden of showing that decay of 
cucumbers was due to causes inherent in them, held for jury.— 
Ibid. 














_ Miscellaneous Decisions | 
| Traffic Cases Recently Decided by State and Federal Courts | 


i (Digests taken from Reporters and Digests of National Reporter 
| System, published by West Publishing Co., St. Paul, Minn. 


i Copyright by West Publishing Co.) 
I sastsncstiniguisieseaandnamnieatnttadindagtiaanmasinitinianes — | 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Illinois.) Though by original location of 
its road, electric railroad company exhausted its power in that 
respect and could -not relocate any part of its line, under public 
utilities act (Smith-Hurd Rev. St. 1925, ¢. 11124), Commerce 
Commission has power to order relocation, and such order is 
sufficient authority for relocation.—Roy et al. vs. Illinois Com- 
merce Commission ex rel., North Shore Connecting R. R., 153 
N. E. Rep. 648. 

In every application for certificate of public convenience 
and necessity, primary and controlling interest to be considered 
is that of public.—Ibid. 

Under public utilities act (Smith-Hurd Rev. St. 1925, c. 
11134), railroad desiring to relocate its line should petition 
Commerce Commission in its own name for certificate of public 
convenience and necessity, and petition in name of nominally 
independent company, organized solely for electric railroad’s own 
convenience, to connect two points on its existing line, osten- 
sibly to eliminate dangerous condition on certain street, was 
improperly granted.—lIbid. 

Commerce Commission should not grant certificate of pub- 
lic convenience and necessity, unless corporation to which it 
a is shown to have ability to serve public interest.— 
id. 

_ Public utilities act contemplates actual thorough supervi- 
sion of every public utility corporation, so that continuous, ade- 
quate, uniform, and satisfactory service shail be rendered public 
at reasonable rates without discrimination.—Ibid. 


alee 
Shipping Decisions 
\ Cases Recently Decided by State and Federal Courts 


I (Digests taken from Reporters and Digests of National Reportes 
System, published by West Publishing Co., St. Paul, Minn. 


Copyright by West Publishing Co.) \ 


(District Court, E. D., New York.) Under both American 
and Spanish law, delivery by a ship of merchandise shipped on 
order bill of lading to one not holder of the bill is wrongful 
delivery.—The Cabo Villano, 14 Fed. Rep. (2d) 978. 

_ Bringing action on a sight draft with bill of lading attached 
18 Not ratification of wrongful delivery by the carrier.—Ibid. 

_An action on a sight draft, with order bill of lading attached, 
which was unsuccessful for lack of proof of legal acceptance 
of the draft, is not inconsistent with, nor a bar to, a subsequent 
suit by the shipper, who still holds the bill of lading, against 
the carrier for wrongful delivery.—Ibid. 

In a suit for failure to deliver or wrongful delivery provision 
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of bill of lading limiting amount recoverable for short delivery 
to invoice or declared value held not applicable.—Ibid. 

In suit for wrongful delivery of a shipment of automobiles, 
described as such in the bills of lading, a provision therein lim- 
iting liability in case of loss to $100 for each package held not 
applicable.—Ibid. 

Production of bills of lading by libelant in suit for wrongful 
delivery is presumptive evidence of its ownership.—Ibid. 

Receipt by a principal of a remittance from its agent, with 
whom it kept an account, held not a ratification of any settle- 
ment made with a debtor without its authority or knowledge.— 
Ibid. 

Laches as a defense must be pleaded, and will not be per- 
mitted to be set up by amendment after it is too late for libelant 
to meet it.—Ibid. 

A provision of a bill of lading, drawn by the carrier, which 
attempts to exonerate it from liability for goods exceeding in 
value $100 per package, is void.—lIbid. 

The measure of damages for non-delivery of goods is the 
market price which the shipper would have to pay to replace 
the articles in port of delivery at the time delivery should have 
been made, customs duties not considered, less landing charges 
and freight, if not paid.—Ibid. 

(District Court, N. D., Illinois, E. D.) Libelant’s failure to 
give carrier notice of damage claim within time stipulated by 
bill of lading, after notice that voyage had been abandoned be- 
cause of striking mine, held to bar recovery.—Brennan Packing 
Co. vs. Cosmopolitan Shipping Co. et al., 14 Fed. Rep. (2d) 971. 

Clauses in bill of lading limiting time for giving notice and 
bringing action for loss held not against public policy.—Ibid. 

Incorporation by reference of terms of ocean bill of lading 
makes them part of contract of affreightment.—lIbid. 

Libelant has burden of proving notice of claim for damage 
to shipment and bringing of suit within stipulated time, as con- 
dition precedent to recovery.—Ibid. 

(District Court, D., Delaware.) Provision of a charter party 
requiring loading by charterer “with customary dispatch in 
accordance with the rules of the port of loading, but within 10 
running days, Sundays and holidays excepted,” is unambiguous, 
and the rules of the port govern, subject to the limitation of 
10 days.—Taisho Kaiun Kabushiki Kaisha vs. Gano Moore Co., 
14 Fed. Rep. (2d) 985. 

The wards “with customary dispatch,” in a charter party, 
do not relate to average or usual conditions, but are to be read 
and understood in relation to the circumstances, ordinary and 
extraordinary, existing at the time the loading is to be done.— 
Ibid. 

Lay days given a charterer for loading coal cargo held not 
giving other vessels preference in loading, where the lay days 
affected by an order of the Interstate Commerce Commission 
fixed by the charter party had fully expired before the order 
became effective.—Ibid. 

Owner held entitled, under facts, to recover demurrage from 
charterer for delay in loading.—Ibid. 





BONDHOLDERS ASK MANDAMUS 


Dissatisfied Chicago, Milwaukee & St. Paul bondholders 
who failed in an effort to intervene in the St. Paul receivership 
while it was being heard in the lower courts but succeeded in 
having the upset price at which the property was to be sold 
raised from $90,000,000 to $120,000,000, on December 13 made a 
motion in the Supreme Court of the United States for permis- 
sion to ask for a rule to show cause why the court should not 
issue a writ of mandamus requiring the judges of the lower 
courts to permit Edwin C. Jameson, Leroy W. Baldwin, Louis V. 
Bright, Joseph S. Frelinghusen and Thomas Read to intervene in 
the case. The men mentioned constitute the defense committee 
of the objecting bondholdrs. 

Thomas M. Woodward, appearing for the petitioning bond- 
holders, made a brief statement setting forth the fact that they 
desired to have a rule requiring the judges to permit their inter- 
vention and submitted an exhibit setting forth that the judges 
in the lower courts had claimed that they had discretion to deny 
intervention notwithstanding the allegation that there was a 
conflict of interest making it impossible for the trustees to act 
for all the bondholders because of such conflict. 

Conflict was alleged to arise out of the fact that the bonds 
held by the objecting holders pledge the property of the St. Paul 
lines east of Mobridge as security while there are bonds issued 
under a mortgage which pledges the lines west of Mobridge as 
security. The objectors allege that the property east of Mo- 
bridge has a large equity over the amount of the outstanding 
bonds, while the property west of Mobridge, pledged to secure 
other bonds, never has earned enough to pay the interest on the 
bonds issued under the mortgage upon it. That part of the 
property is known as the Puget Sound Extension and was built 
by the Chicago, Milwaukee & Puget Sound, a separate corpora- 
tion which later was taken into the controlling corporation. 

The same men were trustees under the two mortgages, each 
covering a distinct piece of property. Judge Wilkerson, who 
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handled the receivership and the judicial sale, and the trustees 
put the holders of the bonds under the two distinct mortgages 
on a parity, thereby diluting, as the objectors contend, the value 
of their pledge to the benefit of the holders of the Puget Sound 
extension mortgage bonds and to the hurt of the holders of the 
bonds under the mortgage covering the lines east of Mobridge. 

Attorneys for the objecting bondholders contend that there 
being such a conflict, the same men could not, in the receiver- 
ship and sale proceedings, act for the two sets of bondholders 
and that Judge Wilkerson and the judges of the circuit court 
of appeals who affirmed his finding, could not have a discretion 
in the matter of allowing the objecting bondholders to intervene 
and be treated as parties to the case. They contend, in effect, 
that the duty to be performed by the judges of the lower courts 
was no more than ministerial, hence their application for a writ 
of mandamus commanding them to permit the intervention they 
have denied. 

John W. Davis, for the banks and trustees interested in 
having the recent sale of the St. Paul property confirmed, inter- 
vened in the motion for a writ of mandamus in support of the 
lower court judges. They asserted that the objecting bondhold- 
ers had been heard in the lower courts; that Judge Wilkerson 
decided that they had not sustained the charges they made in 
his court and that the circuit court of appeals had affirmed his 
judgment and decree. They asked that the motion for mandamus 
be denied, claiming that those who asked for the writ of man- 
damus were represented by the trustees in whose behalf the 
memorandum objecting to the motion was being filed. 


LIVE STOCK RATE PARLEY 


Attorney-examiner Keeler was able, at a conference between 
representatives of shippers, state commissioners, and carriers at 
Atlanta, December 10 (see Traffic World Dec. 11, page 1364), to 
obtain an agreement, in so far as edible live stock is concerned, 
for further negotiations between the railroads and their cus- 
tomers. No sort of agreement seemed possible as to rates on 
horses and mules. Therefore, after a few words on that phase 
of the subject, it was dropped. 

Committees were appointed by the shippers and the carriers 
to formulate and exchange ideas with a view to hitting upon a 
compromise which, if the shippers and carriers can agree, it is 
morally certain the state and federal commissions will approve 
and put into effect, as intended when the Commission made its 
decision in Live Stock to, from and Between Points in the South- 
east, 74 I. C. C. 419. The compromise scale set forth in that 
report was published for interstate application generally and 
within some states for intrastate application. Failure of some of 
the states to adopt the scale for intrastate application brought 
about the condition with which Keeler went to Atlanta to deal. 

Representatives of the commissions in the Carolinas, Georgia, 
Alabama and Florida attended the conference. No agreement 
could be made by the representatives of the state commissions 
that would bind the commissions represented to adopt what 
might be suggested. Nor were the representatives of the car- 
riers authorized to bind them. That being so, suggestions that 
there could be no conference unless it was agreed, in advance, 
that the states would adopt the scales that might be agreed 
upon, were dropped. 

The shippers’ committee is headed by M. M. Caskie, of 
Montgomery, Ala., and that of the carriers by J. G. Kerr, as- 
sistant to the vice president of the Louisville & Nashville. 


WESTERN CLASS RATE CONFERENCE 


About 300 shippers gathered at the Hotel La Salle, Chicago, 
December 16, to receive the report of the shippers’ steering com- 
mitee, Western Trunk Line Territory, involving its work on the 
proposed class rate readjustment between Western Trunk terri- 
tory and adjacent eastern territory. 

The steering committee, composed of thirty members, has 
been meeting jointly with carrier representatives for the last 
two years in an effort to work out a permanent class rate adjust- 
ment in lieu of the carriers’ proposals now submitted to the Com- 
mission in Ex Parte 87, Sub. I, which has been assigned for hear- 
ing under Docket 1700, part 2, at Omaha, beginning January 25. 

J..P. Haynes, chairman of the committee, said fourteen days 
had been spent in conference with the carriers and 
in conference among the shippers themselves. He told of the 
difficulties the committee had confronted in attempting to get 
agreement out of the many shipping interests involved and 
then in trying to co-ordinate the shipper interests with those of 
the carriers. As a result of the work of the committee a 73 
page statement had been worked out presenting compromises 
on the issues involved—basic scales, class relations, overhead 
rates between territories, etc. Mr. Haynes said the com- 
promises arrived at were not satisfactory to the shippers 
nor to the carriers; they simply represented the nearest co- 
ordination of all the views represented that it had been pos- 
sible to achieve. He said the carriers had said the compromises 
represented by the statement would be binding only in the case 
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the shippers should adopt the entire fabric of it—that in case 
the shippers should see fit to adopt some phase of the com- 
promise and reject other portions the entire effect of the com. 
promise would be nullified. 

However, he said it was the thought of the committee that 
the shippers should agree on some part, or parts of the report, 
if possible; that it was to the advantage of the shippers to 
reconcile their views as much as possiple and make what recom. 
mendations they could to the carriers and the Commission. He 
said the compromises that had been worked out were not accept- 
able as a whole, as the level of rates was too high. 

The majority report of the committee, as presented by Mr. 
Haynes, proposed disapproval of the compromises as a whole 
and of the various subdivisions of the report, individually, with 
the exception of the compromise with reference to the rate level 
on and east of the Missouri River-Twin Cities-Duluth line. Mr. 
Haynes pointed out that there had been dissention within the 
committee regarding the approval of this one measure and that 
a minority had opposed it. 


The majority report of the committee was adopted by the 
shippers, and it was further decided that the committee should 
continue to function and do whatever it found possible to the 
end of working out the problems before it and arriving as near 
as possible to a compromise settlement. 


Murray Billings, chairman of the rate committee of the IIli- 
nois Manufacturers’ Association and a member of the steering 
committee, said one of the chief obstacles the shippers had found 
in arriving at an agreement with the carriers was the failure of 
the carriers to suggest any consistent plan for making overhead 
rates between the territories. He said they had insisted on ap- 
plying one principle to the territory east of a line from Fargo, 
N. D., through Grand Island, Nebraska, to Concordia, Kansas, and 
another to territory west. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended December 4 totaled 
1,058,151 cars, as compared with 942,792 cars the preceding week, 
in which observance of the Thanksgiving holiday reduced load- 
ing, and 1,020,839 cars and 969,485 cars in the corresponding 
periods of 1925 and 1924, respectively, according to the car serv- 
ice division of the American Railway Association. 

Loading by districts the week ended December 4 and for 
the corresponding period of 1925 was reported as follows: 

Eastern district: Grain and grain products, 


live stock, 3,427 and 3,533; coal, 
4,343; forest oe 


12,730 and 13,633; 
59,930 and 32,132; coke, 3,302 and 
4,634 and 5,464; ore, 1,939 and 2,358; mer- 
chandise, i ©. , 74,866 and 73,438; miscellaneous, 85,599 and 93,012; 
total, 1926, 246, “on? 1935, 227,913; 1924, 224,064. 

Allegheny district: Grain and grain products, 4,763 and 5,228; 
live stock, 2,555 and 2,935; coal, 65,864 and 45,167; coke, 5,942 and 
7,728; forest products, 3,380 and 2,622; ore, 2,177 and 3,976; mer- 
chandise, L. C. L., 55,276 and 54,595; miscellaneous, 77,345 and 77,410; 
total, 1926, 217,302; 1925, 199,661; 1924, 189,481. 

Pocahontas district: Grain and grain products, 262 and 306; live 
stock, 130 and 119; coal, 48,634 and 44,897; coke, 599 and 654; forest 
products, 1,726 and 1,735; ore, 89 and 58; merchandise, L. C. L., 7,636 
and 6,953; miscellaneous, 6,105 and 5,342; total, 1926; 65,181; 1925, 
60,064; 1924, 47,949. 

Southern district: Grain and grain products, 3,949 and 4,870; 
live stock, 2,136 and 2,099; coal, 33,021 and 30,970; coke, 794 and 1,179; 
aie er 22,112 and 24,098; ore, 1,297 and 1,535; merchandise, 

.. Bee 42,458 and 42,255; miscellaneous, 60,530 and 56,829; total, 
1926 166, 297; 1925, 163, 835; 1924, 154,096. 

Northwestern district: Grain and grain products, 9,956 and 14,781; 
live stock, 10,849 and 11,851; coal, 11,568 and 9,712; coke, 1,600 and 
1,500; forest products, 15,913 and 17,094; ore, 935 and 736; merchandise, 
:. ., 33,089 and 32, 825; miscellaneous, 31,336 and 32,971; total, 
1926, "115, 246; 1925, 121, 470; 1924, 119,437. 

Central ‘Western district: ‘Grain and grain products, 
14,775; live stock, 12,448 and 12,725; coal, 
and 319; forest products, 7,452 and 9,871; ore, 4,249 and 3,817; mer- 
chandise, L. C. L., 35,887 and _ 35, 556; miscellaneous, 58,595 and 
58,034; total, 1926, 155, 966; 1925, 157, 054; 1924, 197,471. 

Southwestern district: Grain and grain ‘products, 5,697 and 6,040; 
live stock, 3,370 and 3,446; coal, 8,250 and 6,998; coke, 332 and 213; 
_— products, 9,247 and 9,055; ore, 441 and 377; merchandise, 

©. t., 27,46 and 17,171; miscellaneous, 46,932 and 47,542; total, 
1926. 91, abe; T038, 90,842; 1924, 76,987. 

Total, ‘all roads: Grain’ and grain products, 49,882 and 59,633; 
live stock, 34,915 and 36,708; coal, 251,626 and 191,833; coke, 13,020 
and 15, 936; forest products, 64,464 ‘and 69, 939; ore, il, 127 and 12,857; 
merchandise, L. C. L., 266,675 ‘and 262,793; miscellaneous, 366,442 and 
371,140; total, 1926, 1,058,151; 1925, 1,020, 839; 1924, 969,485. 


12,525 and 
24,359 and 21,957; coke, 451 


Loading of revenue freight this year compared with the two 
previous years follows: 


192 1925 1924 

Five weeks in January ........... 4,432,010 4,456,949 4,294,270 
Four weeks in February.......... 3,676,449 3,623,047 3,631,819 
Four weeks in March............. 3,877,139 3,702,413 3,661,922 
Four weeks in April..........+.-. 3,795,837 3,726,830 3,498,230 
Piee WEEE Th TEAS. ccccsccccevecs 5,142,879 4,853,379 4,473,729 
Four weeks in June........cecses 4,112,150 3,965,872 3,625,182 
HOUr Weees I TUly.....cccccccccces 5,245,267 4,945,091 4,470,522 
Four weeks in August.......... «+ 4,417,780 4,321,427 3,898,384 
Four weeks in September......... 4,552,378 »297,936 4,147,885 
Five weeks in October............ 6,006,024 5,537,159 5,455,431 
Four weeks in November......... 4,271,700 _— 715 3,902,172 
Week of December 4th............ 1, 058, 151 1,020,839 969,485 

MUN sins peek. bop eenneebenwees 50,587,764 48,544,657 46,029,031 
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Terminal Freight Services and Allowances 


Fifteenth of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 


G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


Terminal Weighing Rules and Charges 


The weighing of carload freight on track scales of the car- 
riers or track scales of private industries under instructions 
and supervision of the railroad carriers, and the weighing of 
earload and less carload freight on wagon scales of the Car- 
riers or by public weighmasters, constitute a definite part of the 
terminal freight services of the railroad companies. 


Carriers’ Weighing Rules 


With the general exception of coal and coke, live stock and 
live poultry, and import traffic, and specific exceptions made 
for various reasons by certain carriers at specified freight sta- 


Table No. 1 


FOR WEIGHING CARS ON PRIVATE SCALES 
LOCATED AT THE INDUSTRY 


Inbound freight: 
Weighed before placement of car for unloading.$ .63 
Weighed after placement of car for unloading.. 1.35 
Weighing empty car before removal from the 
tracks of the industry .63 


Outbound freight: 
Weighing empty 
loading 
— empty car after placement for load- 


CHARGES 


per car 
per car 


per car 


car before placement for 


3 per car 


5 per car 


in 
Ww eighing loaded car when weight ascertained 
is not used for billing purposes 


63 per car 


tions on their lines, the railroads of the United States weigh 
and reweigh carload freight and empty freight cars under a 
code of rules prepared by the weighing committee of the Amer- 
ican Railway Association and adopted by that association, May 
20, 1920. These rules have been approved by the National 
Industrial Traffic League, representing shippers and receivers of 
freight, and recommended by the Interstate Commerce Commis- 
sion for use in connection with all interstate commerce. 

The I. C. C., in recommending the use of the rules, reserved 
to itself the right to inquire into the reasonableness and leaglity 
of any rule that might be made the subject of complaint.’ 


Weighing Regulations 


Although the rules and regulations governing the weighing 
of freight have been unified by the action of the American Rail- 
way Association, the National Industrial Traffic League, and the 
Commission, each carrier publishes its own tariff of weighing 
rules and charges based on the unified code of rules. These 
regulations are contained, in many instances, in the miscellan- 
erous spection service tariffs of the railroads. 

A typical tariff provides that the rules, regulations, and 
charges shown in the tariff are to be applied on all cars except 
those containing live stock and coal and coke, other than 


Table No. 2 


CHARGES FOR eee raBs ON OTHER PRIVATE 
When the scales upon which the cars are weighed are located 
within a distance of one mile from the shipper’s plant where 
the traffic originates or within a mile from the Spy 
plant at which the traffic is delivered 


1.35 per car 


When the scales are located at a distance of more than one 
but not over five miles from shipper’s or consignee’s plant 
and the entire movement is within yard limits..$3.15 per car 

When the scales are located at a distance of over five miles 
from the shipper’s or consignee’s plant, and the entire 
movement is within yard limits $6.30 per car 





An exception to the general rules and charges for weighing 
and reweighing is made in case of cars to be used for import 
freight, which may be weighed by the carrier empty without 
charge at a number of ports it serves. All other traffic at all 
other stations on its line are subject to the rules to be discussed 
hereafter. 


Scale Supervision 


Weights of cars under load or of empty cars, obtained on 
either railroad or privately owned scales, used as the bases for 





sSee order of I. C. C., June 9, 1914. 
ee P. R. R., G. O., 1. €..C.. Ne. 14606, aleo CG. C., 1._C.. C.. Me. 
10000 for station list and I. Cc. C. No. F-1533 and New York Dock 
Railway I. C. C. No. 17 supplements and reissues for exceptions to 
general regulations. 


the assessment of freight charges, must be obtained on scales 
maintained, tested, and operated by the carriers or by the 
industries owning the scales, in strict accordance with the 
track scale specifications and rules approved by the American 
Railway Association.® 

The weights must be ascertained by competent employes of 
the carriers or of the industries after they have been properly 
instructed in weighing cars and properly supervised by com- 
petent and responsible superiors.‘ 

The weights of carload freight must be ascertained at the 
points of origin of the shipments or as near such points as is 
practicable under the circumstances.° 


Rules Governing the Weighing of Cars 


When track scale weights are used for the assessment of 
freight charges, the weighing must be done by, or under the 
supervision of, the carriers or their representatives or under 
properly supervised weight agreements entered into between the 
carriers and shippers. 


Cars Weighed at Rest 
Cars may be weighed at rest under the following conditions: 


(1) When uncoupled and free at both ends. 
(2) When coupled at one end and free at the other end, only 
at points where the scale rails are level and approach rails are level 


Table No. 3 


HARGES FOR WEIGHING CARS ON RAILROAD COMPANY 
SCALES 
Inbound freight: 


When the loaded car is weighed before place- 
a ge et os ene aera ee $1.35 per car 

When the loaded car is weighed after place- 
ment for loading. 

When the scales are located within a distance 
of one mile from the consignee’s plant to 
which the traffic is delivered 

When the distance, as above, is over one mile 
but not over five miles, and the entire 
movement is within yard limits 

When the distance is over five miles, and the 
entire movement within yard limits 

Weighing empty car after unloading 


Outbound freight: 
Jhen the empty car is weighed before place- 

ment for loading $1.35 per car 

When the empty car is weighed after placement 
for loading. 

When the scales are located within one mile 
of the shipper’s plant where the traffic 
originates 1.35 per car 

When the distance, as above, is over one mile 
but not over five miles and the entire move- 
ment is within yard limits 

When the distance, as above, iS over five miles, 
and the entire movement is within yard 
limits 

Weighing loaded car when the weight ascer- 
tained is not used for billing purposes...... 

Weighing car en route to destination at the 
request of the shipper or consignee 


1.35. per car 


3.15 per car 


6.30 per car 
1.35 per car 


3.15 per car 


6.30 per car 
1.35 per car 


3.60 per car 





for a distance of fifty feet, and when the scales are kept in first 
class condition. 


Cars Weighed in Motion 


Cars may be weighed in motion only when uncoupled and 
free at both ends and alone, on scales properly designed for 
weighing in motion. Scales used for weighing cars in motion 
must be under the charge of a competent weighmaster. 

Cars loaded with long material extending from one car to 


another may be weighed coupled at rest unless the scales are of 
sufficient length properly to weigh the cars coupled together in 
motion. 

When the actual tare of a car has been ascertained immedi- 
ately before loading, the actual tare weight is. used in lieu of 
the marked tare, except that, if a loaded car, on arrival at desti- 
nation, is weighed and the actual tare is ascertained after 
the entire lading of the car has been removed, including all 
packing and the debris resulting from that lading, the actual 
tare ascertained at destination after unloading is used in lieu 
of the tare weight marked on the car. 

If the car is reloaded by the consignee, the actual tare 
obtained in like manner may be used. 





Rule 1. P 
*Rule 2. H 
5Rule 4. ; [ bi ; 
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The tare weight marked on the car is used to arrive at the 


net weight of the load, except as provided in the two cases 
mentioned above.® 


Rules Regarding the Noting of Information 


A record is required to be kept at each track scale showing 
the gross weight, the tare weight, whether actual or stenciled, 
and net weights, the date and time of weighing, the condition of 
the weather, whether the car was weighed at rest or in motion, 
whether weighed coupled at one end, or at both ends, or 
uncoupled, and, when the actual tare is used, the estimated 
amount of debris in car.. This date must be shown for each car 
weighed and permanently recorded. 

The point at which car is weighed, and the gross, tare, and 
net weights must be noted in ink or indelible pencil on the 
regular way-bill and the slip-bill or card-bill accompanying the 
shipment. When the actual tare weight is used instead of 
marked tare, the fact must be specifically noted on the billing. 

The method of ascertaining the weight used should also be 
specified in the billing. Each railroad way bill must show 
whether the weight used is railroad scale weight, weighing 
bureau weight, shippers’ weight, traffic weight, classification 
weight, or agreement weight. This information must also be 
shown on transfers to connecting line and on correction sheets, 
when such corrections are issued. It must also be carried on 
way-bills to destination and show on the freight bills pre- 
sented to cover the shipments. 

When the track scales are equipped with registering or re- 
cording devices and when the so-called sticker form of scale 
ticket is used, the weight tickets may be used in the same way 
and the full information concerning the weights must be shown 
as provided above. If the sticker ticket contains sufficient space, 
the information concerning the circumstances under which the 
car was weighed must also be shown. 

Where side cards are provided on cars for the purpose, 
weights should be shown on these cards. 

In case the agent of the carrier at the point of origin re- 
reives a request from consignor for the result of weighing or re- 
weighing, the proper notation should be made on billing accom- 
panying the car to destination. Rule 6 specifically provides that 
the consignor must be furnished with the gross, tare, and net 
weights, as well as information concerning any changes made in 
the weights, if he requests this information of the carrier. 
Where weights are obtained for billing purposes under weight 
agreements, which do not provide for the use of the gross and 
tare weights, the gross and tare weights need not be shown in 
the billing or in the records described above.’ 


The Reweighing of Cars 


If the carrier issues weights that the consignor or consignee 
does not believe to be correct, he may have the car reweighed. 
Cars reweighed to verify the accuracy of previous weighings are 
assessed charges, if the reweighing is done by employes of the 
carriers. The charges are not uniform, varying with different 
railroads. In all cases the charges for the service are shown 
in the weighing tariffs issued by the carriers performing the 
reweighing service. The charges for reweighing cars also vary 
according to the scale on which the car is reweighed. The 
charges are lower if the weighing is done on private scales 
rather than on the scales of the carrier. Typical scales of 
weighing charges are shown in Tables Nos. 1, 2 and 3. 

On the other hand, if, after the car is received by the 
consignee, a discrepancy is discovered between the weight of 
the car and contents as received and the billed weight, the car 
may be reweighed without any charges being assessed, subject 
to rules governing tolerances in weights to be discussed pres- 
ently. 


When Cars May Be Reweighed 


Cars may be reweighed at any time on the request of 
either the shipper or consignee and a record given the requester 
of the gross, net and tare weights. Reweighings of this sort 
are charged for at the regular tariff charges for reweighing, as 
described above.*® 

Cars may also be reweighed when the lading has been trans- 
ferred en route, where car has met with an accident, or where 
for other reasons, there is evidence of loss in transit. They 
may be reweighed also en route or at destination for the in- 
formation of the interested carriers and to test the accuracy 
of the previous weighings.° 


Charges for Weighing and Reweighing Cars on Track Scales 


The scales of charges for weighing and reweighing are 
published in the tariffs of the carriers. If a car containing 
a commodity subject to shrinkage is reweighed, no charge is 
made for the reweighing if the billed weight of the car is 
changed, subject to the following rules: 


Weights of commodities subject to shrinkage in weight from 
‘ ®Rule 5, Sections A to G, inclusive. 

TRule 6, Sections A to F, inclusive. 

‘See Rules 6 and 5, Section C. 

*Rule 5, Section A and B, 
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their inherent nature, properly obtained at or near point of origin, 
should not be changed, except as provided for in the tariffs of the 
carriers. If obvious error is discovered, each case should be dealt 


with upon its individual merits and report made to the originating 
carrier with all the facts.1° 


When a car containing a commodity not subject to shrink- 
age from its inherent nature is reweighed at the request of a 
shipper or consignee, the reweighing service is performed by the 
carrier without charge, wherever this is practicable, provided the 
reweighing discloses an error in the billed weight of more 
than the amount of tolerance provided for in connection with 
the traffic in the tolerance rule.” 

No charge is made by the carrier performing the service 
when the weights obtained are used for the assessment of 
freight charges, but when a car is weighed or reweighed, either 
loaded or empty, at the request of either the consignor or con- 
signee, the charges properly applicable, as shown in tables Nos. 
1, 2 and 3, are applied for each time the car is weighed or 
reweighed.” 

When a car is weighed or reweighed, either empty or loaded, 
at the request of the consignor or consignee, the weighing is 
performed and charges assessed in accordance with the regula- 
tions shown in the tariff rules and charges items, subject to the 
rules and carload minimum weights prescribed for use in 
connection with the traffic in the legally applicable tariffs and 
classifications.* 

When inbound freight is weighed or reweighed by a switch- 
ing line, not participating in the through freight rate, the regular 
charges for weighing or reweighing are assessed, regardless of 
any variation in weights. These charges are in addition to the 
regular switching charge. If no change is made in the billed 
weight, the charge is made against the party or road requesting 
weighing. When a change is made in billed weight, however, the 
charge is assessed by the switching line against the delivering 
road." 

When carload shipments, provided for in classifications and 
tariffs at fixed or estimated weights, are reweighed at the re- 
quest of the consignor or consignee, the regular scale of weighing 
charges is assessed, regardless of any variation in weight. 

When carload shipments are billed at minimum carload 
weights and are reweighed on the request of consignor or con- 
signee, the normal weighing charges are assessed, unless the 
variation in the weight increases the freight charges.’® 

Tables 1, 2 and 3 are typical scales of charges provided by 
the miscellaneous services tariff of an eastern trunk line car- 
rier for weighing cars on the private track scales of shippers 
or consignees, on the private track scales of others, and on 
railroad track scales respectively. 


Tolerance 


Track scales, like watches, are not always absolutely ac- 
curate. The railroads, for this reason, have been compelled to 
work out a set of rules to allow for the inevitable variations in 
the weights used for the billing of freight. The official allow- 
ance for variation due to difference in the weights of shipments 
on different scales or different weighings than is permitted with- 


out correction being made in the billed weights of shipments 
is known as tolerance. 


Where carload freight, the weight of which is not subject 
to change from its inherent nature, is check-weighed or re- 
weighed en route or at destination, no correction will be made 
in the billed weight, except as provided in the following: 


1. If the difference between the original net weight and the 
weight obtained by re-weighing does not exceed the tolerance pro- 
vided in this rule, the first weight is not changed. If, however, the 
difference exceeds the tolerance shown below, the car is weighed a 
third time, if practicable. If the third weighing confirms the original 
weight within the tolerance no change can be made. Where the orig- 
inal weight cannot be applied as above, the lower of the second or 
third weights shall be used where the difference between the second 
and third weights does not exceed the tolerance. 

2. In deciding between weights obtained on track scales as to 
which is correct, all of the conditions under which the several weigh- 
ings were done are taken into consideration, including the class of 
scale, the condition of the scale, how recently it was tested, the 
manner of weighing, whether car was at rest or in motion, coupled 
or uncoupled, actual or stenciled tare used, the time of weighing, 
weather conditions and the reliability of the weigher. Precedence 
is given to the weight record obtained under the best conditions. 

3. The consignor or consignee is required to show the actual 
weight of any carload shipment either by means of shipper’s auth- 
enticated invoice, by weighing the entire load on platform scales, 
or by so weighing a proper portion of uniform or standard weight 
articles not less than ten per cent of the lading of the car. The 
weighing must be performed under supervision of the carrier. The 
total weight must be computed to include all blocking, packing and 
debris resulting from the lading in question. The actual weight is 
used to determine freight charges, provided the difference in weight 


exceeds the tolerance, unless a weight agreement is applicable to 
the shipment. 


The weights of commodities subject to shrinkage in weight 
because of their inherent nature are not subject to charge if the 


WSee Rule 9, Section C, and Rule 8, Section F. 
"See Rule 9, Section C, and Rule 8. 

Rule 9, Sections A and D. 

BRule 9, Section B. 

MRule 9, Section E. 

HRule 9, Section F. 

Rule 9, Section G, 
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weights are properly obtained at or near the place of origin, ex- 
cept as provision is made for such changes in the tariffs of the 
carriers. If an obvious error in the weights of such commodity 
shipments is discovered, each case is dealt with on the merits 


of the case. A report must be made to the originating carrier 
of all the facts surrounding the case, and, if the error is pro- 
ven, a correction must be made.” 

The amount of tolerance allowed is one per cent of the 
weight of the lading of the car with a minimum of five hundred 
pounds per car on all carload freight excepting shipments of 
the commodities listed below. 

Shipments of the following bulky low grade commodities, 
loaded in open cars, are subject to a weight tolerance of one 
per cent of the weight of the lading with a minimum of one 
thousand pounds. Differences in weight of these commodities 
are of relatively less importance than in the cases of the 
higher grade freight, hence the wider tolerance: Ashes, brick; 
cinders; clay; dolomite; ganister; gravel; mill scale; ore; 
sand; soft drain tile; slag stone, not cut, and similar bulk 
freight. 

Weight Arrangements 


Agreements between ‘shippers or consignees and railroads 
are extensively used by the terms of which designated weights 
are used, subject to verification by the carriers. These weights 
are used in lieu of scale weights unless corrected. To the 
extent to which such weights are used, the regulations governing 
weighing and reweighing are modified in application to the 
traffic of shippers or consignees using the agreements. The 
rules governing the use of agreed weights and the terms of the 
national form of weight agreement are discussed in Article 
No. 21 of the series of articles on Industrial Traffic Administra- 
tion, published in the Traffic World, October 2, 1926. 

The rules and charges for weighing services on wagon scales 
will be discussed in Article No. 16 of this series. 


The provisions of a typical weighing tariff state with 
reference to the charges shown in this table that shippers or 
consignees wishing to have weight ascertained on the private 
scales of others must make their own arrangements with the 
owners of the scales for the use of the facilities. The charges 
shown in the table cover only the weighing and transportation 
services performed by the carrier. Any charges assessed by 
the owners of the scales are in addition to these charges." 

MSee Rule 9, Section C; and Rule 8, Section F. 


~~ 18See G, O., I. C. C. No. 14495, Rule 12, Note. 





ARTICLES ON TRAFFIC MANAGEMENT 


The December Bulletin of the National Wholesale Grocers’ 
Association, New York, contains an article by J. W. Rincon, of 
the Wholesale Grocer News, Chicago, headed: “Practical 
Wholesale Grocery Traffic Manager Cites Importance of Depart- 
ment.” The article is based on an interview with W. H. Colson, 
traffic manager, Lewis-Chitty-Consolidated, Jacksonville, Fla., as 
to the duties and possibilities of a well managed traffic depart- 
ment, the editor, in a note, commending it as well worthy of 
the consideration of wholesale grocery executives. 

The Bulletin, issued by the National Retail Dry Goods Asso- 
ciation, New York, has been publishing a series of articles by 
A. C, Albee, manager of the traffic group of the association, on 
the subject, “traffic work in the retail store.” 

= 


OCEAN RATES ON GRAIN 


The downward revision of grain freight (ocean) rates as 
a result of the settlement of the British strike and the influence 
of the approaching harvests in the southern hemisphere were 
dominant factors in the European wheat market in November, 
according to a cablegram to the Department of Commerce from 
H. B. Smith, special representative of the department in London. 

In spite of the prevailing high freights the November world 
wheat shipments, for the fourth four weekly period showed 
substantial gains over shipments in October and in November 
a year ago, with North America contributing 75 per cent of the 
world movement. With definite assurance of lower freight rates, 
particularly on deferred shipments, European buyers were in- 
clined to pay more attention to the crop prospects of the south- 
ern hemisphere. Offers of new crop Argentine wheat were freely 
made toward the end of the month at a substantial discount 
under the North American prices, with a good volume of sales 
resulting to continental countries, particularly Germany, France 
and Italy. New crop Argentine offers were facilitated by the 
pronounced discount of freight rates for January and February 
shipment under the current rates for prompt shipment. The 
new crop movement of Australian wheat was restricted, owing 
to a dispute between the exporters and the British shipowners 
over the new wheat charter. 

Ocean freight rates for prompt shipment of grain at the end 
of November were from one to six cents a bushel under the 
closing October rates. The charter market reports the cancella- 
ion of substantial coal orders from North America, thus re- 
Jeasing additional tonnage for grain. 
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FLEET CORPORATION PLANS 


The Trafic World Washington Bureau 


President Dalton, of the Fleet Corporation, will shortly 
divide the United States into traffic districts and appoint traffic 
executives of the corporation for the purpose of developing busi- 
ness for Shipping Board lines. It will be the duty of each of the 
executives to keep in touch with importers, exporters, railway 
companies, shippers and prospective passengers, solicit business, 
and arouse the interest of the people in shipping over the lines 
of the board, according to President Dalton. 

An announcement by President Dalton, of the Fleet Corpora- 
tion, that he proposed to increase the advertising appropriation 
of the corporation from $500,000 to $1,000,000, beginning July 1, 
1927, brought forth a statement from Shipping Board officials 
that the increase could not be made because the Director of 
the Budget had declined to authorize an increase in the general 
appropriation for the board and Fleet Corporation for that pur- 
pose. It was said that the board believed a larger amount should 
be spent on advertising than was being spent, but that the 
proposed increase, under the circumstances, could not be made. 
At the office of President Dalton it was said he had nothing 
further to say on the subject. 

The United States Lines have been making an improved 
showing with respect to gross revenues, according to President 
Dalton. Total revenue of $80,000 was received from the west- 
bound voyage of the President Roosevelt completed at New York 
November 26, as compared with $30,000 for the corresponding 
voyage last year. The vessel carried 548 passengers and 17,000 
tons of cargo, as compared with 152 passengers and 6,000 tons of 
cargo on the corresponding 1925 voyage. When the Leviathan 
left New York December 4, it carried 1,426 passengers, with 
total revenue from passengers, cargo and mail of $253,000, as 
compared with 927 passengers and total revenue of $202,000 on 
the corresponding voyage in 1925. 

Changes in managing operators of some of the Shipping 
Board lines may result from a study of the lines now in progress. 
President Dalton said if it was clearly indicated that operation 
had not been efficient, economical and to the best interests of 
the government, he would have no hesitation in promptly and 
immediately changing operators. Definite decision as to changes 
will be made by the first of the year. 

President Dalton, of the Fleet Corporation, has announced 
that representatives of the corporation will be sent into foreign 
markets to solicit business for Shipping Board lines. A. L. Bur- 
bank, of A. H. Bull & Co., Shipping Board operators, will go to 
South Africa; Lionel Edwards, of the Roosevelt Steamship Com- 
pany, operator of the Australia-India service, will go to the 
countries served by that line; and E. J. Sullivan, special traffic 
representative of the Fleet Corporation, will go to South America. 

Shields will be placed on Shipping Board vessels so that the 
vessels will be known in foreign ports as government vessels. 


The Traffic World New York Bureau 

The full cargo market has been characterized by further 
precipitate declines in charter rates this week. In some in- 
stances, the figures have returned to pre-strike levels, particularly 
where trade recently has been confined to coal and there has 
been no demand for grain, cotton or other commodities to act 
as a cushion for the decrease. On the majority of routes, how- 
ever, a moderately active grain business has been sufficient to 
absorb the surplus ship tonnage when ship owners have shown a 
willingness to meet the concessions in prices demanded by 
shippers. 

With the termination of the British coal strike, the market 
has become a shippers’ rather than an owners’ affair. The 
former are fixing the rates and the latter are placing their 
vessels at the best available figures. The decline has been 
accentuated by the fact that many of the coal fixtures were 
made on very close cancelling dates. Where vessels have been 
delayed by storms or other causes, and have arrived behind 
their. dates, the shippers have almost invariably released the 
ships, which have then come into the open market immediately. 
This has added an element of uncertainty and has made it 
difficult to judge the market according to normal standards. 
At the moment it is hard to say where the decline will stop. 
This depends to a large extent upon the latent demand for 
grain and cotton space. Current full cargo fixtures average less 
than one-half the level prevailing three weeks ago. 

Among the recent placements are a grain vessel from At- 
lantic ports to the Mediterranean at 21c a 100 lbs.; barley to 
Bremen at 20%c, for prompt loading; and grain to Antwerp or 
Rotterdam at 16%4c, for January loading. While these figures 
represent a great drop from the 40 to 45 cents obtained in 
November, they are still well above the 7 to 8 cent level last 
summer. New coal fixtures are conspicuous by their absence, 
as England is again coming into the market. One local fixture 
during the week was a vessel at $4.50 a ton from Hampton 
Roads to Rio de Janiero. 
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The rapid slump in charter rates has not affected confer- 
ence tariffs as yet. The latter have been advanced an average 
of ten to fifteen per cent in the last two months, in the wake 
of the boom in full cargo rates. Still further declines in the 
tramp trades must take place before there is a possibility of 
readjustments by the conferences. In fact, many shippers and 
steamship officials believe the rates on regular lines will not 
return to the pre-strike basis for several months, if at all. In 
most instances, it will be noted that the conferences have fixed 
their rates for three to six months in advance, and only a 
disastrous collapse in the charter market, more serious than 
any anticipate at present, will cause any change in their plans. 
Most of the regular liners are departing with full loads, chiefly 
of general merchandise, and as long as this condition prevails 
there is no incentive for revision. 

The drop in full cargo rates in the grain trade has reacted 
on the flour trade, as there is a close relation between these two 
commodities. Millers are complaining that the steamship lines 
out of the North Atlantic to the United Kingdom and other 
destinations have failed to give proper consideration to com- 
mitments of flour, with the result that a large volume of business 
which ordinarily would have moved through New York has been 
booked for Halifax and St. John. Lines operating out of Cana- 
dian ports to the United Kingdom recently reduced the flour 
rate to 30c. A similar decrease from 35 to 30c is anticipated 
from Atlantic ports shortly. 

An interesting analysis of the recent rise in ocean rates 
is contained in the index of the British Chamber of Shipping, 
which rose from 32.8 for September to 43.1 for October. The 
advance from March was approximately 100 per cent. At the 
beginning of the year the index number was 25, dropping to its 
lowest point at 21.9 in March, after which there were increases 
each month. The advance was attributed largely to the coal 
demand due to the British mine strike. 

In order to take care of the heavy cargo offerings from the 
West Coast to Germany and Belgium, the United American Lines 
has diverted several extra steamers to the service from Pacific 
ports to Hamburg, Antwerp and Bremen. 


SHIP OPERATORS’ AGREEMENTS 


A revision of existing arrangements between managing 
operators of Shipping Board vessels and the Emergency Fleet 
Corporation to make the income of the operators dependent on 
the success with which they handle the lines under their con- 
trol, has been approved by the Shipping Board. This change 
is designed to stimulate activity on the part of operators, ac- 
cording to a statement issued by the board, continuing as fol- 
lows: 


The president of the Fleet Corporation was directed to prepare 
a schedule of the financial situation with respect to each of the lines 
maintained and, on the basis of this schedule, new contracts will 
be made. The new plan is one by which a minimum commission 
will be paid the operators on the basis of operations which result 
in maximum losses, the maximum losses to be determined on the 
basis of past experience of the lines. Under the plan, as the operators 
succeed in reducing their losses, the rate of percentage of the 
commissions received will be advanced. Advances in percentages 
will be made for each 10 per cent reduction of the fixed maximum 
operating loss per round trip voyage. Due to local conditions on the 
different trade routes maintained by the Shipping Board the amount 
of the fixed maximum losses will necessarily differ. The Fleet 
Corporation president will, therefore, prepare a statement indicating 
the maximum expected loss for each of the lines and submit it to the 
Board as a basis for new contracts to be entered into on the sliding 
scale of compensation plan. 


THE SHIPPING SITUATION 


“The service rendered by Shipping Board vessels this year 
in the emergency movement of cotton, grain, flour, and other 
American products from ports on the Atlantic and Gulf has 
emphasized a number of the more outstanding features of our 
present merchant marine equipment,” the Bureau of Information 
of the Shipping Board says in a review of the shipping situation 
prepared for the transportation division of the Department of 
Commerce. Continuing, the bureau says: 


Up until last July, when the demand for extra tonnage for wheat 
shipments was made, there was considerable difficulty in obtaining 
full cargoes for American ships in foreign trade. Now, however, the 
ee ships in operation out of Atlantic and Gulf ports are heavily 
oaded. 

Although traffic on American vessels has always been heavier at 
this time of year than at other times, the present traffic is not con- 
fined to season commodities, but is distributed among a wide range 
of products of the United States. This has been made possible be- 
cause the high rates obtainable for coal transport to the United 
Kingdom and other European ports has diverted to the coal-carry- 
ing trade the greater number of foreign-flag vessels normally in the 
seasonal grain and cotton trades and the general cargo trades. 

The fact that more than an ordinary amount of general cargo 
has been going to the regular ships in operation on shipping board 
lines is the more outsanding, because many of the board’s cargo ves- 
sels are of slower speed than the foreign cargo ships and are therefore 
at a great disadvantage in open-market competition where the factor 
of quick service is important. 

Since war times the other maritime nations of the world have 
been devoting a great deal of attention to improvement in ship con- 
struction. Shipbuilding the world over has continued at a low ebb, 
but in some countries progress has been made in developing both 
Passenger and cargo vessels of faster and more economical types. 
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Probably the most important development having bearing on inter- 
national competition in shipping is that of the so-called cargo liner— 
a fast ship, corresponding in some measure to the fast freight train 
operated in our railroads. It is the most modern type of merchant ship 
yet produced, and experience has shown it to be an improvement over 


pre-war types of cargo ships in both quality of service and cost of 
operation. 


In the United States relatively little has been accomplished since 
the close of the war in the way of putting new type vessels in foreign 
trade. The vessels now operated for shipping board account and all 
of those which have been sold for operation in foreign trade are of 
a design 10 or more years old. The new fast cargo liners operating 
under foreign flags are designed for a speed of 13 to 14 knots an hour. 
Few of the American freight vessels have speed of more than 11 
knots, and the greater number of them average from 914 to 10% knots. 
With this differential, it is clear that American operators are at a 
great disadvantage in soliciting foreign cargoes of high-class pack- 


age freight and must be content with carrying the low-rate bulk 
cargoes. 


An effort has been made by Congress to assist in the development 
of newer type ships through the appropriation of $25,000,000 for con- 
verting some of the shipping board’s vessels to Diesel propulsion. A 
limited number of these vessels are now undergoing conversion to 
motor ships. Among them are the Tampa and West Honaker, both 
of which were recently given their sea trials and have now been tem- 
porarily asisgned to the emergency tfansport service for carrying 
cotton from South Atlantic ports to Europe. These boats, however, 
do not compare in speed with the new cargo liners under foreign flags. 
The greatest speed expected from them is about 11% knots, which 


means a difference of two to three days in running times across the 
Atlantic. 


The shipping board’s Dieselization program is intended as a pri- 
mary step toward modernizing our merchant fleet. It is calculated 
not only to provide a nucleus around which a modern motor-driven 
mercantile marine can be developed, but also to promote the do- 
mestic manufacture of internal-combustion engines and the develop- 
ment of skilled workmen in this field among citizens of the United 
States. A number of American concerns are developing Diesel engines, 
and all of them have been taken into consideration by the board in 
placing contracts for motor equipment. 

The subject of ship construction and replacement of existing 
tonnage was given considerable discussion during the regional hear- 
ings held by the shipping board in the larger cities of the country 
during October and November, for the purpose of ascertaining the 
public attitude toward the future of American foreign-trade shipping. 
In a report to be submitted to Congress the first of the year there 
probably will be given resommendations concerning a future ship con- 
struction and replacement policy. 


OCEAN MAIL CONTRACTS 


The Senate appropriation committee ‘this week restored to 
the post office appropriation bill an item of $1,032,000 for special 
ocean mail contracts entéred into by the Post Office Department, 
on recommendation of the Shipping Board, with private Ameri- 
can shipping lines for the transportation of United States mails. 
The House committee on appropriations had eliminated the 
item. Commissioner Plummer, of the Shipping Board, said he 
was advised by Chairman Madden, of the House committee, that 
the item had been eliminated as the result of a misunderstand- 
ing. Under the mail contrcats referred to, American shipping 
lines are paid more than the regular rates paid foreign lines 
for carrying the mails, and the payments are in the nature of 
an indirect aid to the American lines. 

After Senator McKellar, of Tennessee, had conducted a 
fight against approval of the provisions in the post office appro- 
priation bill relating to ocean mail contracts, the Senate Dec. 16 
passed the bill in such form that the Postmaster-General may 
use $1,032,000 beginning July 1, 1927, for payments to American 
lines under such contracts. Senator McKellar contended that the 
payments, because in excess of those paid foreign steamship 
lines for transportation of the mails, constituted a subsidy to 
which he was opposed. Senator Bayard, of Delaware, also op- 
posed the provision Dn the ground that it provided for a subsidy. 

The making by the Postmaster-General of contracts with the 
Munson Steamship Lines, the Export Steamship Corporation, 
and the Oceanic Steamship Company, for periods longer than 
one year, was attacked as illegal because appropriations were 
made by Congress only from year to year. On motion of Senator 
Lenroot, of Wisconsin, the Senate inserted in the bill a pro- 
vision to the effect that the money appropriated by the act, 
which will become available July 1, 1927, for the ensuing fiscal 
year, should not be available to pay contracts heretofore entered 
into. The provision approved by the Senate was in different 
form from that approved by the House, so that the conferees on 
the bill will have to iron out the differences. The House had 
inserted a provision that would have eliminated the special mail 
payments entirely. If the Senate language is finally approved, 
it is understood that new contracts on a yearly basis will have 
to be entered into with the three steamship companies named. 


SEAMEN’S COMPENSATION BILL 


Senator Jones, chairman of the Senate commerce committee. 
has introduced, by request, S. 4730, a bill to provide compensa- 
tion for seamen injured and the dependents of seamen killed 
in the course of employment. The bill provides for the creation 
of a federal seamen’s insurance fund and for establishment of 
vocational training for seamen. Senator Jones said he had been 
asked to introduce the bill, but that he had not had an op- 
portunity to give it the consideration it should have had before 
introduction. He said the bill covered an important problem 
and that he introduced it so that the Senate commerce com- 
mittee might study it and hold hearings on it. 
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SHIP SALE HEARING 


The Trafic World Washington Bureau 


Adoption by the Senate of a resolution offered by Senator 
Johnson, of California, calling for an inquiry by the Senate 
commerce committee into action of the Shipping Board in seek- 
ing offers for sale or charter of the United States Lines and the 
American Merchant Lines, resulted in the question of govern- 
ment ownership vs. private ownership of ships under the 
American flag being brought prominently before a subcommittee 
of the commerce committee this week. The subcommittee ap- 
pointed to look into the proposed disposal of the lines con- 
sisted of Senator Johnson, Senator Couzens, of Michigan; Senator 
Copeland, of New York; Senator Fletcher, of Florida, and 
Senator McNary, of Oregon. 

Commissioner Teller, chairman of the board’s ship sales 
committee, expressed views as to government operation and 
private operation which were not to the liking of Senators 
Johnson and Fletcher. The commissioner said he did not be 
lieve the United States Lines, regardless of figures showing a 
profit for a limited period this year, would ever show a profit 
under government operation, but that he did believe, after a 
time, the lines could be made profitable under private opera- 
tion. 

Senators Johnson and Fletcher, who indicated by questions 
and statements that they believed the government should remain 
in the shipping business for a long time to come, thought that the 
statements made by Mr. Teller were a reflection on the govern: 
ment and on the Shipping Board. Mr. Teller attempted to 
explain he intended no such reflection, but that his conviction 
was that, because of inherent difficulties that went with govern- 
ment ownership and operation, the United States Lines could not 
be made to pay under government operation. 


Mr. Teller said the board had come to no conclusion on the 
proposals for charter of the United States Lines and purchase 
of the American Merchant Lines submitted by J. H. Winchester 
& Company and associates, and W. F. Kenny, of New York. He 
said the Fleet Corporation had made a survey of the proposals, 
but had not submitted a recommendation. He said conversa- 
tions he had had with President Dalton, of the Fleet Corpora- 
tion, and J. Harry Philbin, vice-president of the corporation, 
led him to believe that they opposed sale or disposal of the lines 
at this time. Senator Johnson asked whether the advice of the 
Fleet Corporation officials had not been sought as to what should 
be done. Mr. Teller indicated that the board felt that that was 
not necessary in this instance. Senator Copeland developed that 
the corporation was simply a servant of the board. 


Referring to figures put -in the record previously by Con- 
missioner Plummer showing that the United States Lines lost 
$3,463,484 in the fiscal year 1924, $2,315,862 in the fiscal year 
1925, $1,486,795 in the fiscal year 1926, and that for the last 
four months a profit of $1,600,200 was made. Commissioner 
Teller said the figures for the last four months covered a period 
of most active business and did not, of course, show the results 
for the complete year. He also said that only five vessels were 
operated this year instead of six, because of the American 
having been damaged by fire, and that that took up some of the 
“slack.” 


“The fewer boats you run, the more money you make,” re- 
marked Senator Copeland. 


Considerably more than 90 per cent of those who appeared 
at the board’s recent hearings throughout the country favored 
a privately owned and operated merchant marine, Mr. Teller 
told the committee. He said a few expressed themselves in 
favor of government ownership. The majority, he said, favored 
continued government operation until the lines could be trans- 
ferred to private operation. 


Senator Johnson said the country had reached the point 
with respect to the shipping situation that Congress should 
determine what its policy was to be. He said the country’s 
merchant marine was disappearing from the seas. He said 
he proposed that the subcommittee, at the conclusion of the 
hearings, prepare recommendations to Congress as to what 
policy should be pursued. He said no doubt it would be “a 
cry in the wilderness,” in this ‘age of materiality” and that 
perhaps it would be of no avail at all. In any event, he was 
going to urge that a recommendation be made. He had indicated 
that he believed the government should do the job and stop 
“dickering” with private interests. He thought sentiments ex- 
pressed by Commissioner Teller as to ships not paying under 
government ownership was a doctrine of inferiority to which he 
(the senator) did not subscribe. He made a personal suggestion 
to Commissioner Teller that, until the board had submitted its 
report to Congress on the merchant marine, under the Jones 
resolution, no action be taken by the board in the way of dis- 


— of the United States Lines and the American Merchant 
ines. 


Commissioner Plummer advised the committee that the 
board’s report would contain recommendations as to a definite 
declaration of policy by Congress that the American merchant 
marine was on the seas to stay and that methods would be 
suggested for private operation and for government operation 
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of the ships. Mr. Plummer said he did not favor the proposals 
submitted to the board for the United States Lines and the 
American Merchant Lines, in their present form. His testimony 
indicated a belief that private operation could make a more 
favorable showing than government operation. 

The Senate adopted the Johnson resolution calling for an 
inquiry after brief debate. Apprehension was expressed by the 
senator that the board might dispose of the lines. At the hear- 
ing, board members assured the committee that no decision 
would be reached while the committee was investigating the 
matter. 

William Gibbs, of Gibbs Bros., Inc., associated with J. H. 
Winchester & Company, in connection with the latter’s offer 
for charter of the United States Lines and purchase of the 
American Merchant Lines, was heard by the Senate commerce 
sub-committee December 16. His statement was in explanation 
of the offer which he regarded as favorable to the government. 
He believed if the offer was accepted the bidders could operate 
the lines at a profit. 


GALVESTON DIFFERENTIAL CASE 


The Trafic World Washington Bureau 


At the afternoon session of the first of the two days allowed 
by the Commission for arguments in No. 12798, Galveston Com- 
mercial Association vs. Gulf, Colorado & Santa Fe et al. and 
the cases joined with it, known as the Galveston port differential 
case, Commissioner Taylor raised the question whether, assum- 
ing that the differentials proposed by Examiner Koch, on grain, 
resulted in keeping grain from southern Kansas from going out 
via the Louisiana ports as asserted, the Commission would not 
be disregarding the provision of the Constitution against the 
making of a regulation of commerce that favored the ports of 
one state as against the ports of another. He raised that ques- 
tion soon after the presentation of the arguments in behalf of 
the Texas ports was begun. 

R. C. Fulbright, arguing for the Texas ports, said that if the 
Commission approved rates so high as to cause traffic to be kept 
away from the ports of one state there might be no defense 
for such an act. But, he said, that was not the situation with 
which the Commission was called upon to deal in this case. 
He said the question was of rates made by carriers intended to 
force traffic through New Orleans and keep it away from the 
Texas ports. That, he said, was done by the New Orleans lines 
insisting upon equalization in rates from points more than 200 
miles farther from the Louisiana ports than from the Texas 
ports. The New Orleans lines, he said, insisted upon matching 
every reduction the Galveston lines had proposed, so as to keep 
in effect the equalization regardless of such differences in dis- 
tance. 

The question was regarded as indicating that the Commis- 
sion had heard reports that if it affirmed the findings of undue 
prejudice by reason of the equalization, some of the railroads, 
particularly the Texas & Pacific, might take the question to the 
courts, on the ground that the establishment of differentials, 
which would make it impossible for shippers to use that road 
to get to New Orleans, was a regulation of commerce which 
preferred the ports of one state to those of another. 

Before the Texas interests began presenting their arguments 
Luther M. Walter, also for the New Orleans Joint Traffic Bureau, 
discussed whether the Commission could or should forbid rail- 
roads to equalize ports. The New Orleans contention, as set 
forth by Mr. Belnap, Mr. Walter’s associate in this case, was 
that there should be equalization everywhere subject to only 
one condition, namely, that the equalization did not put a burden 
on other traffic. 


Henry C. Keene for refiners and exporters of refined petro- 
leum using the Louisiana ports for sending out such products, 
speaking specifically for the Carson Petroleum Company, the 
New Orleans Refining Co., Inc., the Sinclair Refining Company 
of Louisiana, Standard of Louisiana and Standard of New Jersey, 
said his clients bought and exported about 25,000 carloads of 
mid-continent refined oils, using the Louisiana ports because they 
‘had facilities for handling tank carloads while the Texas ports 
had no such public facilities. So far as oil refineries were con- 
cerned he said the average distance, New Orleans over Galveston, 
was only 19.5 per cent and not so high as on all commodities 
from all points in the territory in question. He said his clients 
hoped the Commission would adopt the recommendation of the 
examiner and permit equalization. He said he did not ask for 
any advantage for the interior refiner, who might have an 
uneconomical location, but he said he did ask that he be not 
placed at an added disadvantage by being depriced of rates the 
carriers were willing to give him. 


Similar requests for a continuance of equalization were made 
by H. W. Rowe speaking for mid-continent refiners and J. R. 
Van Slyke for the Roxana. The last mentioned said the testi- 
mony as to the interior refiner was given by the executives of 
the oil companies and that if the Commissioners would read it, 
they would surely follow the recommendation of the examiner. 

W. R. Scott, for the Kansas City Board of Trade, commenting 
on the implication of the Texas interests had some motive in 
the case other than the rates from Kansas City said that Kansas 
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City was interested in grain from southern Kansas desiring it 
to move via Kansas City. The caualization from Kansas City, 
he said, was a paper rate on which nothing could or did move. 
All Missouri river cities, he said, had the same interest and 
he was speaking for them. Galveston, he said, had nothing 
whatever to do with the exportation of grain other than take 
toll for the physical handling from car to ship. Galveston, he 
said, did not know when a grain ship was coming to that port 
unless or until told by the exporters living in Kansas City who 
desired to use both ports. Mr. Scott recited the tale of woe 
Kansas City exporters had written for them by the choked 
conditions at Galveston and New Orleans in 1919, 1920 and 1921. 
He said that in one of those years grain backed up from Gal- 
veston as far north as Fort Dodge, Ia., the cars being held out 
on the line because Galveston could not handle them. Galveston, 
he said, had no facilities for scouring or drying grain and that 
thousands of cars of wheat rotted in the yards because they 
could not get through Galveston. It was true, he said, that since 
that time Galveston had added to its fatilities a capacity to 
handle about 5,000,000 bushels more but that exclusion from 
New Orleans would deprive Kansas City of 7,000,000 bushels 
capacity, leaving her that much worse off. The only reason 
Galveston was able to handle grain without embargoes in 1926, 
he said, was because the Shipping Board sent ships to that port 
and had borne the expense of getting the grain through that port. 
He admitted that Galveston’s elevator capacity was great enough 
to handle the grain if the port could be assured of clean and 
sweet grain all the time and a ship at the docks every day, condi- 
tions which he said could not prevail. 

H. P. Long, one of the Louisiana commissioners, said that New 
Orleans was an import port to which tramp ships came in great 
numbers thereby affording “distress” rates on cargoes and part 
cargoes, a port which, by reason of its Latin-American banks, 
Latin-American methods and Latin-American business men had 
built up an immense business with Latin America, all of which 
would be destroyed by the proposal to make a differential adjust- 
ment. The tonnage of Galveston, he said, was overwhelmingly 


outbound and that adoption of the Koch report would not change 
that situation. 


Mr. Fulbright said that there was no doubt about New Orleans 
being a great port with magnificent facilities but he pointed out 
that the 1890 Congress established the Texas ports, upon petition 
of shippers in Kansas and Colorado that desired a shorter trip 
to tidewater. He said the Texas ports were not trying to ruin 
New Orleans but to assure use of the ports Congress created 
for the traffic nearer them instead of allowing carriers to haul it 
for much longer distances to the Louisiana ports. He pointed 
out that New Orleans had the benefit of barge line rates from 
some of the affected territory lower than any proposed to Texas 
ports and suggested that New Orleans could and should pay 
fully for this service received by it from the carriers. 

Continuing his argument for the Texas ports, Mr. Fulbright 
said they were asking for some recognition of their location in 
relation to the affected territory, not the construction of a wall 
around it so as to exclude New Orleans. His proposition was 
that New Orleans, on account of her advantages in the greater 
number of sailings and the barge line, would continue to draw 
grain from the affected territory. 

This fight, he said, was for the lives of the Texas ports. 
Unless they be given some recognition of their proximity to the 
territory in question, he argued, they could never be anything 
other than specialty ports exporting commodities that were 
produced at their doors and which had to seek an outlet through 
the nearest port. 

No big stick, he said, caused this case to be brought. The 
Kansas City grain exporters, he said, were interested in drawing 
grain to the eastward from southern Kansas and sending it to 
New Orleans on the balance of the through rate. There was 
nothing altruistic, he said, about their insistence upon their 
opportunity to continue that sort of business. 

While Mr. Fulbright was talking, Chairman Eastman wanted 
to know if some one would discuss the legal right of the Texas 
& Pacific to participate in the traffic by hauling to New Orleans, 
the port it served. Mr. Fulbright said that that point would be 
covered, but he did not discuss it. As to whether the traffic 
hauled to New Orleans constituted a burden on other traffic, 
Mr. Fulbright called attention to the fact that the cost of hauling 
all traffic on the Texas & Pacific was 11.94 mills while the 
revenue on petroleum and products was only 4.41 mills for an 
average haul of 383 miles, and 4.31 mills on export grain for an 
average haul of 465 miles. 

Mr. Thornton, speaking specifically for Galveston, said that 
New Orleans had kept Galveston from becoming a general cargo 
port and that even with the differentials proposed by the ex- 
aminer that port would have an immense advantage by reason of 
the barge line tonnage, stated by him to be 500,000. That barge 
line tonnage, moving on rates under the all-rail rate, he said, 
made the rail equalization from the territory about which the 
other side had talked, worthless. He alleged that the Norris 
Company’s grain was sent to Port Arthur because the Kansas 
City Southern had leased its elevator to the Norris interests 
on a preferential basis and that Port Arthur was the ouly port 
at which there was no charge for services for which charges 
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were made at other ports. Mr. Walter had referred to the 
Norris grain going to a port other than Galveston. Mr. Belnap 
asked whether the allegation that Mr. Thornton had made was in 
the record. Mr. Thornton said it was, but that the conclusion 
that it was a preferential lease was his own. 

Galveston claimed that the Missouri Pacific had been big 
sticked into supporting the position taken by New Orleans by 
New Orleans shippers. Mr. Larimore, who presented the Mis- 
souri Pacific’s views, in his argument, said that the Santa Fe 
came into the case bringing in the Katy by the hand, the im- 
plication being that in that way the Galveston side of the case 
had been given the appearance of something more than a Santa 
Fe effort to monopolize the trfaffic. 

Plmer Westlake, for the Santa Fe, announced that he repre- 
sented the Santa Fe, the Katy and the Trinity & Brazos Valley. 
He commented upon the allegation made by Mr. Larimore about 
the Santa Fe bringing in the Katy by the hand. He wondered 
whether the Missouri Pacific had not been driven in by New 
Orleans by the use of the big stick. 

“Haven’t you confirmed that you brought the Katy in by the 
hand,” asked Chairman Eastman, referring to Mr. Westlake’s 
announcement that he represented the M.-K.-T. 

Aside from the rebuttal arguments, the last session in the 
Galveston differential case was devoted to the petroleum part 
of the case. Mr. Crane talked for the grant of permission to 
the refiner for which he was speaking to bring in casing-head 
gasoline and blend it with lower gravity gasoline so as to bring 
about a commercial article without having to pay the locals in 
and out of the refining point. 

Mr. Byars, for the North Texas Petroleum Traffic Bureau, 
evoked inquiry from the bench as to how he came to be talking 
about the discriminatory adjustment, as he claimed, between 
the Shreveport-El Dorado 15-cent rate to both Louisiana and 
Texas points on the one hand and the 20.5-cent rate from the 
north Texas group to the Texas ports when the issue was as 
to equalization or non-equalization. Mr. Byars called attention 
to the fact that he had a perfectly good formal complaint about 
that situation which had been heard in connection with the dif- 
ferential case and was set down for argument at the same time. 
As he viewed the situation, discrimination was as plain in the 
contrasted rates as a goat. He suggested that if 15 cents was 
a reasonable rate from the Shreveport-El Dorado group, 20.5 
cents was altogether too-high from north Texas to Texas ports, 
especially in view of the fact that from points in the north Texas 
group to the Texas ports, the distance was less than from points 
in the Louisiana and Arkansas group to the Louisiana ports 
and much less than from that group to Texas ports. 

According to Mr. Byars, the north Texas refiners, in a rate 
sense, are on a telephone pole, with lower rates and competitors 
all around them. He said that unless the north Texas refiners 
were given lower rates they could not long remain in business. 
With a rate of 15 cents or 15.5, he said, they would remain in 
business much longer than on the 20.5-cent rate. 


In answer to that proposition, Mr. Keene said that the rate . 


from the El Dorado-Shreveport group was made to cover a spe- 
cial situation and applied chiefly on crude, nobody being par- 
ticularly interested in the rate on refined oils. He also said 
that the Commission in refusing to permit an increase in the 
rate on crude from El Dorado-Smackover, said that the rate 
was not to be taken as the measure of a reasonable rate except 
under the conditions under which the great volume of crude 
was being handled from the Smackover-El Dorado field. 


PANAMA CANAL TOLLS 


In November 428 commercial vessels and 19 small launches 
transited the Panama Canal, paying tolls of $1,889,103.59, ac- 
cording to the Panama Canal Record. The collections were 
the lowest since last June. For the eleven months ended with 
November, the tolls collected amounted to $21,905,503.32, as 
compared with $19,268,863.17 in the same period of 1925, and 
$20,915,921.30 in the same period of 1924. 


TANKERS SOLD BY BOARD 


The Shipping Board has accepted a bid of $323,000 for the 
tanker Kehuku submitted by the Chile Steamship Company, Inc., 
of New York. It has also accepted a bid of A. I. Kaplan, of 
New York, for the tanker Romulus at a price of $316,000. The 
tanker Dannedaike was sold to the American Tankers Corpora- 


tion of Boston for $210,000. Bids for six other tankers were 
rejected. 


PARCEL POST REGULATION 


W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Effective at once, the following transit rates will apply with re- 
spect to parcel-post packages addressed for delivery in Turkey in 
Europe and Turkey in Asia: 

Turkey in Europe: 1 to 2 pounds, 42 cents; 3 to 7 pounds, 65 cents: 
8 to 11 pounds, 86 cents. Turkey in Asia: 1 to 2 pounds, 52 cents; ° 
to 7 pounds, 75 cents; 8 to 11 pounds, 90 cents. 

The postage and transit charges must be prepaid by postas 
stamps affixed to parcels at time of mailing. 

The above modifies the transit rates shown under the item-® 
“Turkey in Europe’”’ on page 261 and ‘‘Turkey in Asia” on page 2°- 
of the annual Postal Guide for 1926. 
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RATE REVISION CASE 
The Traffic World Ottawa Bureau 


The Board of Railway Commissioners is still considering 
the freight rates case, and the British Columbia case still holds 
the floor, although attempts have been made to inject into it 
the question of rates on coal from Alberta to Ontario. The dis- 
cussion on this subject brought a statement from Chairman 
McKeown pointing out that delays in hearing this case have not 
been due to the Railway Board but that that body has en- 
deavored to expedite action. The present application for a 
hearing in January was made by counsel for Alberta and the 
board took the matter under advisement. In the course of the 
discussion it appeared that Nova Scotia, which is vitally -in- 
terested as a large coal producer, prefers to go ahead with the 
general rate case rather than to take up coal rates at present. 
~  D. O. Lewis, the freight rate expert representing British 
Columbia, who has been on the stand pretty well ever since 
the inquiry opened, has laid stress on the inconsistencies be- 
tween figures as to tonnage originating in British Columbia as 
furnished by the Canadian Pacific Railway and as obtained from 
the Dominion Bureau of Statistics. In cross examination, Mr. 
Flintoft, counsel for the C. P. R., brought out the fact that a 
great part of the difference in the figures was explained by the 
fact that the Esquimault and Nanaimo Railway, with a large 
coal and log traffic, was included in the returns of the govern- 
ment bureau but not in those of the Railway. 

Another branch of the evidence given by the British Colum- 
bia expert consisted of a comparison of tonnage originated on 
the C. P. R., in British Columbia and Alberta, with that originat- 
ing on the same railway in Ontario and Quebec. 

For British Columbia and Alberta this figure was 5,881,000 
tons, and for Ontario and Quebec 6,764,000 tons. Mr. Flintoft 
drew the witness’s attention to the fact that, according to in- 
formation supplied by the Dominion Bureau of Statistics, the 
tonnage originating on all railways in British Columbia and 
Alberta was a little under thirteen million tons, while in Ontario 
and Quebec it was 59,700,000 tons. He asked the witness whether 
the disparity between the two western-most provinces and the 
two central provinces was not “immeasurably greater” when all 
railways were considered than when the comparison was limited 
to the C. P. R. alone. 

“There is no doubt about that,” replied Mr. Lewis. A long 
volume of evidence was given by Mr. Lewis designed to show 
the effect of low temperatures on locomotives and rolling stock, 
on the hauling power of the former, on the efficiency of man- 
power under such conditions, the character of road-beds, etc. 

The commissioners expressed some opinions as to the 
progress of the case. Commissioner Oliver protested against 
what he characterized as a waste of time in the nature of the 
evidence offered. He declared that some hours had been taken 
up in asking about temperatures in the west, about which wit- 
ness knew nothing authoritative, whereas all the data could be 
got for the asking from the meteorological department at To- 
ronto. 

Commissioner Boyce declared that this was probably the 
most important case ever brought before the court, and he 
would welcome any and all information that could be submitted 
to the Board. 


Consideration of the application for an early disposal of 
the coal rates schedule between the provinces of Alberta and 
Ontario was given by Chief Commissioner McKeown and Deputy 
Chief Commissioner Vien. Application had been made earlier 
in the week by the two provinces for an early disposal of this 
question. S. C. Woods, K. C., for Alberta, had petitioned that 
this matter be taken up definitely on January 11 when the court 
resumed after the Christmas recess, the general investigation 
being halted for the time being to allow this to be done. 


Mr. McKeown remarked that the board was anxious to do 
whatever was possible to meet the wishes of the petitioners, 
but he was desirous of knowing whether all the required data 
were available so that the case could go ahead with the least 
possible delay. Mr. Woods replied that there need be no delay 
on that score, but he had received a request from Toronto for 
further consultation and reference to Premier Ferguson before 
final decision was reached. He had an appointment with the 
Ontario officials at 10 o’clock Saturday morning and had every 
expectation that the result would be to clear the way to a 
resumption of the hearing on January 11 if the court would set 
that date. Alistair Fraser, for the C. N. R., said he would not 
oppose the application, but he could give no promise as to the 
time the hearing might take. Mr. Woods had estimated four 
days as sufficient time. 

Assistant Deputy Commissioner Vien suggested a written 
submission of the argument after evidence was in as a means of 
saving time, as he imagined the hearing itself would be largely 
a battle of experts. 

Finally, Chief Commissioner McKeown decided to postpone 
a decision until Mr. Woods would be able to report on the result 
of his trip to Toronto. 

H. P. Deuchenien, K. C., Halifax, enquired on behalf of the 


THE TRAFFIC WORLD 


, 1441 





province of Nova Scotia if the eastern coal rates case, which had 
also been referred to the board by a separate order-in-council, 

would have to be taken up too. His Government preferred that 

the eastern rates case be deferred until the general freight rates 

investigation had been disposed of. The board assented to this 

proposal. 

The cross-examination of D. O. Lewis, railway expert from 
British Columbia, was taken up by Alistair Fraser, K. C., for 
the Canadian National Railway at the morning session. Counsel 
questioned witness closely as to the control of snow and ice 
conditions which witness had testified was more difficult on the 
prairies than in the mountain sections. This had been contested 
by the C. P. R. counsel in his cross-examination, and Mr. Fraser 
took the same course. 

Witness confessed to incomplete personal knowledge and 
would not question counsel’s assertion that the actual records of 
the past two seasons on the C. N. R. showed that the cost of 
overcoming snow and ice troubles was ten per cent higher west 
of Jasper than it was east of that point. 

Considerable time was taken up in a discussion on the rela- 
tive effect of grades and curvatures, on cost of energy, wear and 
tear of stock, and so forth. It was explained that where curva- 
ture occurred in a grade, adequate compensation was provided 
by lowering the grade on the curvature. The point was largely 
technical and somewhat involved, but it was demonstrated that 
in this detail also the greater extent of grades and curvature 
in the mountains than on the prairies made the cost of mainte- 
nance or operation heavier in the former than on the latter. So 
in the matter of bridges, trestles, rock and cuttings, and other 
structural features, witness admitted the cost was greater west 
of Jasper than east but he persisted in an expression of the 
opinion that cost of maintenance and operation was greater on 
the prairies than in the mountains. 

A. Symington, representing the province of Saskatchewan, 
protested against such evidence being accepted as expert testi- 
mony. Commissioners Oliver and Vien thought it was rather 
to make protest; objection should have been made when witness 
was called at the first and not after it was found the evidence 
was not to the liking of the objectors, it was asserted. 

At the opening of the session, Mr. McGeer called the atten- 
tion of the board to the fact that he, and he believed many of 
the counsel engaged in the case, were receiving a number of 
communications referring to applications which the writers 
alleged were being made to the board to cancel or otherwise 
amend existing rates in certain specified classes of freight. 
He read one as a case in point, which had been received by the 
board from J. A. Walker, Minister of Industries for Nova Scotia, 
and a copy furnished to counsel, in which the writer stated that 
it was understood application was to be made to cancel com- 
modity rates on shipments from the Maritime Provinces. The 
writer protested emphatically against any such action. 

Mr. McGreer said that he had no knowledge of any such 
application in contemplation and submitted that if there were 
no grounds for the statement the situation would be materially 
cleared by a pronouncement to that effect from the board. The 
chief commissioner assured Mr. McGreer that he need have no 
apprehension in the matter. He would advise counsel to ignore 
any letters of the character. 


CANADIAN WAGE INCREASES 
Negotiations between clerks, freight handlers, station and 
stores department employes of the Canadian Pacific Railway and 
officials of the company are being held with regard to demands of 
the employes for increases in rates of pay and changes in work- 
ing conditions. A board of conciliation has been named but it 
is hoped, according to C. P. R. officials, that the negotiations 


will result in an agreement, so that there will be no need for 
the board to sit. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of railways of Canada for 
September, 1926: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM FOREIGN CONNECTIONS 





September, September, August, 
Provinces tree T ~ oo 
: ons ons Tons 
Prince Edward Island........... 5,064 5,756 5,640 
NOV SECU. cccicccces . 665,731 559,194 666,225 
New Brunswick ... 209,447 213,908 185,527 
ee 1,844,134 1,508,592 1,586,757 
RUEMINDED 510:0)6:0:610'656-0:0 010 4,264,001 3,779,410 4,021,648 
I Sis :0:050s'0 60% 050 44s oR SRI 718,502 1,043,094 375,330 
SBABRAUCNOWAR .o.ccccscvcecs ecoe 1,285,415 1,405,330 225,999 
Co Ee eae - 549,944 684,163 465,068 
BSUS COMME 66.cciccicscccese 642,865 492,161 621,601 
Total for CanmGaa.....0.0660 10,135,103 9,685,608 8,153,795 
Products: 
BRIO. esha ee Seekeese 2,592,964 3,265,568 871,508 
DEE. (disciocecceiosinies se uwar cece 291,994 293,191 280,200 
MEE cs\soo Wises as aad ee eas « 3,659,771 2,876,282 3,501,030 
SPL. ois 'orcu wen Cakwaecueeee eee 1,248,958 1,043,150 1,108,007 
Manufacture and Miscellaneous. 2,341,416 2,207,417 2,393,050 
COM OE oes iiscccewwssene 10,135,103 9,685,608 8,153,795 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF SEPT., 1926 







oO Originated 
Received -Total Freight Originated-———, Terminated ——, 
Loaded from Foreign Cumulative Total Unloaded Deliv- 
at Sta- Connections Destined to Increase at Sta- ered to 
tions in Canadian Foreign For To Over tions in Foreign 
Canada Points Points Month Date 1925 Canada Connections 
Commodities Tons Tons Tons Tons Tons Tons Tons Tons 
CE ns to dae tec ncanlenewaneed 1,568,930 1,154 23,506 1,593,590 6,592,225 836,937 1,289,036 105,993 
Moya pity va neue weedonty 29,151 12,351 7,553 49,055 494,515 72,264 19,848 30,863 
| ae as sa auc sca eile awh 60,128 6,649 16,728 83,505 1,299,212 *56,632 52,962 28,432 
EY ids ee cun<enekuketeteeee ne 192,625 191 2,703 195,519 645,313 *53,920 182,052 6,293 
Pt Se cerevtianee Wea eamnieweee 45,367 70 2,705 48,142 158,600 *64,992 44,842 3,714 
Dt Suvater cadervecededvewaes eee 1,835 — st aepaicatia 1,900 79,532 *31,680 3,168 33 
ee eee 5,814 765 801 7,380 121,940 22,402 8,127 1,762 
BEE. cect dhdghe iarccadeke< «ewe 141,953 2,675 54,168 198,796 1,653,306 105,682 87,455 108,528 
Other Mill Products........ 00. 96,422 2,652 45,748 144,822 1,288,906 145,371 76,192 67,956 
rr ee 35,160 425 4,313 39,898 702,968 196,819 24,539 16,707 
EE Ree ai ie Gite 6 Kae weed on on! $ 4's 544 6,494 3,289 10,327 92,123 *275 4,176 5,339 
NN rrr 34,565 1,771 3,635 39,971 125,932 13,734 17,878 14,412 
Other Pruit (fresh)... .ccccccoe. 13,258 18,948 50,294 82,500 372,541 72,780 37,149 51,931 
Dt ¢hkbtthddedspeedanaeoeee 29,943 556 11,864 42,363 379,748 7,805 13,457 21,186 
Other Fresh Vegetables......... 14,987 858 2,568 18,413 173,874 *8,943 12,028 5,478 
Other Agricultural Products.... 11,096 9,057 16,630 36,783 424,329 62,785 13,528 19,070 
MET val ducahes-s daca. ine olenele 2,281,778 64,681 246,505 2,592,964 14,605,064 1,320,137 1,886,437 487,697 
ANIMAL PRODUCTS 
NN ceded ede or oe nkeswnnens 6,361 86 72 6,519 70,160 6,157 6,602 406 
Cattle and Calves.............8. 86,991 96 2,144 89,231 535,911 2,866 77,925 8,828 
DT ctunueboretienbeuteséhcewes 6,301 60 817 7,178 34,098 45 6,021 968 
DL. chindhintveerdesee beeen nec 24,018 “ 1,451 25,469 262,815 *53,152 24,691 1,987 
Dressed Meat (fresh).........-. 8,189 637 29,907 38,7383 363,342 *29,289 8,160 32,279 
Dressed Meats (cured or salted) 6,721 5,872 15,367 27,960 245,265 13,756 2,527 26,249 
Other Packing House Products. 4,019 7,504 12,689 24,212 182,977 *40,197 3,403 18,670 
ae teth 3. aa kcedinlake ee 6 weeee 352 Suman 6,008 6,360 50,877 3,433 291 6,080 
DL ni cienthinbiwencnkceevesees-e 1,027 103 9,537 10,667 133,047 *2,858 1,077 10,056 
WUCtee GNA Cheese... cccccccores 14,712 58 15,635 30,405 238,186 11,243 8,228 18,605 
er re 723 537 1,282 2,542 46,286 6,965 857 3,785 
Beeee GRE LeGthGl. oc cccvvcccce. 6,538 2,111 5,435 14,084 117,855 *4,710 4,653 8,605 
Other Animal Products......... 3,136 1,407 4,091 8,634 73,401 *1,195 1,659 5,024 
Tg acoikintonaceeiscvsede 169,088 18,471 104,485 291,994 2,354,220 *86,936 146,094 141,542 
MINE PRODUCTS 
pcre 15,164 423,748 177,709 616,621 4,031,432 *258,864 399,490 176,010 
SO err 709,601 530,385 26,809 1,266,795 10,319,125 1,546,829 1,206,018 82,900 
Te sakb eisg 6ase Kalonineeuen 237,117 180 nian 237,297 1,196,783 985,358 153,932 267 
Err 49,592 63,702 1,452 114,746 1,029,562 252,484 108,479 3,761 
eee 1,852 85,391 397 87,640 447,552 164,957 87,902 889 
Other Ores and Concentrates... 298,481 11,500 5,934 315,915 2,483,125 757,565 263,274 23,784 
Base Bullion and Matte........ i err 858 9,485 82,774 *2,118 8,035 6,987 
Clay, Gravel, Sand, Stone (crsh.) 717,719 32,742 40,113 790,574 4,716,230 . 1,042,182 640,941 71,864 
Slate—Dimension or Block Stone 21,867 2,573 11,613 36,053 254,567 8,636 27,069 10,049 
Crude. POtPGleam. 22.0. cccccccces 4,789 53,077 148 58,014 436,664 129,467 53,824 3,975 
EE. hig own ns nivevacuslenuad 37,441 2,807 4,685 44,933 184,317 26,879 31,449 4,745 
PE cs dndindes anit hee Oa.ou beainiee cd oe 14,806 10,967 9,048 34,821 277,018 11,523 18,660 9,833 
Other Mine Products........... 40,373 3,171 3,333 46,877 354,557 *40,532 18,095 16,216 
ND <5. ng Siavarg tuetdcceiehiece is Was ae 2,157,429 1,220,243 282,099 3,659,771 25,813,706 4,624,366 3,017,168 411,280 
' FOREST PRODUCTS 

Logs, Posts, Poles, Cordwood... 251,156 709 7,425 259,290 2,609,370 514,627 234,003 34,679 
ED scevnddercebureeesnenenewets 10,841 284 4,875 16,000 124,144 *20,150 7,001 8,672 
EL winewid ten pnns ene nieaans 322,051 137 10,623 332,811 3,380,723 250,980 162,348 133,764 

Lumber, Timber, Box Shooks, 
Staves, Heading............ 477,647 29,463 84,698 591,808 5,233,032 246,589 332,896 286,083 
Other Forest Products.......... 42,151 3,441 3,457 49,049 440,141 *3,524 27,125 6,377 
SIE - ss vadidneoveetnbadexwwnes 1,103,846 34,034 111,078 1,248,958 11,787,410 988,522 763,373 468,575 

MANUFACTURE AND MISCELLANEOUS 

Refined Petroleum andits prods. 144,267 52,898 9,989 207,154 1,463,947 96,148 194,664 13,422 
i behind datih anes Kewenns eee 21,612 4,765 30,205 56,582 496,430 *94,455 27,261 32,106 
Iron, pig and bloom............. 21,465 5,296 6,399 33,160 300,731 53,867 21,252 6,976 
Rails and Fastenings........... 6,234 450 1,140 7,824 97,201 *21,757 6,604 1,125 

Bar and Sheét Iron—Structural 
Iron and Iron Pipe......... 44,592 48,971 38,349 131,912 1,212,322 234,352 79,915 41,886 
Castings, Machinery and Boilers 21,344 7,907 25,225 54,374 497,612 87,133 25,829 25,965 
rr Tere 139,388 488 4,090 143,966 926,711 65,980 128,568 5,857 
Brick and Artificial Stone...... 86,599 11,765 2,876 101,240 692,947 29,163 86,343 4,648 
Lime and Plaster.........c.cee- 32,814 1,977 1,860 36,651 310,977 *19,405 41,585 2,223 
Sewer Pipe and Drain Tile..... 11,165 493 547 12,205 81,892 4,583 16,844 623 

Agricultural Implements and 
Vehicles other than Autos.. 17,448 6,229 9,312 32,989 358,765 95,607 14,597 17,263 
Automobiles and Auto Trucks... 15,157 10,541 120,942 146,640 1,439,793 266,388 18,522 131,761 
PEOUMENOTE GOOGR. cccctccccoesves 3,858 307 437 4,602 58,567 *1,855 4,058 676 
. re eee 2,927 237 4,294 7,458 69,165 7,398 3,469 4,437 
EAQUOPr BOVETARES....ccccccccees 21,304 848 1,964 24,116 204,793 18,989 21,049 3,629 
Fertilizers, all kinds............ 19,426 5,364 1,487 26,277 279,826 1,584 20,025 6,061 
Paper, Printed Matter, Books.. 117,862 2,452 36,656 156,970 1,496,317 145,053 24,249 147,713 
. 0. 5a 109,408 1,585 21,025 132,018 1,209,657 *36,233 32,525 116,476 
Fish (fresh, frozen, cured, etc.). 1,737 182 1,254 9,173 69,919 7,242 4,400 4,971 
TB eee eer 102 88 163 353 8,361 452 244 359 

Canned Goods (all canned Food 
Products other than Meat).. 17,693 4,162 18,964 40,819 275,079 25,667 17,689 21,423 
Other Manufactures & Miscel.. 300,167 73,760 203,355 577,282 5,088,963 510,434 322,094 281,885 
CED SveSeduessesecseqaies 257,919 28,289 111,443 397,651 3,189,690 313,440 312,620 107,337 
UND .GrcusareceusethnaScees 1,420,388 269,054 651,974 2,341,416 19,829,665 1,789,775 1,424,406 978,822 
waxp TERS ax kwedneea 7,132,529 1,606,483 1,396,091 10,135,103 74,390,065 8,635,864 7,237,478 2,487,916 

ecrease, 
RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (PER CENT) 

-Received from Foreign Connections— Delivered 
Total Loaded at ——Destined to———, Unloaded at to For- 
Freight Stations in Canadian Foreign Stations in eign Con- 
Commodity Group Carried Canada Points Points Total Canada nections 
IE Sarco aie as wixhiearg waded cawaeeneeee 25.59 22.51 .64 2.43 3.07 18.61 4.81 
PD Cuiwsliwebhavecbdndd so erunsdepwoendvewoeeaws 2.88 1.67 18 1.03 1.21 1.44 1.40 
NEN, dirk te, Wale Wi alguabipetteare weitere do sqee: bekeeaciee tere dees 36.11 21.29 12.04 2.78 14.82 29.77 4.06 
EE sf ati ieee Rs hee e cenievegeed secre ween ees 12.32 10.89 .34 1.10 1.44 7.53 4.62 
Manufactures and Miscellaneous..............+.. 23.10 14.02 2.65 6.43 9.08 14.05 9.66 
ED Mele indi a ears 6/oa 5 OG bela aca Rees Hew nwomeees 100.00 70.38 15.85 13.77 29.62 71.40 24.55 
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December 18, 1926 





CANADIAN CAR LOADING 


Car loadings for the week ended December 4 amounted to 
69,657 cars, a decrease from the previous week of 6,470 cars. 
Bad weather and navigation troubles affected the grain loading, 
which fell off 1,245 cars in the eastern division and 3,896 cars in 
the western division. Coal decreased 353 cars, lumber 518 cars, 
pulpwood 323 cars, and miscellaneous freight 563 cars. 

Compared with 1925 loadings the total decreased 2,895 cars, 
the drop of 7,028 cars in grain and 1,042 cars in pulpwood ac- 
counting for the decline. Increases were made in coal of 2,949 
cars, other forest products 671 cars, merchandise 1,019 cars, and 
miscellaneous freight 706 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 
For the Week Ended— 


























Dec. 4, Nov. 27, Dec. 5, 
Commodities 1926 1926 1925 
Grain and Grain Products...........cccce 4,013 5,258 4,674 
Se eer meearenmaaieee soveees Jame 1,355 1,189 
NEE cciishclvnsens tho ceneewedeeReeaoes ene 267 5,741 3,929 
SI ca cigadsivaseineaekieuwenaeweewoenamenn Pins 25 298 452 
CE ccd oqahboous anand ee eet ewe wes oeanee 2,319 2,742 2,448 
UE, Biigina 1900965644: o-cinis- vais oot eS eelnevion 978 1,263 1,459 
DO ere peer 2,073 1,941 2,322 
Other Forest Products..............se0. e- 1,338 1,401 1,372 
Cp acebise Ouesewsnese tends ee ncneseo~eeesws 814 840 686 
Merchandise, ~ ¢. Mab66.06 eres can wewesoress 12,801 12,778 11,888 
Miscellaneous. Ha SAGGWe a sw nt SFOS ws isle nw Snowe 10,636 11,034 9,995 
WOURE CHES TOWNE se oicc ccc cciavsccccces 41,887 44,651 40,414 
Total Cars Received from Connections 33,595 33,087 30,927 
WESTERN CANADA 
Grain and Grain Products............ eco 10,259 14,155 16,626 
I case c0eehanneeqns.s4eneewenes coce »765 1,578 
Coal ...e. PU RttMewen On eaapessaenmnean ewer e 4,417 4,296 
RE ee EE Re RS 97 137 
EEE id dln cesnwkutice.:.o ve Gen waeesaesemenne 694 789 
EE a itines op eee cccw cise osseeeoos eevee 169 207 
Po ee a ee ae ewe 138 139 
Other VPorest Products......ccccccccecesece 1,747 1,544 
Ge raciiniecalara Ompaiwad Fase 4:6:6:56'05:06 6 sie ow esianmiers 831 681 
Merchandise, EE AER arcvirararere woouraioereareisioe 4,503 4,635 
en ciipunwwenteces 3,150 3,315 
vi Ro eee re 27,770 31,476 
Total Cars Received from Connections 3,232 3,355 
TOTAL FOR CANADA 
Grain and Grain Products............ soos S02 19,413 
Pe cna ccncveks conse seceineiewe eoogece 2,933 
EE BiG. 6.6'6 06. 6:6.0-6.00:0:0010:0-0.4.0:056 6 BOSCO OS OEE E 9,684 10,037 
EEN (ae ec abigcarennapewaie> os:6-0 6 eiemele de eae eueiniee 422 435 
RIE aicarataelawiararenginsie sivreais:ure.0\siare- croatian ve 3,013 3,531 
EE eicinwe ane re views. oCereeOeeeunae 1,147 1,470 
PR GRE PODS occ ccccccvesecescseee eccee eee 2,080 
Other Forest havering Liman aumererounmmnormmelas 3,085 2,945 
aera iraininigy cid walaae sions oncinsvosinqucwes 1,645 1,521 
Merchandise, L. C. ‘ nbene’newteeeeewruece 17,304 17,413 
Miscellaneous........- staaien aia sk Demiaon 13,786 14,349 
TOC Care: EMG sco vcicciccecsineccssens 69,657 76,127 
Total Cars Received from Connections 36,827 36,442 
CUMULATIVE TOTALS TO DATE 
1926 1925 
Grain and Grain Products................ 468,598 456,144 
BE I owt nvkecrsrccwesscewsewatoowe ee 109,651 118,790 
| ae PETA Vermeeeeeeis Rennneweewer 300,792 215,129 
a (Dense CHONSEIETESR OS INICes 18,270 14/308 
Lumber ...... others winnie biclvivieeie inbternccies 174,179 171,400 
SE arcdiccnighencseeuasaaeeemeneden as 120,684 117,583 
Pulp and Paper... Wiad hisalsn em earem@enre® 113,835 99,578 
Other Forest Products. sia haan pe eineatetalaate/ee 147,863 135,226 
Salsienisha ei Sinieteien waive Sele woe hanle Cueeeaws 84,428 68,716 
pe Se eee 792,387 739,360 
Miscellaneous.........- iigrela wie ale <iois ae Grsiearels 694, 625 628,578 
Total Cave TROON ccc sccccsvccewse 3,025,312 2,765,312 
Total Cars Received from Connections 1,793,009 1,603,933 


MARITIME PROVINCE CLAIMS 


The chief recommendations of the Royal Commission report 
on Maritime Province claims are: 


(1) The commission recommends an immediate reduction of 20 
per cent on all rates charged on traffic which both originates and 
terminates at stations in the Atlantic division of the Canadian Na- 
tional Railways (including export and import traffic, by sea, from 
and to that division) and that the same reduction be applied to the 
Atlantic division proportion of the through rates on traffic originating 
at stations in the Atlantic division (excluding import traffic by sea) 
and destined to points outside the Atlantic division. 

(2) For this purpose it thinks the divisional points should be 
Diamond Junction and Levis, instead of Riviere du Loup and Monk. 

(3) The cost of the relief should be definitely borne by the Dom- 
inion government and would reimburse the Canadian National Rail- 
ways through 3 medium of the Canadian National Railways budget. 

(4) The C. P. R. would also be entitled to equitable consideration 
if . ae ay itself prejudiced as a result of the reduction pro- 
pose 

(5) The commissioners express the view that the railway com- 
mission, in passing on freight rates, should be definitel ly authorized 
to take into account national interests, both producing and consuming, 
and that, if this is not the original intention of section 320 of the 
railway act, it is the intention that should now be imported into it, 
so that the railway commission could, on the ground of national in- 
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terests alone, authorize reductions in rates for the particular section 
of the community, even where such reduction might, on purely com- 
mercial considerations, be regarded as discriminatory and if, from 
public policy, it felt that an experimental rate should be conceded, 
it should be. free to constitute the rate, even although it might not, 
at the time, or of itself, give reasonable compensation to the railway 
company. 

(6) That the horizontal increases during the war have borne 
heavily on the long distance traffic and it recommends that the rail- 
way commission should be authorized to consider the question afresh 
and should be relieved from the necessity of regarding itself as 
bound to make reduction horizontally because the increases have been 
made horizontally. 

(7) The commission states that the difficulties in regard to trans- 
portation for Prince Edward Island to be overcome require a measure 
of capital expenditure, and it recommends that the railway administra- 
tion make a survey as to requirements and the department provide 
pod capital for the improvements to be undertaken as soon as pos- 
sible. 

(8) The commission recommends that the question of additonal car 
ferry or a special freight boat be gone into with a view to improv- 
ing communication and the ferry services should be run under a 
separate account. 

(9) The commission recommends the establishment of statutory 
harbor commission for Halifax and St. John, and expresses the hope 
that = recommendation will not only be accepted, but acted on 
promptly 


IRON AND STEEL TARIFFS SUSPENDED 


On the application of the Algoma Steel Corporation, Ltd., 
the British Empire Steel Corporation, Ltd., the Steel Company 





POSITIONS WANTED OR OPEN 





TRAFFIC MANAGER, sixteen years’ experience. LaSalle 
graduate. Now employed in public service. Wishes position with 
ag industry. Age 35, married, good references. Address 


. W.”, care Traffic World, Chicago, Til. 


Merchandise Storage and Pool Car 
scgcenteesce* Distribution >cssen 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


NEW ORLEANS, LA. 
STORAGE 


Efficient Merchandise Distribution 


THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 





PORTLAND, OREGON 
COLONIAL WAREHOUSE & TRANSFER CO. 


FREE 
Serving man: 


STORAGE AND DISTRIBUTION 


MERCHANDISE 


large National Distributors 
Write or eater 


BONDED 


474 Everett St., or 
for information and rates 13th and Everett Sts. 








ALBANY, Ui. Y. | 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 
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of Canada, Ltd., and the Lysaght Dominion Sheet Metal Cor- 
poration, Ltd., for an order suspending the Canadian Pacific 
Railway Company’s tariff, C. R. C. No. E-4267, and the Canadian 
National Railways tariff C. R. C. No. E-1132, naming rates on 
iron and steel articles, effective December 1, 1926, the Board of 
Railway Commissioners orders that the following tariff sched- 
ules naming rates on iron and steel articles be suspended, pend- 
ing a hearing: 


Canadian National Railways East, 1132; Canadian Pacific Rail- 
way East, 4267; Chatham, Wallaceburg & Lake Erie Railway, 785 
and 783; Essex Terminal Railway, 712 and 713; Grand River Railway, 
209; Lake Erie & Northern Railway, 349; London & Port Stanley Rail- 
way, 362; Michigan Central Railroad, supplement 27 to 3307; Montreal 
& Southern Counties Railway, 103; Pere Marquette Railway, supple- 
ment 40 to 2468; Quebec Railway, Light & Power Company, 120; 
Thousand Islands Railway, 439; Toronto, Hamilton & Buffalo Rail- 
way, 1421; Wabash Railway, 1519 and 1516; Windsor, Essex & Lake 
Shore Rapid Railway, 351. 

All figures in the above are C. R. C. numbers. 


CANADIAN RAIL ACCIDENTS 


Sixty-three persons met death and 296 sustained injuries in 
accidents on Canadian railways in November, according to a 
report issued by the Board of Railway Commissioners. The 
killed included six passengers, 29 railway employes and 28 
others. 

There were 36 railway crossing accidents reported, auto- 
mobiles being involved in 33. 

These figures are well above 1925 totals, the monthly av- 
erage for that year being 22.8 persons killed and 250 injured. 


CANADIAN RAIL EARNINGS 
The gross earnings of the Canadian National Railways for 
the week ended December 7 were $5,089,148, as compared with 
$5,563,643 for the corresponding week of 1925, a decrease of 
$474,495. Earnings for the Canadian Pacific Railway for the 
same period were $4,203,000—a decrease of $465,000. 








BRANCH LINE PROGRAM 

Charles A. Dunning, minister of railways and canals, has 
announced that there will be a new branch line program an- 
nounced at this session of Parliament. The program that re- 
ceived legislative sanction in 1924 was for three years. The 
work on this program ceases with this year. Mr. Dunning is 
not yet in possession of the railways’ proposal, but he expects 
that the new program will include all the lines started but not 
completed under the old program. There will also be several 
branch lines, of which he could not give information as yet, 
because he had not received the recommendations of the railway 
executive. 

The new program will not contain more than two of the 
nine or ten branch lines cut out of the 1924 program by the Sen- 
ate, for the reason that the Canadian Pacific Railway, in the 
meantime, has built over the territory and Parliament would 
not permit duplication. 


CANADIAN CANAL TRAFFIC 

The summary of canal traffic for November shows that 
traffic through the Sault Ste. Marie canals was lighter by 240,413 
tons than in November last year, due to decreases of 3,512,917 
bushels of wheat, $5,368,521 bushels of other grains, 128,938 tons 
of iron ore and 137,958 tons of bituminous coal. Flour showed a 
gain of 168,180 barrels, and anthracite coal a gain of 156,500 tons. 
Since the opening of navigation 84,294,866 tons have passed 
through the locks, which is 4,259,957 tons greater than the same 
period in 1925. 

In the Welland Canal the traffic for November was 82,620 
tons lighter than for the same month last year, the main de- 
creases being oats 24,823 tons, wheat 116,924 tons, oil 18,550 tons, 
pulpwood 17,761 tons and anthracite 2,200 tons. There were no 
cargoes of the two later commodities during November this year. 
Gains were made in barley, 17,342 tons, corn 15,607 tons, iron and 
steel 21,708 tons, and bituminous coal 31,441 tons, The total 
traffic from the opening of navigation to November 30 was 5,150,- 
532 tons, which was 420,311 tons less than 1925, but greater than 
for the entire season of any previous year. 

On the St. Lawrence canals wheat traffic was 103,821 tons, 
or 3,460,700 bushels lighter than in November, 1925. Oats de- 
creased 20,542 tons, pulpwood 5,371 tons, and ores other than 
iron 6,215 tons. Increases were made in barley, 20,310 tons, 
corn 14,168 tons, iron and steel 5,760, oil 12,068 tons, merchan- 
dise 11,792 tons, bituminous coal 37,925 tons, total traffic being 
10,649 tons less than in 1925. The total traffic for the season to 
the end of November was 6,051,425 tons as against 6,120,432 tons 
for the same period last year. - 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has passed the follow- 
ing orders: 


Approving by-law No. 16 of Edmonton, Dunvegan & B. C. Ry., 
appoint J. Callaghan, gqneral manager, to prepare and issue tariffs 
of tolls. 
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_ Authorizing Canadian National Rys. to open for traffic that por- 
tion of its Turtleford S. E. branch from mileage 23.0 to 65.5 Fair- 
holme to Rabbit Lake, including wye at Rabbit Lake, Sask. 

Authorizing regulations governing the location of leading racks 
and unloading points for gasoline, naphtha, or any inflammable liquid 
with flask point below 30 degrees F. for observance of railways sub- 
ject to the board’s jurisdiction. 


ST. LAWRENCE PROJECT 


The United States St. Lawrence Commission held a meeting 
in the office of the Secretary of Commerce on the afternoon of 
December 10. There were present the following: Herbert 
Hoover, Secretary of Commerce; William C. Breed, New York 
City; James P. Goodrich, Winchester, Ind.; James BE. Davidson, 
American Ship Building Company, Bay City, Mich:; Charles 1. 
Allen, the Norton Company, Worcester, Mass.; James R. Howard, 
Chicago, Ill.; James P. Noonan, International Brotherhood Elec- 
trical Workers, Washington, D. C.; Stephen B. Davis, Depart- 
ment of Commerce; and Charles P. Craig, Great Lakes-St. Law- 
rence Tidewater Association, Washington, D. C. 

The recent report of the joint board of engineers on the 
St. Lawrence waterways project was considered, together with 
the other information at the disposal of the commission. The 
commission directed that a report to the President should be 
drawn up as to its conclusions, to be finally approved by the 
commission. It was expected that the report would be com- 
pleted and ready for presentation in about ten days. 


BARGE LINE SERVICE 
“The Secretary of War has just received a report from Brig. 
ren. T. Q. Ashburn, chairman and executive of the Inland 
Waterways Corporation, showing the increasing value to the 
general public of the operations of that corporation and its vari- 
ous subsidiary organizations,” the War Department said in a 
statement issued December 15. Continuing, the department said: 


Previous reports have dealt with wheat and sugar. The present 
report deals with cotton and shows the great public value of the in- 
land waterways in a period of traffic congestion. 

For the three months period, September 1 to November 30, 1925, 
there was handled a grand total of 44,072 bales of cotton and cotton 
linters through Memphis and Vicksburg on the Mississippi, and 
through Birmingport, Mobile and Tuscaloosa on the Warrior. 

For the same period, September 1 to November 30, 1926, there 
was handled a grand total of 149,473 bales, over three times as much. 

For the month of November alone the corporation handled §81,- 
333 bales of which 2,923 moved through the recently completed. term- 
inal at Baton Rouge, La. 

During this month of November alone the barge lines carried 
the —" of 1,350 carloads of 60 bales each, or 18 trains of 75 
cars each. 


MORE MONEY FOR BARGES URGED 

The advisory board of the Inland Waterways Corporation 
met December 15 to consider development of the government 
barge lines on the Mississippi River. No statement was made 
public after the meeting, but it was understood that the board 
had decided to recommend to the Secretary of War to ask 
Congress to appropriate $2,000,000, so that the government could 
buy the remainder of the stock of the Inland Waterways Cor- 
poration. The act creating the corporation provided for a cap- 
ital stock issue of $5,000,000. The government has_ bought 
$3,000,000 of the stock. 

Approximately $1,000,000 of the proceeds from the sale of 
the remaining authorized stock should be spent for additional 
towboats and barges for use on the upper Mississippi River be- 
tween the Twin Cities and St. Louis, according to the view of 
the advisory board, it is understood. It was estimated that for 
$1,060,000 a towboat and 45 barges could be bought for the 
upper river service which will be started this spring. The 
equipment now authorized for the service includes 3 towboats 
and 15 barges. The remaining $1,000,000 of the $2,000,000 which 
would be obtained by the sale of the rest of the corporation’s 
stock would be used in connection with the Mississippi-Warrior 
services, it is understood. 

Secretary of War Davis, it was understood, advised the 
board he would take the recommendations under consideration. 
It was understood that he might submit an estimate to the 
Director of the Bureau of the Budget for the purchase of addi- 
tional stock of the waterway corporation. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended December 11 totaled 14,409 cars as compared with 14,838 
ears (revised) the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 2,048 cars; cauliflower, 117 cars: cabbage, 868 cars; celery, 
846 cars; eggplant, 2 cars; grapefruit, 487 cars; imports, 5 cars; 
grapes, 197 cars; green peas, 7 cars; imports, 1 car; lemons, 143 cars; 
lettuce, 780 cars; mixed citrus fruit, 324 cars; mixed deciduous fruit, 
8 cars; mixed vegetables, 637 cars; onions, 620 cars; oranges, 3,310 
cars; imports, 25 cars: pears, 89 cars; peppers, 21 cars; spinach, 320 
cars; string beans, 53 cars; sweet potatoes, 515 cars: tomatoes, 33 
cars; imports, 22 cars; potatoes, 2,984 cars; imports, 101 cars. 
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BUFFALO 


FOR SALE, 107,000 sq. ft. of waterfront property in the heart of Buffalo’s 
milling, elevator and warehouse district. Only a short distance from the center 
of the city. 

Improvements, 33,000 sq. ft. of excellent ground floor warehouse space, office 
building, and other structures comprising 27,000 sq. ft. 

Over 1,200 feet of private switch tracks, connecting directly with all Buffalo 
roads through the Buffalo Creek Railway. No switching charges. Lake boats 
dock at the property. Cheap and abundant electric power. 

The whole layout constitutes a most desirable location for mill, elevator, 
warehouse or manufacturing plant. 

This property is offered at an attractive price and on favorable terms. 

If you are interested in a very superior location in the city of Buffalo it 
will pay you to consider this. The undersigned will be glad to send you full 
particulars, with price and terms. 


JOHN T. CONLEY 
67 Board of Trade Building 
Chicago, Illinois 
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PIG IRON HEARINGS 


Hearing in I. and S. 2788 and supplementary orders 1 and 2, 
pig iron in Central Freight Association territory, was held be- 
fore Examiner Walsh in Chicago December 13 to 16, inclusive. 
Charles C. Marshall, chairman of the Public Utilities Commission 
of Ohio, P. E. Fickenscher, Public Service Commission of Penn- 
sylvania, H. S. McNeely, Public Service Commission of Indiana, 
and F. M. Wintermute, Michigan Public Utilities Commission, sat 
with Examiner Walsh. 

The tariffs under suspension were to have been effective 
November 1, and later. They proposed a complete revision of 
the rates on pig iron within the territory. 


Eugene Morris, chairman, Central Freight Association, was 
the carrier witness. He said the carriers had been compelled 
to make the revision of rates by the great number of complaints 
registered against them and the continued requests for relief 
and a recognition of the chaotic condition of the general fabric 
within the territory. He explained that it had not been the 
intention of the carriers to increase their revenue by the revision 
but to create a structure that would give proper recognition to 
shipper contention that the paramount consideration involved 
in pig iron rates was that of competitive relations. He said 
the carriers had given more consideration to the relationships 
established than to the level of the rates. He said meetings 
with shippers had shown that a substantial majority of them 
favored the creation of a fabric which gave consideration to 
the major adjustments between the competitive interests. He 
developed the history of the rates in question and presented an 
exhibit showing the adjustment in 1913, at which time it was 
said by a good many of the shippers that the relationships had 
been satisfactory. His second exhibit was arranged to show 
the rates proposed and under suspension as set against rates 
in 1922, after the 10 per cent reduction of July 1, and the re- 
duction of 1913. He said the exhibit set out 1,699 rates in 
each series and was intended to be representative of the pro- 
posed adjustment as a whole. The average of the suspended 
rates was $3.73, as against an average of the rates in 1922 of 
$3.94, which he said indicated that the proposed adjustment 
would give the carriers less revenue on the traffic than they 
were now obtaining. He said it had been the intention of the 
carriers to iron out the low spots in the structure, which were 
usually pointed to as reason someone should have a_ reduc- 
tion, but that there had been more reductions made than in- 
creases. 


The many protestant interests represented put in individual 
objections to such phases of the revision as they found unsat- 
isfactory. Numerous witnesses stated that the proposed adjust- 
ment as a whole was fairly satisfactory, but that, through some 
curious omission or blindness on the part of the carriers, they 
had not been considered. Others condemned the adjustment as 
a whole, though they were of the opinion that a revision was 
necessary. It was frequently stated that the relationships that 
had existed prior to January 1, 1926, were, in their essential 
outlines, satisfactory and that, to the degree the proposed ad- 
justment did not recreate those conditions, it was unsatisfactory. 
Just how great was the failure to do that was pointed out often. 
The fact that there had been a “rate war” between the carriers 
in the past year in which individual carriers had cut rates 
destroying relations between competitors received most of the 
credit for the condition of the rates at present. 


E. C. Sprague, traffic manager, Hanna Furnace Company, 
Cleveland, said competitive relationships was the paramount 
issue involved in the rates and deplored the failure of the pro- 
posed rates to give proper recognition to Ohio groups. His 
principal complaint referred to the failure of the tariffs to give 
proper recognition to the geographical advantages of the Detroit 
furnace of his company. 


Frank R. Vigor, assistant general traffic manager, American 
Rolling Mill Company, Middletown, O., said his company was 
not one of the formal protestants, as it did not believe the record 
in an I. and S. proceeding could be made sufficiently broad to 
cure the ills of the pig iron situation in the territory involved, 
but, fearing silence on their part might indicate they were sat- 
isfied with the proposals, he was there to dispel any such 
notion. He said the dictionary definition of revision was to 
review, reform, improve, and that, with that in mind, he did 
not believe the carriers’ proposals should be called a revision, 
as they did none of those things. But he said there should 
be a revision and that the American Rolling Mill Company be- 
lieved the only way to go about that was to put in a mileage 
scale, which would give each producing point its geographical 
advantage. He said that such a program would be somewhat 
disastrous industrially, but he believed there would be no peace 
until that was done. 


S. S. Bridgers, representing the Marting Iron and Steel 
Company and the Belfont Steel and Iron Company, Ironton, O., 
said a mileage scale would be disastrous to the industry and 
would make over the whole map of the producing side, as its 
entire development had been on a basis of relationships that 
had evolved with the growth of the industry. He said the pro- 
posed adjustment was not as satisfactory as the existing one, 
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but he would have preferred a return to the conditions of De- 
cember 31, 1925. 

J. D. Forest, By-Products Coke Corporation, Chicago, was 
opposed to any suggestion of a mileage basis and said a return 
to the rate relations of 1914 was all that was desired. He said 
the suspended tariffs raised the short-haul rates from Chicago 
and lowered the long-haul rates. He said the low long-haul 
“dumping rates’ were uneconomical and undesirable. And the 
raises on the short-haul rates had the effect of taking territory 
that justly belonged to Chicago away from it. 

There were 14 other protestant appearances. 


RATES ON ALUMINUM 


Hearing in docket 18844, Aluminum Company of America 
against the A. T. & S. F. and others, was held before Examiner 
Walsh in Chicago December 10. 

The complainant charges that ratings and rates on aluminum 
in the manufactured state, in carload, and less-than-carload, in 
and between the three classification territories are unreasonable, 
unjustly discriminatory, and unduly preferential of shippers and 
receivers of tin, copper, brass, and bronze, in violattion of sec- 
tions 1, 2 and 3 of the interstate commerce act. Reasonable 
ratings and rates are asked. 

George D. Winstein, assistant general traffic manager, Alumi- 
num Company of America, told the story of aluminum production 
in the United States, the transportation of the raw materials 
and their characteristics, and made comparisons between alumi- 
num and the other commodities said to receive preferential 
treatment. He said those other commodities were all in direct 
competition with aluminum and he detailed the uses of the 
various metals being considered and the exact nature of the 
competition. He said that, in the production of one ton of 
aluminum, it was necessary for the complainant to move 32 
tons of freight and pay the charges thereon. He said the value, 
weight, and other features of aluminum should justify its being 
classed the same as copper. The present classification of alumi- 
num, he explained, was confused and not uniform in the three 
classification territories. He asked fifth class on the raw ma- 
terials, as now applied to copper, in carloads, and third class 
in less than carload. Fourth class, in carloads, now generally 
applies. He said aluminum was a heavy loading commodity 
and that, in any of its raw forms, it could easily be loaded to 
break down the carrier equipment, and that, while it was more 
expensive a pound than copper, it was much nearer in price 
to copper than to tin, with which it was commonly classed. 
He also pointed out that copper was a higher priced commodity 
than aluminum, measured by volume. 

T. W. Whitaker, traffic manager, Aluminum Goods Manu- 
facturing Company, introduced statistics with reference to 
claims paid on aluminum. He said that, on more than two 
hundred cars of the raw material shipped by his company in 
1924 and 1925, no claims had been paid. 

The carrier witnesses were: A. H. Greenly, Official Classifi- 
cation Committee; W. E. Prendergast, Western Classification 
Committee; E. K. Voorhees, Southern Classification Committee; 
and L. H. Kentfield, representing New England lines. Their posi- 
tion was that aluminum is lighter and more expensive than metals 
on which the classification prayed for apply. The various at- 
tempts previously made by the complainant to obtain the relief 
asked in the case being considered were reviewed and the 
reasons for the denial were detailed. The carrier witnesses pre- 
sented information available in their territories relative to the 
loadings, earnings, and similar matter, comparing aluminum with 
the other metals in question. Some contradictory figures, as 
set against those introduced by the complainant, were introduced 
in connection with the degree to which aluminum is a heavy 
loading commodity. It was held that, by comparisons made, 
taken at widely scattered points, as contrasted to the relatively 
restricted territory from which the complainant had taken illus- 
trations, copper was a much heavier loading commodity than 
aluminum. No change in the present fourth class rating was 
believed to be justified. 


AIR MAIL SERVICE 


Arrangements with the Pennsylvania Railroad Company for 
the stopping of a fast train, leaving the Pennsylvania station in 
New York at 11 a. m., at New Brunswick, N. J., the air mail 
terminal, will permit the moving up of transcontinental air mail 
dispatch one hour and thirty-five minutes, according to an an- 
nouncement by Postermaster General New. The change in 
schedule became effective December 15. 

Under the present schedule, mail destined for air mail dis- 
patch leaves the Pennsylvania station by train at 9:35 a. m., 
while the closing time is 8 a. m., making it almost imperative 
that mail be deposited the preceding evening in order to make 
connection with the transcontinental air mail. The new schedule 
will permit mail prepared the same morning of dispatch to catch 
the westbound plane. 

No change will be made in the transcontinental schedule 
west of Chicago. The difference will be made up between that 
city and New York with the faster Douglas planes now in use. 
The arrival time in San Francisco will be 4:30 p. m., the follow- 
ing day, as at present. 
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SOUTHEAST ADVISORY BOARD 


Continued prosperity was forecast for the southeast in re- 
ports submitted at the sixteenth regular meeting of the South- 
east Shippers’ Advisory Board at New Orleans, December 10. 
Industrial and railroad accomplishments were said to have estab- 
lished new records in 1926 and it was said that all indications 
pointed to even greater achievements in 1927. 

The general chairman of the board, A. G. T. Moore, in his 
report, made a complete survey of the work of the organization, 
taking up each subject that had been docketed. He said that, 
from a consideration of the board’s achievements, it was appar- 
ent that the satisfactory relations existing between carriers 
and shippers did not rest on a foundation of propaganda or 
publicity, but on a basis of efficient transportation, fair and open 
negotiation between shipper and carrier agencies, and a demon- 
stration of actual performance. He reviewed the membership 
growth of the board, pointing out that the industrial member- 
ship had increased from 160 in December, 1925, to 535. 

The commodity committee reports showed that the volume 
of business anticipated for the first quarter of 1927 in the coal, 
coke, fertilizer, iron and steel, machinery, miscellaneous, and 
alcohol industries would be about the same as for the first 
quarter of 1926. Increases ranging from 5 to 25 per cent over 
the first three months of 1926 are expected for the same period 
in 1927 by the furniture, grain and grain products, lumber and 
forest products, paper and paper products, sugar, and petroleum 
industries. 

The movement of cottonseed and its products for the first 
quarter of next year is expected to be heavier than for previous 
years, in part due to the lateness of the crop. 

Cotton production is expected to be the greatest in the his- 
tory of the country. Such embargoes as it has been necessary 
for the carriers to put into effect were attributed to the ab- 
normal movement and were said to have been unavoidable. 

The crushed stone, sand, gravel, and slag committee re- 
ported conditions exceptionally good. 

The movement of manufactured fertilizer will be about the 
same the first quarter of 1927 as it was in the same period of 
1926. 

The fresh fruits and vegetables committee reported on the 
success of steps taken to eliminate marketing difficulties. 

The miscellaneous committee reported bank clearings con- 
tinuing unusually large and heavier for 1926 than for any pre- 
vious year. 

The sugar committee anticipated an increase of 10 per cent 
in the business of the first three months of 1927 as against the 
first three months of 1926. 

The textile committee pointed to the healthy growing con- 
dition of the cotton textile industry. It said the southern in- 
dustry represented an investment of more than a billion dollars 
and that the annual output was in excess of that figure. 

No complaints of improper or inadequate transportation 
were received. 

The railroad representatives reported continued increases 
in the number of carloadings in the southeast. They reported 
7,039,268 car loadings in the district for the first 46 weeks of 
1926 as against 6,867,851 cars for the same period in 1925. 

The number of locomotives and cars awaiting repairs was 
said to be lower than at any other time in recent years. Road 
and terminal conditions were reported as good, and it was said 
that there had been no reports of car shortages. 


GREAT LAKES ADVISORY BOARD 


The meeting of the Great Lakes Regional Advisory Board 
scheduled for January 5 at Toledo has been postponed until 
January 26. 


REVENUE TRAFFIC STATISTICS 


The monthly report of the Bureau of Statistics of the Com- 
mission for September and for the nine months ended with 
September on revenue traffic statistics of Class I roads, not 
including switching and terminal companies, shows that passen- 
ger revenue for the nine months totaled $792,909,829, as com- 
pared wtih $795,593,386 in the corresponding period of 1925, a 
decrease of $2,683,557. For the six months ended with June, 
1926, passenger revenues totaled $504,254,107 as against $498,- 
526,266 for the corresponding period of 1925. The revenues for 
the period of six months indicated that the trend in recent years 
of a reduction in passenger revenues had been broken but the 
figures for the nine-month period show the contrary. 

Revenue passengers carried in the nine months ended with 
September totaled 646,164,000, as compared with 668,895,000 for 
the corresponding period of 1925, a decrease of 22,737,000 pass- 
engers. 

Passenger revenue in September amounted to $92,476,424, 
as compared with $95,550,803 in September, 1925. Revenue 
passengers carried in September totaled 71,948,000, as compared 
with 74,311,000 in September, 1925. 

Detailed statistics contained in the statement follow: 


Revenue tons carried—223,406,000 for September and 207,535,000 


THE TRAFFIC WORLD 


‘for September, 





Vol. XXXVIII, No. 25 





1925; 1,767,374,000 for nine months and 1,665,929,000 
for same period of 1925. 

Revenue tons carried one mile—40,645,148,000 for September and 
37,987,057,000 for September, 1925; 323,190,326,000 for nine months and 
301,731,333,000 for same period of 1925. 

Freight revenue—$443,367,117 for September and $418,994,723 for 
September, 1925; $3,515,674,690 for nine months and $3,315,564,604 
for same period of 1925. 

Revenue per ton-mile—10.91 mills for September and 11.03 mills 
for September, 1925; 10.88 mills for nine months and 10.99 mills for 
same period of 1925. 

Revenue per ton per road—$1.98 for September and $2.02 for 
———. 1925; $1.99 for nine months and $1.99 for same period of 


Revenue per passenger-mile—2.848 cents for September and 2.866 
cents for September, 1925; 2.921 cents for nine months and 2.907 
cents for same period of 1925. . 


OCTOBER REVENUE FIGURES, ETC. 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I roads for October, 1926, and 
1925, and for the ten months ended with October, 1926, and 
1925, for the country as a whole, follow: 


United States 
Item : 1926 1925 
Average number of miles operated....... 237,173.71 236,601.23 
Revenues: 
MIL. bib 4.4.6 ceceararuciaeowias cic-veateieinures $471,477,574 $450,629,149 
PASSENEEL .....cercccceccccccccccccces *82,082,334 $86,528,489 
I otal ai geod via ieee ace alucn Mae wielnl eels xuieras 8,016,277 8,040,854 
NE orice ts Owrnes eoleceUouearaoeuse: 14,608,448 14,905,014 
All other transportation ......cccoces 18,966,157 18,233,741 
Incidental ......seeescccccccccccccces: 13,071,738 12,450,840 
SOU FACING —CEP.. ov cccccccccecccess 1,262,153 1,322,817 
SOUNG BHCTICI——DPF.. o.veicevcviseccesesess 440,105 578,015 
Railway operating revenues ..... 609,044,576 591,532,889 
Expenses: 
Maintenance of way and structures.. 79,341,689 77,181,285 
Maintenance of equipment .......... 111,548,396 110,462,734 
TERED Srevavdvecesseces ia Scene wie sievetora 9,737,394 9,098,288 
CINUEGNION ocicineweseeveceesécevee 195,552,314 193,672,962 
Miscellaneous operations ............. 4,807,347 4,848,056 
MENOENE Slbwede ccc cedcne nies cesecwiosyie: 15,387,713 16,495,849 
Transportation for investment—Cr. .. 1,472,481 1,312,479 
Railway operating expenses..... ~~ 414,902,372 ~~ 410,446,695 
Net revenue from railway operations.... 194,142,204 181,086,194 
AMWAY COX GCCTUAIG: 2 oc csccccccccvcesees 37,368,740 33,916,007 
Uncollectible railway revenues............ 127,433 184,417 
Railway operating income....... 156,646,031 146,985,770 
Equipment rents—Dr. balance............ 8,432,268 7,773,295 
Joint facility rent—Dr. balance........... 2,089,099 1,179,944 
Net railway operating income... 146,124,664 138,032,531 
Ratio of expenses to revenues (per cent.) 68.12 69.39 
TEN MONTHS 
Average number of miles operated....... 236,997.89 236,609.30 
Revenues: 
NN cra tr sca rats ac ae sseie wi eialerece wa cate etwas $3,994,227, 253 $3,772,599,131 
REE iG. cc ceed seciwacueneoweaes 7876,128,294 §883,215,537 
IE ae tric cuca ei gtiek ew alana Gas SL wrens 78,399,417 79,261,148 
ee ne ne eee 120,679,188 117,588,876 
AM other transportation. .......2.00-. 174,092,157 166,547,530 
eS a aS eee 112,703,745 105,939,924 
pe eee 11,193,573 9,155,073 
GOUNE TROUT P—— DE. cccercevvccece reece ces 4,037,139 2,552,507 
Railway operating revenues...... 5,363,386,488 5,131,754,712 
Expenses: 
Maintenance of way and structures. 732,535,796 694,873,097 
Maintenance of equipment .......... 1,074,267,793 1,056,001,961 
PENNS <ccvcice ceoee ees ae warn oaebnee ae 94,910,790 87,775,242 
RP CMEDEL. cccececeeeecese bkeense 1,818,292,327 1,790,345,863 
Miscellaneous operations ...........+: 47,244,092 44,961,611 
NINE. raargs ahicca clare aicearciomieieinaicere slave. were 153,675,720 146,642,442 
Transportation for investment—Cr.... 13,392,263 10,447,413 
Railway operating expenses...... 3,907,534, 255 3,810,152,803 
Net revenue from railway operations..... 1,455,852,233 1,321,601,909 
TIMTWRY CRE GCOTURIS. occccccccccvccccece 329,388,745 299,744,152 
Uncollectible railway revenues............ 1,317,008 1,491,857 
Railway operating income....... 1,125,146,480 1,020,365,900 
Equipment rents—Dr. balance........... 69,714,327 64,971,312 
Joint facility rent—Dr. balance........... 19,,931,692 18,401,424 
Net railway operating income.... 1,035,500,461 936,993,164 
Ratio of expenses to revenues (per cent) 72.86 74.25 


*Includes $3,436,784 sleeping and parlor car surcharge. 
tIncludes $3,657,779 sleeping and parlor car surcharge. 
yIncludes $35,012,015 sleeping and parlor car surcharge. 
§Includes $33,230,012 sleeping and parlor car surcharge. 


HOOVER OPTIMISTIC ON AIR SERVICE 


Secretary Hoover, of the Department of Commerce, ex- 
pressed the belief this week that there would be built up an 
efficient air service in the United States for mail and express 
service, with passenger traffic as a side line, without a govern- 
ment subsidy. He estimated that there would be 10,000 miles 
of airways in active operation by July 1, 1927. It had been 
previously estimated that only 4,000 miles would be in operation 
at that time. Comment was made on the fact that there was 
not a single air service in Europe that was not subsidized. 
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DENVER, COLORADO | 
Kennicott-Patterson Warehouse Corporation 











OF nn LOT NETS 


JOS. STOCKTON TRANSFER CO. 


1020 South Canali St., near Taylor St. 


Teaming of Every Description—-City Delivery Service 
and Carload Distributors 


CHICAGO @ ANIO a2 
Jar Shows gwithinwhite 
area towns whe 
DECATUR Camm Decatur, Ieuinors 


ILLINOIS WAREHOUSES delivers t Cl Freight 


atless cos saistlane ither 
DECATUR, ILLINOIS Cricaco or St. louis 
DISTRIBUTION 4~c WAREHOUSING 





STORAGE AND DESTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information end rates 


1700 Sixteenth Street, DENVER, COLORADO 


YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN OUR 


FIREPROOF 
WAREHOUSE 


With Care, Speed 
» and Courtesy 


MEMBER A. W. A. 
MERCANTILE STORAGE & WAREHOUSE CO. 


HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


The Largest and Finest Hotel in the State 
“The Leading Hotel of Denver” 


“‘CHIEF’’ GONZALEZ and HIS “ROYALS” 
EVERY EVENING 


CHARLES F. CARROLL, General Manager 


- The “Metropole” is now an Annex to the “Cosmopolitan” 





Your Customers Know 
EDGAR’S 
Fireproof Const. Warehouses 
Economical Automobile 
Truck Service 


Negotiable Warehouse Receipts 
Issued 


Field Warehousing 
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ST. PAUL, MINNESOTA 





**To Serve the Northwest’ 


ST. PAUL TERMINAL WAREHOUSE C0. 


Storage of Merchandise — Pool Car Distribution 
Licensed by and bonded to the State of Minnesota 






BUILDS BETTER BUSINESS 


MERCANTILE WAREHGUSING AND DISTRIBUTING 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 















Foreign Freight 
Forwarders 


‘Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


1,500,000 SQUARE FEET 


OF. 
Modern Fireproof Warehouse Space .n Los Angeles and at the Port 
of Les Angeles 
Free and U. 8S. Customs R gy ne Storage 
urance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 


Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cetten Pressed to High Density 
We can serve you in some capacity and would suggest that yeu 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


ta ge yond 


Cc. R. 
Alfred and Be oy = ae. R. R. 
pours an . Cc. a Gc P. 


Giay“and Deeulnre Btu, M. C., @. T. 


Campbell Ave. and Gaten, Beit. Ry., 
Wabash and P. M. R. B., Pean. Ry. 

Division and Dequindre a G@. T. R. R. 
foot of Oe t., River, Paeaan 


Junction Ave., poee. R Wabash 

- we 1 a. Pean. Ry. a wid 
auderdaie Ave. Senetion to 

P. M., Wabash and U ion "Balt, Ponte fe: 
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BIG ROAD FIGURES 


Class I railroads having annual operating revenues above 
$25,000,000 each had an aggregate net railway operating income 
of $872,565,885 in the ten months ended with October, as com- 
pared with $790,064,390 for the corresponding period of 1925, 
according to the monthly statistics prepared by the Bureau of 
Statistics of the Commission on operating revenues and operat- 
ing expenses of large steam roads. For October the net was 
$123,556,440, as compared with $117,629,186 for October, 1925. 

The detailed figures for individual roads, covering operating 
revenues, operating expenses, net railway operating income and 
operating ratio, for the month of October, 1926 and 1925, follow: 

Net Oper- 
railway ating 


operating ratio 
income %o 


$123,556,440 68.2 
117,629,186 69.4 

























































































Operating 


revenues 
Total—Roads reported: 
1926 $515,399,083 
1925 501,919,037 


Operating 
expenses 


$351,755,571 
348,526,439 


























New England Region: 
Boston & Maine— 






















































































1926 7,274,045 5,653,545 1,027,252 77.7 
1925 7,282,056 5,382,661 1,329,991 73.9 
New York, New Haven & Hartford— 
1926 12,002,057 8,347,951 2,486,198 69.6 
1925 11,874,349 8,607,126 2,284,689 72.5 
Great Lakes Region: 
Delaware & Hudson— 
1926 4,384,264 3,112,275 1,111,861 71.0 
1925 2,634,934 2,597,357 *76,680 98.6 
Delaware, Lackawanna & Western System— 
1926 8,274,782 5,349,809 2,244,326 64.7 
1925 6,477,320 4,780,180 1,156,194 73.8 
Erie (including Chicago & Erie)— 
1926 12,309,002 8,858,456 2,623,876 72.0 
1925 10,477,680 8,213,023 1,478,325 78.4 
Lehigh Valley— 
1926 7,590,068 5,424,653 1,651,135 71.5 
1925 5,894,306 4,932,216 686,261 83.7 
Michigan Central— 
1926 8,313,235 5,827,299 1,911,181 76.1 
1925 8,294,625 5,486,270 2,227,660 66.1 








New York Central Catotins Boston & Albany)— 











































































































































































































926 34,903,683 26,845,904 5,900,162 76.9 
1925 35,583,511 27,275,611 6,272,003 76.7 
New York, Chicago & St. Louis— 
1926 5,053,665 3,552,151 1,247,195 70.3 
1925 5,156,441 3,597,318 1,208,804 69.8 
Pere Marquette— 
1926 4,512,217 2,766,584 1,312,995 61.3 
1925 4,255,831 2,679,001 1,260,941 62.9 
Pittsburgh & Lake Erie— 
1926 3,117,824 2,482,500 822,418 79.6 
1925 2,752,457 2,195,991 728,944 79.8 
Wabash— 
1926 6,652,166 4,366,929 1,694,187 65.6 
1925 6,639,832 4,574,009 1,598,074 68.9 
Central Eastern Region: 
Baltimore & Ohio— 
1926 23,899,632 16,851,115 5,655,088 70.5 
1925 23,736,093 16,858,734 5,416,924 71.0 
Central of New Jersev— 
1926 5,523,145 4,217,696 754,190 76.4 
1925 4,359,779 3,478,761 420,525 79.8 
Chicago & Eastern Illinois— 
1926 2,661,530 1,887,935 547,761 70.9 
1925 2,488,393 1,912,306 417,169 176.8 
Cleveland, Cincinnati, Chicago & St. Louis— 
® 1926 8,449,114 6,168,723 1,752,760 73.0 
1925 8,348,701 6,165,196 1,778,919 73.8 
Elgin, Joliet & Eastern— 
1926 2,247,511 1,428,436 514,694 63.6 
1925 2,073,982 1,418,409 352,924 68.4 
Long Island— 
1926 3,353,909 2,492,279 478,163 74.3 
1925 2,959,267 2,447,042 227,562 82.7 
Pennsylvania— 
1926 67,051,899 48,221,355 13,709,437 71.9 
1925 62,600,963 46,587,082 12,592,143 74.4 
Reading— 
1926 9,283,311 6,206,151 2,793,487 66.9 
1925 7,261,311 5,532,262 1,560,437 76.2 
Pocahontas Region: 
Chesapeake & Ohio— 
1926 12,641,340 8,206,511 3,816,971 64.9 
1925 11,783,727 8,326,990 2,987,392 70.7 
Norfolk & Western— 
1926 11,051,990 6,195,801 3,938,988 56.1 
1925 10,192,055 6,187,257 3,460,124 60.7 
Southern Region: 
Atlantic Coast Line— 
1926 7,313,297 5,816,950 1,043,181 79.5 
1925 8,504,905 5,926,168 1,907,594 69.7 
Central of Georgia— 
1926 2,874,081 1,974,439 698,989 68.7 
1925 2,888,666 1,978,494 707,552 68.5 
Illinois Central— 
1926 15,035,731 11,096,286 2,800,274 73.8 
1925 14,757,357 11,029,135 2,651,130 74.7 
Louisville & Nashville— 
1926 13,023,367 9,584,626 2,764,538 73.6 
1925 13,142,831 9,502,508 2,985,695 72.3 
Seaboard Air Line— 
1926 5,422,359 3,977,308 1,094,902 73.4 
1925 6,008,211 4,450,660 1,063,213 74.1 
Southern— 
1926 13,535,623 8,914,732 3,682,575 65.9 
1925 13,901,740 9,148,196 3,658,005 65.8 
Yazoo & Mississippi Valley— 
1926 3,103,140 2,200,059 496,888 70.9 
1925 3,312,319 2,279,636 750,707 68.8 











Central Western Region: 


Southwestern Region: 
Galveston, ns * San Antonio— 


New England Region: 
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Northwestern Region: 


Chicago & North Western— 
1926 $14,895,485 
1925 14,772,076 
Chicago, Milwaukee & St. Paul— 
1926 15,480,918 
1925 16,240,927 


Chicago, St. Paul, Mingeapolis & Om 


2,476,393 
1925 2,578,985 


1926 14,503,091 
1925- 13,821,116 


Great Northern— 
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$ 10,770,481 
11,043,783 


11,332,813 

11,594,232 
aha— 
1,830,888 
1,959,056 


6,876,550 
6,872,256 


Minneapolis, St. Paul & Sault Ste. Marie— 


1926 4,387,392 
1925 5,177,686 


1926 10,291,216 
1925 10,685,622 


Northern Pacific— 


~ 3,011,771 
3,324,414 


5,853,185 
5,940,441 


Oregon-Washington a R. & Navigation Co.— 


26° 3,174,296 
1925 2,807,826 


Atchison, Topeka & Santa Fe— 
1926 20,914,945 
1925 21,141,579 
Chicago & Alton— 
1926 2,840,426 
1925 2,990,994 
Chicago, Burlington & Quincy— 
1926 15,965,260 
1925 15,751,770 
Chicago, Rock Island & Pacific— 
1926 11,991,765 
1925 11,699,444 
Denver & Rio Grande Western— 
1926 3,503,188 
1925 3,680,682 
Oregon Short Line— 
1926 3,849,772 
1925 4,298,584 
Southern Pacific (Pacific System)— 
19 20,838,186 
1925 21,161,076 


1926 12,922,280 
1925 14,222,318 


. 
na 


Union Pacific— 


3,155,111 

1925 2,733,066 

Gulf, Colorado & Santa Fe— 

1926 3,347,221 

1925 2,829,165 

Missouri-Kansas-Texas— 

1926 3,230,136 

1925 3,249,580 

Missouri-Kansas-Texas of Texas— 
1926 


2,366,428 
1925 2,165,171 


1926 12,712,588 
1925 12,190,647 
St. Louis-San Francisco— 
1926 


9 
1925 59 


Missouri Pacific— 


Texas & Pacific— 
1926 3,397,054 
1925 3,481,478 


1,911,037 
2,083,024 


11,928,450 
11,556,939 


2,159,847 
2,134,097 


10,413,972 
10,503,971 


8,516,933 
8,352,635 


2,395,015 
2,516,543 


2,177,628 
2,386,587 


12,633,846 
12,976,942 


6,824,300 
7,430,536 


2,092,948 
1,942,250 


2,076,621 
1,659,442 


2,181,709 
2,171,186 


5,642,499 
5,888,068 


2,287,097 
2,314,462 


$ 2,908,533 
2,722,768 


2,800,225 
3,367,968 


452,567 
416,045 


6,124,043 
5,564,800 


957,641 
1,274,526 


3,714,655 
4,094,711 


907,684 
365,338 


7,229,121 
7,704,618 


407,341 
570,986 


3,981,394 
3,893,056 


2,505,479 
2,477,855 


897,473 
922,551 


1,195,960 
1,501,678 


5,875,878 
5,942,989 


4,600,311 
5,599,750 


677,360 
632,617 


819,592 
1,025,537 


781,657 
863,042 


667,997 
552,294 


2,330,150 
2,110,433 


2,245,869 
2,046,009 


899,838 
886,394 


The figures for the ten months ended with October, 


and 1925, follow: 
Total—Roads reported: 


1926 $4,534,737,963 $3,312,272,579 $872,565,885 


aine— 
sseeiatinasions 1926 68,057,647 
1925 67,933,952 
York, New Haven & Hartford— 
a . 1926 111,937,333 
1925 109,764,188 


Delaware & Hudson— 
1926 38,434,144 
1925 37,052,813 


Great Lakes Region: 


51,636,734 
52,755,325 


82,123,576 
81,399,035 


28,324,872 
29,202,490 


Delaware, tanienvenee, & Western System— 


926 73,620,964 

1925 71,642,690 
Erie (including Chicago & Erie)— 

19 104,543,207 
1925 100,284,812 


1926 67,037,220 
1925 64,281,477 
Michigan Central— 
1926 81,066,251 
1925 76,435,291 


to 
a 


Lehigh Valley— 


New York Central oe Boston & Albany)— 


332,082,801 
1925 319,883,862 
New York, Chicago & St. Louis— 
1926 46,001,150 
1925 45,489,832 


1926 38,469,805 
1925 34,946,724 
Pittsburgh & Lake Erie— 
1926 28,079,617 
1925 26,589,147 


1926 59,514,722 
1925 57,544,364 


Pere Marquette— 


Wabash— 


51,400,453 
52,753,012 


82,434,318 
78,529,079 


50,144,782 
48,538,775 


54,943,528 
51,380,101 


246,485,158 
237,868,961 


33,392,197 
32,629,769 


26,438,337 
25,373,587 


22,542,602 
21,383,846 


44,184,940 
43,049,864 


1925 4,343,285,607 3,233,663,798 790,064,390 


11,132,108 
10,055,019 


19,765,438 
19,098,177 


8,950,865 
6,911,742 


16,220,973 
13,359,341 


14,998,486 
15,233,895 


12,110,281 
11,538,672 


19,941,521 
20,025,566 


61,172,875 
58,190,294 


8,610,458 
9,050,677 


8,521,128 
7,023,492 


»462,232 
,062,942 


7,4 
7,0 
9,786,657 
9,331,972 
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FEDERAL 
Compress & Warehouse Co. 


SPECIALISTS IN 
Merchandise Storage 
Pool Car Distribution 


Warehouse located in the 
heart of Jobbing District 
and Railroad Terminals. 


We operate our own motor fleet 


MEMBER A. W. A. 


Warehouse, 589 South Front Street 
Office, Falls Bldg., P.O. Box 1025 


MEMPHIS, TENN. 


ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse {fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Ine., ®°s2s"'* 
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PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


' From San Francisco From Los Angeles 
S. S. VENEZUELA .......... December 31 January 2 
Ss. S. ECUADOR January 22 January 24 
Ss. S. COLOMBIA February 19 February 21 
Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 
Trans-Shipment at Panama for South American and European Ports 
OFFICES 
350 Marquette Bldg., Chicago, III. 
10 Hanover Sq., New York, N. Y. 


2 Pine Street, San Fancisco, Cal. 
548 So. Spring St., Los Angeles, Cal. 


WORLD WIDE 


FREIGHT SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 


104 SHIPS 1,120,187 TONS 
55 Years’ Experience 


International Mercantile Marine Company 
White Star Line American Line Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Canadian Services 

A. C. FETTEROLF, Vice-President—Freight Traffic 

No.1 Broadway, New York City. J.D. ROTH, G.W.F.A., 327 S. La Salle St., Chicago 


THE 
ORIENT— 
QUICKLY 


When speed counts in Express, Freight or 
Passenger Service to Japan, China and the 
Philippines, use the ADMIRAL ORIENTAL 
LINE. Sailings every twelve days from 
Seattle, Wash., via THE SHORT ROUTE 
across the Pacific. Through bills of lading 
to any point in the Orient. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL 
ORIENTAL 
LINE 


Other Offices at New Yerk, Beston, Philadelphia, Detroit, Chicago, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Victoria, B. C. 


SEATTLE, WASH. 





THE TRAFFIC WORLD Vol. XXXVIII, No, 25 awe 


Net Oper- 
railway ating 


Central Eastern Region: 


Pocahontas Re 


Southern Region: 


Southwestern Re 


Operating Operating 


revenues 


Baltimore & Ohio— 
1926 208,671,555 
1925 196,486,614 
Central of New Jersey— 
1926 50,285,015 
1925 47,337,872 
Chicago & Eastern Illinois— 
926 23,279,486 
1925 21,577,268 


expenses 


153,306,385 
148,719,224 


36,206,780 
34,682,582 


18,753,146 
18,094,861 


Cleveland, oe & St. Louis— 


78,736,320 
1925 75,992,300 


Elgin, Joliet & Eastern— 
1926 
1925 


1926 
1925 


1926 
1925 


1926 


1925 
gion: 

Chesapeake & Ohio— 
1926 
1925 

Norfolk & Western— 
1926 
1925 


22,275,784 
20,930,751 


33,409,213 
31,463,240 


588,442,779 
557,069,209 


81,219,083 
77,039,710 


Long Island— 
Pennsylvania— 


Reading— 


110,302,681 
101,776,150 


98,303,083 
86,389,979 


r-4 
Atlantic Coast — 


81,040,481 
76,370,332 


26,785,479 
24,929,488 


131,612,959 
126,240,787 


f Georgi — 

Central o ts) — 
” 1926 
1925 


1926 
1925 


Louisville & Nashville— 
1926 122,765,957 


1925 117,310,273 
Seaboard Air Line— 
55,576,939 


1926 
50,993,446 


1925 
1926 129,448,581 
1925 123,026,510 
Yazoo & Mississippi Valley— 
1926 25,763,388 
1925 26,690,831 


hicago North Western— 
— acta 1926 130,067,467 
. 1925 | 124,072,234 
Chica Milwaukee & . Paul— 
- 1926 134,178,623 
1925 134,632,455 


Illinois Central— 


Southern— 


Northwestern Region: 


58,391,835 
55,424,242 


14,336,157 
14,447,167 


23,834,062 
22,431,251 


452,473,916 
434,861,792 


60,489,253 
57,580,577 
75,631,998 
74,256,477 
58,563,687 
56,444,928 
58,864,601 
52,695,645 


19,947,012 
18,866,910 


100,930,968 
97,147,654 


92,825,744 
89,848,285 


41,040,651 
38,193,131 


89,918,342 
86,461,847 


20,264,775 
19,244,148 


99,226,413 
96,195,579 


107,486,221 
109,358,712 


Chicago, St. Paul, per & Omaha— 


22,008,934 
22,488,632 
Great Northern— 

1926 97,054,170 


1925 94,658,930 

Minneapolis, St. Paul & Sault Ste. 
1926 39,196,822 

1025 41,165,654 


1926 81,353,906 
. 1925 80,268,359 
Oregon- Washington Rue™ 


1925 


1925 


Northern Pacific— 


25,697,543 
23,148,418 


Central Western Region: 


hison, Topeka & Santa Fe— 
— ’ 1926 171,686,076 
1925 161,166,963 


1926 26,004,928 
- re ne 

, Burlington & Quincy— 
ae a 1926 133,452,934 
1925 131,685,382 

Chicago, Rock Island & Pacific— 
1926 108,459,460 
ee ap nal 

i Tran estern— 
—— =o 1926 28,222,233 


- u 1925 27,425,620 
hort Line— 
ee 30,657,348 


1926 
28,674,720 


Chicago & Alton— 


1925 

Squthern Pacific (Pacific System)— 
1926 180,424,622 

1925 175,264,572 


1926 95,430,807 
1925 90,434,629 


Union Pacific— 


gion: 


17,856,710 
17,930,211 


63,204,745 
63,725,194 


Marie— 
30,063,372 


30,240,519 


57,719,097 
59,098,906 


& Navigation Co.— 


18,908,979 
18,802,131 


111,613,654 
113,056,589 


20,304,073 
19,357,765 


95,592,992 
96,617,831 


81,688,343 
80,582,280 
20,410,152 
2 31 


21,309,743 
20,922,090 


123,546,967 
125,167,782 


62,412,252 
59,116,593 


Galveston, Harrisburg & San Antonio— 


926 25,224,807 
1925 24,419,367 
Gulf, Colorado & Santa Fe— 
1926 26,045,088 
1925 23,638,666 
Missouri-Kansas-Texas— 
1926 29,297,201 
1925 29,115,644 
Missouri-Kansas-Texas of Texas— 
1926 18,210,689 
1925 17,914,420 


1926 111,464,381 
1925 108,314,427 


Missouri Pacific— 


20,131,137 
20,043,106 


18,928,409 
18,077,161 


19,665,924 
18,508,962 


13,367,130 
14,029,731 


85,524,097 
85,050,276 


operating ratio 


income 


43,234,603 
35,076,446 


8,676,212 
7,700,599 


1,993,993 
1,471,980 


15,168,914 
15,047,455 


5,100,156 
3,543,185 


5,580,925 
6,092,026 


90,787,099 
83,704,788 


17,778,148 
17,123,925 
30,357,660 
25,275,737 
33,368,502 
25,469,340 
14,610,711 
16,995,064 


5,029,532 
4,425,962 


21,772,637 
20,247,902 


23,518,531 
22,156,564 


9,630,841 
8,810,619 


29,748,598 
28,202,324 


2,686,823 
5,093,418 


20,960,701 
18,353,938 


15,302,942 
12,999,478 


2,486,484 
2,675,335 


24,888,197 
21,975,119 


5,641,197 
7,150,780 


19,314,329 
16,684,295 


3,841,418 
1,602,960 


44,368,186 
34,992,644 


2,904,880 
3,703,085 


25,244,064 
23,324,416 


16,629,051 
13,096,297 


6,466,477 
5,447,133 


5,873,131 
4,741,082 


39,005,429 
32,818,323 


23,182,488 
23,534,149 


3,031,012 
2,804,336 


4,635,707 
3,473,837 


7,627,806 
8,814,065 


2,550,834 
1,396,810 


16,895,277 
14,549,788 


Yo 


73.5 
75.7 


72.0 
73.3 


80.6 
83.9 


74.2 
72.9 


64.4 
69.0 


71.3 
71.3 


76.9 
78.1 


74.5 
74.7 


St. Louis-San Francisco— 
1926 


1925 

Texas & Pacific— 
1926 
1925 


74,971,112 
74,139,666 


28,865,168 
28,305,842 


51,688,008 
51,481,787 


21,793,352 
21,502,797 


19,242,739 
18,009,434 


4,756,629 
4,597,963 
*Deficit. 


PAY ROLLS OF LARGE ROADS 


The Bureau of Statistics of the Commission has prepared 
a chart showing the percentage relation of the September pay 
rolls of 20 leading railroads to total pay rolls of all Class | 
railways, excluding switching and terminal companies. Included 
in the systems are Class I subsidiary railways but not switching 
and terminal companies, except three that could not be separated 
from the system report. In a small number of cases roads of 
Class II and III are included in the system report: 

The compilation was made for September, 1926. It shows 
that the pay roll of the Pennsylvania system was $32,458,870, 
or 12.9 per cent of total pay rolls of Class I roads. The New 
York Central Lines came next with a pay roll of $24,644,710, or 
9.8 per cent. The Southern Pacific Lines was third with a pay 
roll of $12,202,280, or 4.9 per cent. The remainder of the lines 
and the pay rolls, with the percentages, were as follows: Atlantic 
Coast Line system, $12,081,277, or 4.8 per cent; Baltimore & 
Ohio system, $10,528,360, or 4.2 per cent; Illinois Central system, 
$9,613,912, or 3.8 per cent; Atchison system, $9,114,828, or 3.8 
per cent; Southern Railway system, $8,330,006, or 3.3 per cent; 
Chicago & North Western system, $8,117,630, or 3.2 per cent: 
Missouri Pacific system, $7,894,775, or 3.1 per cent; Union 
Pacific system, $7,795,583, or 3.1 per cent; Chicago, Milwaukee 
& St. Paul, $7,292,663, or 2.9 per cent; Burlington route, $7,186, 
190, or 2.9 per cent; New Haven system, $5,737,086, or 2.3 per 
cent; Chesapeake & Ohio system, $5,334,419, or 2.1 per cent: 
Chicago, Rock Island & Pacific system, $5,298,245, or 2.1 per 
cent; Erie system, $4,633,697, or 1.8 per cent; Great Northern, 
$4,350,039, or 1.7 per cent; Norfolk & Western, $4,274,163, or 
1.7 per cent, and Northern Pacific, $3,854,108 or 1.5 per cent. 


The pay rolls total $190,742,841, or 75.7 per cent of the total 
pay rolls of Class I roads. 


RAIL- WAGE STATISTICS 


Class I railroads in September had 1,855,193 employes to 
whom total compensation for the month of $254,264,521 was paid, 
according to statistics prepared by the Bureau of Statistics of 
the Commission. The number of employes was practically the 
same as reported for the preceding month—1,853,070—but the 
total compensation showed a decrease of $2,496,847, due princi- 
pally to the fact that September had one less working day than 
August. Compared with the returns for September, 1925, the 
number of employes showed an increase of 2.9 per cent, and 
the total compensation an increase of 4.1 per cent. 


MEDIATION BOARD APPOINTMENT 


President Coolidge has renominated Hywel Davies, of Cali- 
fornia, to be a member of the Board of Mediation for a term 
expiring five years after January 1, 1927. Mr. Davies is now 
serving as a member of the board under an appointment for one 
year. That appointment was dated back to January 1, 1926, 
although the board was not organized until last July. To pre- 
vent the terms of the five members of the board expiring at 
the same time, the railway labor act provided for the appoint- 
ment of the first five members of the board for terms of one, 
two, three, four and five years. Mr. Davies originally was ap- 
pointed for the one-year term. 


VOLUME OF TRAFFIC 


The greatest volume of freight ever handled by the railroads 
of this country in any one month was moved in October this 
year, according to an announcement by the Bureau of Railway 
Economics which says: 


This freight traffic amounted to 48,273,089,000 net ton-miles, which 
exceeded by 3,944,912,000 net ton-miles or 8.9 per cent the best previous 
record for any month which was established in September this year. 
This heavy freight movement, however, was handled without trans- 
portation difficulties or car shortage except in certain isolated in- 
stances which were speedily met. 

Freight traffic in October was an increase of 4,219,546,000 net ton- 
miles or 9.6 per cent over the same month last year and an increase 
of 5,139,266,000 net ton miles or 11.9 per cent over the same month 
in 1924 

In the eastern district, there was an increase of fifteen per cent 
in the amount of freight traffic handled in October compared with 
one year ago while the southern district showed an increase of 2.1 
per cent. The western district reported an increase of 5.5 per cent. 

The railroads also handled a record traffic during the first ten 
months this year. This traffic amounted to 405,131,386,000 net ton- 
miles which was an increase of 19,107,698,000 net ton-miles or 4.9 per 
cent over the previous high record for the first ten months which 
was established in 1923. The volume of freight handled in the first 
ten months this year was also an increase of 7.3 per cent over the 
Sereoepeas period in 1925 and an increase of 13.6 per cent over 


For the first ten months period, the railroads in the eastern dis- 
trict showed an increase of nine per cent over the same period last 
year while the railroads in the southern district showed an increase 


of 7.1 per cent. The roads in the western district reported an increasé 
of 5.1 per cent. 
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“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of ‘lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, P. Pincha, 
39 South St. Drexe Blis. Oliver ig ta. 
And at our Branch Offices at ports of call, etc. 


ea Ship by Water 


TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


SUNUGENTCO December 15th 
SULANIERCO December 24th 
SUMANCO December 31st 


GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 
From From 
Mobile New Orleans 
. Dec. 18th 
Jan. 8th 
Jan. 22nd 





COASTWISE GULF SERVICE 
From Port Newark, N. J., to Beaumont, Texas 
Serving Texas and the Southwest 
Sailings every 10 day every 10 days 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 Nassau St., New York York City 


cies: Bea t, Buffalo, Chi Los heads 
a Gaicona, Peamnedia, Ved aoe hay Aree _— 
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GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 


Los Angeles, San Francisco, Oakland 
Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 


SWAYNE & HOYT, INC., General Agents Pacific Coa t 
430 Sansome Street, San Francisco, Cal. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 
H. KENNEDY, ee Western Agent 
320 Merchants Fa beans Buildi St. Louis, Mo. 
W. J. SMITH, General Agent 
209 South La Salle Street Chicago, Ih. 


United Fruit Company 
General Offices, One Federal Street, Boston, Mass. 
STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 


JAMAICA COLOMBIA 
Kingston Cartagena 
bia 
Port Antonio Puerto Colom 


CANAL ZONE ago <hmeny 
Cristobal 


PANAMA 
Bocas del Toro 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 
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THE ALASKA RAILROAD 


The Interior Department appropriation bill, carrying $1,400,- 
000 for the Alaska Railroad for the next fiscal year and the 
provision for extending the services of the line by steamship 
line-operations, was passed by the House December 15. Repre- 
sentative Treadway, of Massachusetts objected to the steamship 
operation provision, but later withdrew the objection. It was 
admitted that the provision was subject to a point of order, but 
Representative Cramton, in charge of the bill, succeeded in 
removing opposition with a plea that the provision was neces- 
sary to promote the development of the railroad and territory. 
The bill provides that of the $1,400,000, $500,000 shall be avail- 
able only for such capital expenditures as are chargeable to 
capital account under accounting regulations prescribed by the 
Interstate Commerce Commission, and that the $500,000 shall 
become available immediately. 

The bill contains a provision authorizing The Alaska 
Railroad to operate and maintain ocean-going or coastwise 
vessels by ownership, charter or arrangement with other 
branches of the government for the purpose of providing addi- 
tional facilities for the transportation of freight, passengers or 
mail for the benefit and development of industries and travel 
affecting territory tributary to The Alaska Railroad. In explana- 
tion of the provision it was stated that the private steamship 
lines did not seem to develop accommodations that were neces- 
sary and that maintenance of steamship service in connection 
with operation of the railroad would increase its value in devel- 
oping the territory of Alaska. A recommendation that such a 
provision be inserted in the law was made by Noel W. Smith, 
general manager of the railroad. In a letter to Representative 
Cramton, Mr. Smith, in part, said: 


It will be noted that I have specified ‘‘coastwise’’ vessels, rather 
than restrict the operation to voyages between Seattle and Seward; 
this is chiefly for the reason that the most feasible plan may call for 
operation between Juneau or Skagway and Seward, connecting with 
the White Pass and Yukon Route, and the Canadian and other boats 
operating to Skagway. This would provide greatly increased accom- 
modations for tourists and other passenger travel to and from the 
railroad territory. Furthermore, it would be necessary to make a 
number of stops, at various ports, in order to give tourists the same 
opportunities as are afforded by the present lines. 

I have also in mind the possibility of providing freight and pas- 
senger service to nearby points, from Seward and on Cook Inlet from 
Anchorage, where the present service is inadequate. 

We do not have in view the maintenance of any service that will 
not be at least approximately self-supporting. To a great extent the 
service we have in mind will be practically extension of the service 
of the railroad to embrace a much larger area in Alaska and connect 
the interior districts with the population and industries along the 
coast. In the matter of freight service this will be especially effective 
in the handling and development of coal shipments. 


Operation of the Alaska railroad was praised in an address 
by Representative Shreve, of Pennsylvania, who made a trip 
over it. In conclusion, he said: 


In conclusion I wish to repeat that I found the Alaska Railway 
in exceptionally capable hands. The project is doing just what it 
was intended to do—aid in the development of our northern frontier 
—and it is showing results. 

I do not regard it as an experiment to test the theory of govern- 
ment ownership of railroads. Conditions and problems are entirely 
dissimilar from those of our well-established lines in the “states.” 
I do regard it as a splendid demonstration of the manner in which 
a progressive nation can effectively stimulate the development of 
a distant frontier. I believe our investment there is a good one. 

‘ locasissialsaialamaaeaaciai 


CONTROL OVER NEW LINES 


Representative Jones, of Texas, in an address in the House, 
opposed control by the Commission over proposed construction 
of railroads. He argued that if a permit was to be required 
for new construction, the Commission’s authority should be 
restricted to interstate lines and state commissions should have 
the authority to pass on applications relating to lines wholly 
within state boundaries. Representative Rayburn, of Texas, in 
an address at the last session of Congress, opposed propoals to 


deprive the federal Commission of its power over new construc- 
tion of lines. ; 


PARKER COAL BILL 


Representative Parker, chairman of the House committee 
on interstate and foreign commerce, has introduced H. R. 14684, 
a bill to protect the government and the public from shortages 
of coal. The bill is a revision of H. R. 12209, introduced at the 
last session by Mr. Parker. The bills would increase the emer- 
gency powers conferred on the Interstate Commerce Commission 
in connection with distribution of coal as provided in the coal 
emergency act of September 22, 1922. 





SENATE COMMITTEE ASSIGNM ENTS 


Senator Metcalf, of Rhode Island, and Senator Du Pont, of 
Delaware, Republicans, were assigned this week to the Senate 
interstate commerce committee to fill the vacancies caused by 
the deaths of Senator Cummins and Senator Fernald. The as- 
signments were approved by the Senate. 

Senator Hawes, Democrat, of Missouri, who resigned from 
the house committee on interstate and foreign commerce at 
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the last session of Congress to run for United States senator 
from Missouri, has been assigned by the Democrats to the 
Senate interstate commerce committee. The assignment was 
approved by the Senate. Senator Hawes was elected to fil] 
the vacancy caused by the death of Senator Spencer. The ya. 
cancy had been temporarily filled by the appointment of G. 
Williams, Republican. While on the house committee on inter. 
state and foreign commerce, Mr. Hawes made a study of the 
transportation problem, as the result of which he published from 
time to time in the Congressional Record summaries of facts 
found by him to the end that a better understanding of the 
situation might be obtained. 


SHIPMENT OF FIREARMS 


Representative Esterly, of Pennsylvania, has introduced a 
bill (H. R. 14932) to regulate the shipment of fireai~s. The 
bill would make it unlawful for any person or persons » place 
in the mails, or deposit with any public or private carrier, to 
be carried by said carrier in interstate commerce, for the pur- 
pose of sale or in the performance of a contract of sale, a pistol, 
revolver, or any other firearm of like description, except those 
commonly used in the army and navy of the United States 
which would be subject to the regulations of the constituted 
authorities of the War and Navy departments. The bill would 
make it unlawful for any common carrier in interstate com- 
merce to accept for transportation a pistol, firearm or other 
firearm of like description. 


POSTAL SERVICE BILLS 


Representative Foss, of Massachusetts, has introduced H. R. 
14701, to extend C. O. D. service and limits of indemnity to 
third and fourth class domestic parcels on which the first class 
rate of postage is paid; H. R. 14702, to authorize the Postmaster- 
General to charge a fee for inquiries made for patrons concern- 
ing registered, insured, or collect-on-delivery mail, and for postal 
money orders; and H. R. 14703, to authorize the Postmaster- 
General to impose demurrage charges on undelivered collect-on- 
delivery parcels. The bills were referred to the committee on 
post office and post roads. 

Representative Kelly, of the committee on post office and 
post roads, has reported to the House the following bills: H. R. 
13445, to provide for graduated special-handling postage charges, 
according to the weights of the parcels, and to extend special 
delivery service to such parcels of fourth class matter; H. R. 
13446, to restore the rate of postage of 1 cent each to private 
mailing or post cards; H. R. 13447, to provide for an additional 
charges on first class matter mailed short paid; H. R. 13448, 
authorizing the transmission of business reply cards in the 
mails, and H. R. 13449, prescribing a more equitable rate for 
transient second class matter. 


INTEREST AND REFUNDING BILL 


The Republican steering committee of the Senate, Decem- 
ber 14, in a proposed legislative program, suggested that the 
Gooding bill (S. 2929) providing for a reduction in the interest 
rate on railroad indebtedness to the government and for long- 
time extension of the maturity of the indebtedness, be taken 
up without prejudice to the rivers and harbors bill. The latter 
measure became the unfinished business before the Senate De- 
cember 14. The interest bill, under this program, may be con- 
sidered while the rivers and harbors bill is pending, but prob- 
ably will be considered after that bill has been disposed of. 


FARMERS AND FREIGHT RATES 


In an address before the National Republican Club of New 
York City, December 11, R. W. Dunlap, Assistant Secretary of 
Agriculture, with respect to transportation, said: 


Transportation has always been one of the most elemental fea- 
tures of any country’s development. Our waterways and canals, and 
later the railroads, promoted the expansion and development of in- 
land states. Transportation in the present day has taken on the 
aspect of a fundamental element in all of our prosperity. In agri- 
culture it is basic. The eternal question of adjustment of freight 
rates is still seriously concerning agriculture and has a most signifi- 
cant part in the consideration of the agricultural problem. No. doubt, 
the development of several large recent programs of inland water- 
way systems will assist in solving this part of the problem. If cheaper 
rates on bulky agricultural products which do not require rapid 
handling could be brought about, it would do much to the solving 
of the agricultural problem. This can not be brought about by the 
farmer alone. He must have help from others. 





HEARING ON METRIC PROPOSALS 


Proposals looking to the adoption of the metric system were 
considered by the Senate commerce committee at hearings De- 
cember 10 and 11. The committee had before it Senate Joint 
Resolutions 105 and 107. Resolution 105 would authorize the 
Department of Commerce to take steps looking to the adoption 
of the metric system, while 107 would authorize the Bureau of 
Standards to make an investigation of the metric system and 
take steps to promote the use of it. 

Alfred P. Thom, Jr., general solicitor of the Association of 
Railway Executives, testified that adoption of the metric system 
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VISUALIZED 
DEMURRAGE 


Cue FuMNEL 


ae 4 


! 


Old and current demurrage claims set- 
tled promptly. 


Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out of court. 


Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and switching 
delays. 


Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We make no charge for our services 
until a settlement is reached. 


Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 


We also install our system so industries 
can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. 


ie te 8 fe 8 


THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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Leonard's 
Routing Guide 


Rate Book 


FREIGHT, sili 7” PARCEL POST 
Shippers 


Is the ONLY BOOK which contains ALL this 
information in ONE VOLUME 


Send for sample sheets 
They tell the story 


G. R. LEONARD & CO. 


15 East 26th Street 155 N. Clark Street 
New York Chicago 


‘Broad Street Warehouse Corp’n 


700 Broad Street 


Midway between New York and Buffalo on 
Main Line New York Central Lines. Also 
connections with New York Barge Canal, West 
Shore R. R., Malone and Montreal R. R., 
Rome, Watertown and Ogdensburg RK. ¥., New 
York, Ontario and Western R. R. and 
Delaware, Lackawanna and Wester 

R. 7 Bi ha my Freight Servic 

and Auto Trucking to all principa 

cities in: state. 


Utica is the most natural and practi- 
cal point for Warehousing and Dis- 
tribution in Central New York. 


100,000 sq. ft. of fire-proof storage 

space. Private railroad sidings. Am- 

ple office space and desk room for manufacturers’ or 
shippers’ representatives. 


For Complete or Further Information Address 


BROAD STREET WAREHOUSE CORP'N, Utica, N. Y. 











1456 


of weights and measures would cost the railroads several hun- 
dred million dollars. As to adoption by the Congress of a reso- 
lution simply providing for investigation, he said the railroads, 
of course, could have no objection to that, but that he did not 
wish that statement to be construed as meaning that the roads 
believed that an investigation was necessary, because they did 
not. 

N. B. Williams, counsel for the National Association of 
Manufacturers, said he did not think Congress would be justified 
in incurring the expense necessary for an investigation. Pro- 
ponents of the metric system were heard by the committee. 

The House committee on coinage, weights and measures 
held hearings on metric bills at the last session of Congress, but 
took no action. Members of the Senate commerce committee 
indicated that, at the most, an investigation might be ordered, 
but that probably nothing would be done at this time. 


TRANSPORTATION OF STOLEN GOODS 


The Senate has passed S. 1871, a bill to punish the trans- 
portation of stolen property in interstate or foreign commerce. 
The bill, on which the House has still to act, follows: 


Be it enacted, etc., That this act may be cited as the national 
property theft act. 

Section 2. That when used in this act— 

(a) The term “stolen property” shall include money, goods, or any 
property of any character whatsoever, the stealing of which is de- 
clared to be larceny, or the taking of which is declared robbery or 
burglary in the state wherein such offense was committed. 

(b) The term “interstate or foreign commerce’ as used in this 
act shall include transportation from one state, territory, or the Dis- 
trict of Columbia, to another state, territory, or the District of Co- 
lumbia, to a foreign country, or from a foreign country to any state, 
territory, or the District of Columbia. 

Section 3. That whoever shall transport or cause to be trans- 
ported in interstate or foreign commerce any stolen property, know- 
ing the same to have been stolen, shall be punished by a fine of not 
— than $5,000, or by imprisonment of not more than five years, or 

oth. 

Section 4. That whoever shall receive, conceal, store, barter, sell, 
or dispose of any property moving as, or which is a part of, or which 
constitutes, interstate or foreign commerce, knowing the same to have 
been stolen, shall be punished by a fine of not more than $5,000, or by 
imprisonment of not more than five years, or both. 

Section 5. That any person violating this act may be punished 
in any district in or through which such property has been trans- 
ported or removed by such offender. 


BRIDGE TOLLS BILL 


Senator Mayfield, of Texas, has had printed an amendment 
intended to be proposed by him to S. 3889, a bill to amend the 
interstate commerce act in respect of tolls over certain bridges. 
The amendment would strike out all of S. 3889 after the enact- 
ing clause and insert in lieu thereof the following: 


That the tolls charged for transit over any bridge across the 
Red River between Texas and Oklahoma shall be subject to regulation 
by the secretary of war in the same manner and with the same effect 
as tolls charged for transit over bridges constructed under the pro- 
visions of the act entitled “‘An act to regulate the construction of 
bridges over navigable waters,” approved March 23, 1906. 


The amendment also would amend the title of S. 3889 so as 
to read: 


A bill to authorize the secretary of war to regulate tolls charged 
for transit over certain bridges across the Red River. 


LUMBER SHIPMENTS 


Little change in the lumber industry was noted in reports 
received by telegraph December 16 by the National Lumber 
Manufacturers’ Association from 358 of the larger commercial 
softwood, and 147 of the chief hardwood lumber mills of the 
country, when compared with reports for the preceding week. 
In comparison with softwood reports for the same period a year 
ago, however, while production holds about the same level, there 
is considerable decrease in shipments and new business. 

The hardwood reports indicated a slight decline in sales 
from the previous week. 

The following table compares the softwood lumber move- 
ment, as reflected by the reporting mills of seven regional asso- 
ciations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
DY ecudine ns odab werent’ 341 332 348 
PEOGUCUON co ceccccces 204,877,570 210,603,199 210,707,435 
Shipments ........... 175,668,277 228,755,874 189,069,788 
Orders (New Bus.)... 179,997,554 214,521,495 173,241,684 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
forty-nine weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
ID: ache «nate am ssaeneeraiel 11,621,880,478 11,741,068,039 11,613,301,639 
DED cna 6 Ween mented 11,785,722, 432 11,643,040,730 11,482,278,442 


PERFORMANCE OF CARRIERS 


“The railways of this country handled with the greatest 
promptness and dispatch in history the record freight movement 
offered to them in October by the shippers of this country, 
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according to reports filed by the carriers with the Bureay 
Railway Economics,” says a statement issued by the bureay 
continuing as follows: 


The daily average movement of freight cars on the steam railroad 
of this country in October was 34.3 miles, the highest average eyy 
reported for any one month. This exceeded by 1.6 miles the beg 
previous record established in September this year, at which time 
average of 32.7 miles was attained. The average for October thi 
year was an increase of two miles over October last year and a 
increase of 3.7 miles over October, 1924. 

For the first ten months this year, the daily average movemen 
per car was 30.4 miles compared with 28.2 miles for the same perio 
last year. 

In computing the average movement per day, account is take 
of all freight cars in service, including cars in transit, cars in proces 
of being loaded and unloaded, cars undergoing or awaiting repairs ang 
also cars on side tracks for which no load is immediately availabk 

The average load per car in October was 27.5 tons, an increag 
of 1.2 tons over that for October last year and an increase of two. 
tenths of a ton above the same month in 1924. 


COAL PRODUCTION AND SHIPMENT 


Soft coal production in the week ended December 4 was 
estimated at 14,728,000 net tons by the Bureau of Mines of the 
Department of Commerce. This output exceeded that for the 
week ended November 20, before the Thanksgiving holiday, by 
450,000 tons. Anthracite production was estimated at 1,997,00 
tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended December 4 totaled 738,736 net tons, of which 
215,366 tons were for New England delivery, and from Charles. 
ton, S. C., 37,876 net tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended November 27 were re. 
ported as follows: Bituminous, 5,496; anthracite, 4,016. 

The concluding report for the season on lake shipments 
showed that in the week ended December 4, 547,950 net tons 
of bituminous coal were dumped into vessels at Lake Erie ports, 
and that 60,985 tons of anthracite were shipped from Lake Erie 
ports. The total soft coal shipments for the season amounted 
to 29,547,215 net tons, as against 27,650,585 tons for the corre. 
sponding 1925 season. Anthracite shipments totaled 2,857,915 
net tons as against 1,794,367 tons for the 1925 period. 


LOCATION OF CARS 

The percentage of home cars on home roads (Class 1) as 
of November 15 was 59.5, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
50.9; refrigerator, 55.2; coal and coke, 63.6; stock, 84.5; flat, 
75.2; tanks and others, 93.7. By districts the percentages for 
all classes of equipment were as follows: Eastern, 46.5; Alle 
gheny, 64.4; Pocahontas, 60.5; Southern, 58.2; Western, 66. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of November 15, showed the 
following: Eastern district, 95.2 as against 95 a year ago; 
Allegheny, 102.2 as against 101.6 a year ago; Pocahontas, 82.5 
as against 74.2 a year ago; Southern, 95 as against 108.2 a year 
ago; Western, 98.9 as against 98.3 a year ago; all districts, 973 
as against 98.3 a year ago; Canadian roads, 97.8 as against 92.5 
a year ago. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period , 
November 23-30 was 144,921, according to the car service division ( 
of the American Railway Association. The average daily short- 
age was 579 cars, made up of 25 box, 38 flat, 365 gondola and 151 
hopper cars. The surplus was made up as follows: 


Box, 84,730; ventilated box, 394; auto and furniture, 13,670; total 
box, 98,794; flat, 5,992; gondola, 9,377; een 3,144; total coal, 12,521; 
coke, 238; S. D. stock, 15,647; D. D. stock, 3,617; refrigerator, 6,463; 
tank, 210; miscellaneous, 1,439. 

Canadian roads reported a surplus of 4,300 box, 150 auto and 
furniture, 450 flat, 500 S. D. stock, 100 refrigerator and 200 mis- 
cellaneous cars. 


ELECTRIC RAILWAY FIGURES 

The Commission has issued a report, prepared by its Bureau 
of Statistics, on selected financial and operating data from an- 
nual reports of electric railways for the year ended December 
31, 1925. The report is designated Statement No. 26215, and 
contains 52 mimeographed pages of statistics on 260 electric 
railways. 

For all districts the report shows that 14,073 miles of road 
were operated; that the investment in road and equipment was 
$1,476,788,493; and that the total current assets were 
$112,116,982. 

Capital stock amounted to $779,982,747; unmatured funded 
debt, $884,056,001; freight revenue, $39,002,544; passenger revenue, 
$152,967,834; total operating revenues, $207,446,038; total oper- 
ating expenses, $168,746,459; tax accruals, $13,535,447; operating 
income, $48,121,314; net income, $13,980,204; dividends declared, 
$19,414,311; number of employes at close of year, 70,944; com- 
pensation paid employes, $109,759,111. 
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Greetings of the Season 


We welcome this opportunity to express 
at to our manp friends our most sincere appre- 
d ciation of their patronage and confidence in 
o our serbice during the pear 1926. 


7 
= & 
a > 
5 ae 


ah We wish all of pou a Merry Christmas 
and much happiness and prosperity during 
the coming pear. 






WABASH FREIGHT TRAFFIC AGENCIES: 














nd ATLANTA, GA., 620 Healey Bldg. FORT WAYNE, IND., t Station OTTUMWA, IA., Passenger Station 
: BIRMINGHAM, ALA. 1507 Jefferson Bank Bldg. HANNIBAL, MO., Freight tation PEORIA, ILL., 828 Zoseen Bldg. 
1S- BOSTON, MASS., 331 Chamber of Commerce Bldg. a ayy ‘TEX., 1029 Bankers’ seetuep Bldg. PHILADELPHIA, PA., 06 Widener Bldg. 
BUFFALO, N. » 972 Ellicott Suuere Bldg. NDIANAPOLIS, IND. 413 Roosevelt Bldg. PITTSBURGH, PA., ito Oliver Bldg. 
CHICAGO, fin 309 McKinlock Bldg., Cor. of KAN ANSAS CITY, MO., 318 Railway Exchange Bldg. UINCY, ILL., Pas ee Staten 
Jackson and Wel KEOKUK, IA., 7 Johnson s Lovis, MO., 324 Pierce B dg. 
CINCINNATI, O., 100 Neave Bldg. LITTLE ROCK, » 216 Gazette Bidg. SALT LAKE CITY . UTAH, 206 Judge Bidg. 
ter ge a 804 Park =. LOS ANGELES, oa” 930 Van Nuys Bidg. ST. THOMAS, ONT., Passenger ation 
TEX., 207 Kirby B ldg. MEMPHIS, eg Tes Exchange Bldg. SAN FRANCISCO, CAL., 917 Monadnock Bldg. 
Au DECATUR, ILL., » a — MILWA UKEE,. ae ¢ Majenti Blas. SEATTLE, WASH., 561 Stuart Bl 
n- ENVER, LO., 207 Ideal Bldg. MINNEAPOLI — Bldg. SPRINGFIELD, ILL., 802 _ Bldg. 
DES MOINES, 1A., Union Station MOBERLY MO., ssenger Stati TOLEDO, O., 440 Spitzer _—, 
IT, MICH., "1716 First National Bank Bldg. NEW Beate: ik sents Hibernia Bldg. TORONTO, ONT., 101 Royal Bank Bldg. 





DETRO. 
EAST 8ST. LOUIS, ILL., 211 Arcade Bldg. NEW_ YORK ‘B15 8 Singer Bldg. TULSA, OKLA., ‘si Kennedy Bldg. 
OMAHA, NEB. 1007 ey St. 














“FOLLOW THE FLAG” “FOLLOW THE Flag” 





GENERAL OFFICES: 
RAILWAY EXCHANGE BLDG., ST. LOUIS, MO. 


ROUTE YOUR FREIGHT—CARE WABASH 
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Personal Notes 


W. G. Hunt has been appointed auditor of the Santa Fe 
Coast Lines, succeeding L. B. Jones, who died. Mr. Hunt has 
been with the company about ten years. 

J. E. Swan has been appointed commercial agent of the C. B. 
& Q. at Council Bluffs, Iowa, succeeding T. A. Barker, who died. 
W. T. Vardman has been appointed commercial agent at Atlanta, 
Georgia. 

J. A. Johnson has been appointed division freight and pas- 
senger agent at Holland, Michigan, of the Goodrich Transit Com- 
pany; V. VanBrocklin has been appointed general agent, freight 
department, at Grand Rapids, Michigan; W. S. Nixon has been 
appointed district freight and passenger agent at Grand Rapids; 
Robert W. Bayles has been appointed traveling freight agent at 
Chicago. 

Wills J. Carter has been appointed division freight and pas- 
senger agent at Harlington, Texas, of the Galveston, Harrisburg 
and San Antonio, Texas, and New Orleans, Houston and Texas 
Central, Houston East and West Texas, and Houston and Shreve- 
port; H. C. Franks has been appointed division freight and pas- 
senger agent at Galveston, succeeding Mr. Carter; Douglas Mac- 
kenzie has been appointed traveling freight and passenger agent 
at Harlington. 

A. E. Marti has been appointed freight traffic agent of the 
Nashville, Chattanooga & St. Louis at Chicago. 

Frederick D. Underwood, it is stated, will retire from the 
presidency of the Erie railroad December 31, after holding that 
office for 26 years. His successor is expected to be John J. 
Bernet, president of the Nickel Plate. Mr. Underwood, it is 
understood, will remain as chairman of the executive committee, 
which position he has held since 1920. 

T. W. Evans was elected vice-president of the Indiana Har- 
bor Belt Line and Chicago River and Indiana December 14, to 
succeed George Hannauer, who was recently made president 
of the Boston & Maine. 

H. W. Patterson, general agent, Chicago, Attica & Southern, 
has been put in charge of a recently opened soliciting agency 
at New York; W. K. Young, general agent, has been put in 
charge of a recently opened soliciting agency at Pittsburgh, Pa. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Atlanta had a meeting at the Atlantic 
Athletic Club December 14. Members of the southeastern car- 
riers’ general committee were guests. T. B. Curtis, local agent 
of the C. & W. C., who represented the club at the meeting of 
the Associated Traffic Clubs of America at Milwaukee, made his 
report. All the resolutions adopted by the national organization 


at that meeting were approved. Election of officers will be held 
January 11. 
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The Transportation Club of Saint Paul held a meeting De- 
cember 14 at the Saint Paul Hotel. Harry P. Churchill, county 


commissioner, spoke on the “Proposed Third Street Improve- 
ment.” 





The Traffic Club of St. Louis held a meeting December 13 
at the Chamber of Commerce. There was entertainment and 
attendance prizes were given. 





The Traffic Club of Sioux City held a meeting December 15 
at the Chamber of Commerce. Frank Higgins, representative of 
the club at the Shippers’ Advisory Board meeting held at Lin- 
coln, Nebraska, December 9, made a report of the meeting. 


L. T. Goldberg, traffic manager, Galinsky Brothers Company, 
spoke on “Service.” 





The Niagara Frontier Industrial Traffic League celebrated 
the conclusion of its recent membership campaign at a meeting 
at the Buffalo Chamber of Commerce December 13. About 130 
members were in attendance, of whom 30 were new, having at- 
tended no previous meetings of the League. Entertainment was 
furnished by the Buffalo Operatic Company. The eighth annual 
meeting and election will be held January 10. 





Because of the holidays the Capital District Traffic Associa- 
tion will not hold its December meeting. 





The Birmingham Traffic and Transportation Club held a 
meeting December 14 at the Club Florentine. O. B. Webb, as- 
sistant to the president, Texas & Pacific, New Orleans, was the 
principal speaker. 





The Traffic Club of Kansas City will hold a “Christmas 
luncheon extraordinary” December 21 at the Baltimore Hotel. 
Music will be furnished by a full choir of the St. George’s Epis- 
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copal Church. The Rev. Sidney C. Partridge, bishop of diocgy 
of west Missouri of the Episcopal Church, will deliver an addreg 







The Portland Industrial Traffic Club will be host to ty 
traffic clubs of Tacoma and Seattle at their annual banquet , 
the Multnomah Hotel January 8. The three clubs comprise th 
Pacific Northwest Industrial Traffic Conference, which will hoj 
its second meeting that day. The following officers were electy 
at the meeting of the Portland organization December 6: Prey 
dent, F. P. Kensinger, traffic manager, Tru-Blu Biscuit Company: 
vice-president, C. J. Roper, traffic manager, Marshall-Wells Hari. 
ware Company; secretary, L. L. Brosy, assistant traffic manage 
W. P. Fuller & Co.; treasurer, E. A. Richards, traffic manage 
Ford Motor Company; directors, W. F. Holtbuer, traffic manage, 
Honeyman Hardware Company; W. B. Miller, traffic manage 
W. P. Fuller & Co.; S. C. Morris, traffic manager, Allen & Lewis: 
F. W. Richwold, traffic manager, Blumauer & Frank; and A. (¢ 
Albrecht, manager, Portland Daily Shipping News. 
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The Traffic Club of South Bend held its annual meeting anj 
election of officers December 13. The following officers wer 
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elected: President, G. C. Hess, traffic manager, Mishawak, 
Rubber & Woolen Company; first vice-president, H. J. Jackson, ra 
general freight agent, N. J. I. & I.; second vice-president, Wil ke 
liam Yoder, traffic manager, South Bend Toy Company; secre 
tary-treasurer, G. W. Orewiler, traffic manager, South Benj of 
Chamber of Commerce. The resolutions adopted by the Asgo. 
ciated Traffic Clubs of America at the Milwaukee meeting, coy. Ww 
ering consolidation of the railroads and the educational program, é 
were approved. January 10 will be guest night. r 
( 

The Pacific Traffic Association will hold a meeting for the el 
installation of officers at the Commercial Club, San Francisco, 
December 20. There will be a buffet supper and entertainment, 

The San Antonio Traffic Club installed the following officers 
November 30: President, R. L. Gohmert; first vice-president, 
Walter Bielstein; second vice-president, George Crank; third 
vice-president, Ross Lovelace; secretary-treasurer, Charles E. 
Wynne, Jr.; sergeant-at-arms, Dan O’Leary; directors, C. H. 

Wagner, Walter Walthall, U. S. Pawkett, Jack Guggenheim, ° 
Joseph Dolard, John Rottenstein, and Thomas M. Bertch. 












The Traffic Club of Minneapolis held a meeting at the Nicol- 
let Hotel December 15 to organize a mercantile and manufac. 
turers division similar to the milling and grain division. Frank 
B. Townsend, director of traffic, Minneapolis Traffic Association, 
discussed the class and commodity rates that will be before the 
Commission at hearings beginning in January at Omaha. 
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The Traffic Club of Wichita held a meeting December 16 and 
will hold its regular meeting December 23, but will not hold the 
weekly meeting following that because of the holidays. The an: 
nual dinner and.installation of officers will take place January 5 
or 6. The club is conducting a membership campaign. 
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The Traffic Club of New Orleans held its first annual dinner 
December 9 at the Roosevelt Hotel. Addresses were made by 
W. C. Kendall, chairman of the public relations committee, Amer- 
ican Railway Association; Dr. Gus Dyer, member of the faculty 
of Vanderbilt University; and George Morris, editor, Memphis 
Evening Appeal. Benjamin S. Woodhead, president, Beaumont 
Lumber Company, Beaumont, Texas, was toastmaster. 
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The Cincinnati Traffic Club gave a dinner December 14 at 
the Gibson Hotel in honor of the Ohio Valley Shippers’ Advisory 
Board. The Miami Valley Traffic Club, Indianapolis Traffic Club, 
Transportation Club of Louisville, Columbus Transportation 
Club, and the newly elected officers of the shippers’ board were 
special guests of the club. Professor Vincent H. Druckner, pro- 
fessor of administration and director of evening commerce 
courses, University of Cincinnati, spoke on “An Educational 
Program—What Are Its Possibilities?” 
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SOUTHWESTERN MERGER CASE 


A brief in support of the applications of the Kansas City 
Southern for authority to acquire control of the Missouri-Kansas- 
Texas and of the latter to acquire control of the St. Louis South- 
western was filed with the Commission this week by the ap 
plicants. Among other things, the applicants said a groupilg 
of the three lines in their mutual interest would give to the 
proposed system the power and ability to deal on more favorable 
terms with the major systems now formed and forming in the 
southwestern region and more actively and effectively to com: 
pete with them to the public benefit, and to their own advan- 
tage. They also said the lines would develop the region from 
a transportation standpoint and that the proposals were in 
conformity with the principles of the transportation act. The 
three lines, geographically considered, the applicants said, were 
essentially complementary and supplementary. 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 
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When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
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proposal. 
re Are you taking advantage of 
ity this privilege of having a voice 
- in the making of your own rates? 
a Besides the dockets of eighteen rate 
7 committees, THE TRAFFIC 
ion BULLETIN prints regularly the 
= hearing bulletins and disposition 
< notices of several of them, and more 
than ten other important items. 

. 
= May we send you a copy 
2 of the current number? 
- 

° bE] e ° 
bi The Traffic Bulletin 
s 418 S. Market St. Chicago, Illinois 
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WETZEL 


Drop Front Tariff Files 


are acknowledged to be standard equipment for 
filing and referring to freight and passenger 
tariffs by Traffic Managers and Chiefs of Tariff 
Bureaus. They are unequaled for efficiency, con- 
venience and simplicity. 


These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 


T3—Tariff File Section with 16 3-inch Drop Front Tariff Files 







T5—Sliding Shelf Section 











T4—Tariff File Section with 12 4-inch Drep Frent Tariff Files 











Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 

lems. We do not desire to e the place of traffic man but to 

Ip him in his work. : é 
The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may a: to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


(1) Tariff Interpretation—Released Rates; (2) 
Measure of—Released Rates 
Wisconsin.—Question: Will you kindly give answers, with 

citations, if possible, to the following question: 

(1) On what basis should the freight charges be assessed on 
a shipment of household goods where both shipper and carrier’s 
agent, through negligence, omit placing value on bill of lading? 

(2) On what basis should damages be computed on a ship 
ment of household goods where both shipper and carrier’s agent, 
through negligence, omit placing agreed value on bill of lading? 

Answer: (1) It is our opinion that as to such a shipment 
as you describe, there is no applicable rate and that it is a matter 
for determination by the Commission as to what would be a 
reasonable charge for the service rendered by the carrier, under 
a “— of Memphis Freight Bureau vs. K. C. S. Ry., 17 
I. C. C. 90. 

In its determination of what would be a reasonable charge, 
the Commission would, no doubt, follow the reasoning in its 
opinion in Harmon & Co. vs. No. Pac. Ry. Co., 33 I. C. C. 370, 
in that it would determine, if possible, the actual value of the 
shipment and apply thereto the released rating applicable to 
such value, upon the assumption that had the shipper declared 
a value in accordance with the provisions on the face of the bill 
of lading, he would have based his released value upon what 
he believed to be the actual value of the shipment. 

(2) Where a shipment as to which there are released ratings 
applieable thereto is delivered to a carrier without declaration 
of value in accordance with the tariff provisions and the notation 
on the face of the bill of lading, it is our opinion that damages 
would be based on the actual value of the shipment, which find- 
ing should follow the finding of the Interstate Commerce Com- 
mission as to the rate applicable on the shipment. 


Tariff Interpretation—Conflicting Rates 


Illinois —Question: On page 1264 of the November 27, 1926, 
Traffic World, we do not understand your answer to “Texas” 
to be correct. 


Damages— 


In the first place, “Texas” is referring to rates published 
in different sections of an alternative tariff, which would make 
the lower rate applicable. The first paragraph of your answer 


is misleading, and, further, we do not understand that the second 
paragraph is correct. 


Has not the Commission ruled that where two rates are 
carried in the same tariff the lower rate is applicable, while, on 
the other hand, if the rates are published in different tariffs, 
between the same points, the older rate is applicable? 


The opinion of the Commission in Conference Ruling No. 
239 is as follows: 


Where a tariff contains conflicting rates, the lower, or the lowest 
of the rates so published is the legal rate. 


Answer: In Jewell Tea Company vs. Pennsylvania Com- 
pany, 46 I. C. C. 314, the Commission construes Conference Rul- 
ing 239, stating that this ruling “has reference to instances 
where conflicting rates are established on the same date.” 


The following rules govern the determination of which rate 
is applicable where two rates are shown in the same tariff and 


where rates are named in different tariffs applicable to and 
from the same points: 


Where the rates are published in the same tariff, the lowest 
rate is the applicable rate, if the rates are established on the 
same date. Conference Ruling No. 239; J. J. Badenoch & Co. 
vs. C. & N. W. R. R. Co., 22 I. C. C. 36. If the rates were estab- 
lished on different dates the rate first established is the ap- 


plicable rate. Jewell Tea Company vs. P. R. R. Co., 46 I. C. C. 
314. 


Where the rates are published in different tariffs, the lowest 
rate is applicable rate, if the rates are established on the same 
date. J. J. Badenoch & Co. vs. C. & N. W. R. R. Co., 22 I. C. C. 
36. If the rates were established on different dates, the rate 
first established is the applicable rate Conference Rulings Nos. 
50, 70, 104; New Albany Box & Basket Co. vs. Illinois Central 
R..t....Ge.,16.1...C...C.. 255: San..Co...us..T.. &.0.,..C..Rt.. Co...52 
I. C. C. 12; Dewey Portland Cement Co. vs. A. T. & S. F. Ry. 
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Co., 56 I. C. C. 444; lliff Bruff Chemical Co. vs. Director-Generg) 
60 I. C. C. 720. j 
In this connection see our answer to “Oklahoma,” page 150) 
of the May 29, 1926, Traffic World, under the above caption, jy 
which we have discussed in detail the Commission’s findings jy 
the Jewell Tea Co. case, 46 I. C. C. 314. 
Rates—Refined vs. Fuel Oil 

Arkansas.—Question: By referring to several of the South. 
western Lines’ tariffs, we note rates applicable on refined oil, 
at weight 6.6 and, as usual, lower rate established on heavy oils. 
such as fuel and gas oils, weight 7.4. 

On some destinations, there is no published rate applicable 
on gas-fuel oil, and carriers are charging freight based on refined 
oil rate, and gas-fuel oil weight, which produces per car charge 
on the gas-fuel oil which exceeds the per car charge on car 
containing equal number of gallons of refined oil. 

It appears to us that the per car charge should not exceed 
the refined oil per car charge, on lower grade oil, such as gas. 
fuel oil. 

Answer: Except under tariff provision therefor, there is no 
authority on the part of the carriers to assess the refined oj] 
rate on shipments of fuel oil. We assume, however, that under 
the tariffs in question, the rate is published to apply on petroleum 
and its products rated fifth class in Western Classification and 
that therefore the same rate is applicable on both refined and 
fuel oil, freight charges being assessed on refined oil at a weight 
of 6.6 pounds per gallon and on fuel oil at a weight of 7.4 pounds 
per gallon, which, of course, has the effect of making the per 
car charge higher on fuel than on refined oil. 

Leaving out of consideration the difference in value of the 
two oils and possibly other considerations which justify the 
application of a lower rate on fuel than on refined oil, there is 
nothing unreasonable in assessing the higher per car charge 
on fuel oil than on refined oil, for the reason that, owing to 
the greater weight per gallon of fuel oil as compared with re. 
fined oil, the charge should be higher on the fuel oil because of 
the additional weight which the carrier is required to transport. 

However, the Commission has in a number of cases found 
rates on fuel oil to be unreasonable to the extent that they ex 
ceeded rates 6 cents less than those applicable on refined oil. 
See Shores-Mueller Co. vs. A. T. & S. F., 112 I. C. C. 603; Lin- 
coln Traction Co. vs. Mo. Pac., 109 I. C. C. 653. 


Routing and Misrouting 


Missouri.—Question: A certain carrier received from a large 
shipper of automobiles a car consigned to the order of the ship- 
per, notify a certain customer at X, Kansas, and bill of lading 
contained a rate of, for example, $1. 

The car was billed to X in accordance with the bill of lading 
and the rate of $1 used. It was the custom of the rate clerk 
to accept rates shown in the bill of lading by this shipper as 
being correct. 

Car arrived at destination and was on hand unclaimed ac 
count of consingee being unknown and, upon investigation, it 
was found that the correct destination should have been Y, 
Kansas, and that the rate of $1 shown in the bill of lading was 
the rate properly applicable to Y, Kansas, and that on date of 
shipment there was not a rate of $1 applicable to X. 


The shipper contends that, inasmuch as the bill of lading 
contained a rate which was not applicable to the destination 
shown on the Dill of lading, that it was the duty of the carrier 
to notify them before allowing the car to go forward, that no 
such rate existed to X, claiming that if this had been done, they 
would have discovered that they. had inserted the wrong des 
tination on the bill of lading. 


As the matter developed, the carrier was obliged to forward 
the car to the correct destination, Y, Kansas, without assessing 
any demurrage or reconsigning charges. 

The bill of lading also contained routing which would have 
been correct to either destination. 

Kindly advise if it is the duty of the carrier to call this 
matter to the attention of the shipper as claimed, giving Cor- 
ference Ruling to cover, if one is in force. It was our under: 
standing that if a rate contained in the bill of lading is not 


applicable to the destination shown via any route whatsoever, it 
has no effect. 


Answer: Based upon the facts set forth in your letter, the 
question to be determined: is, as we see it, whether, in the 
event a route and a rate (which rate is not applicable via 
any route) are shown in a bill of lading, the carrier is guilty 
of misroute in forwarding the shipment via the routing specified 
in the bill of lading and disregarding the rate instead of calling 
the conflict to the shipper’s attention, in case no cheaper 
rate than that shown in the bill of lading is applicable vi 
any route between point of origin and destination. 

While we can locate no cases specifically in point, it is ou! 
opinion that unless a lower rate was applicable via some other 
route to which the carrier to whom the shipment was delivered 
is a party, in which event the findings of the Commission !! 
the Union Saw Mill case, 40 I. C. C. 661 would govern, there 
was no misrouting on the part of the initial carrier in forwardiné 
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the shipment in question via the route shown in the bill of 
lading. 

The possibility or probability that had the carrier directed 
the shipper’s attention to the conflict he would have discovered 
the error in destination, does not, in our opinion, make the 
carrier liable for the difference between the rate applicable 
to X and that applicable to Y, which necessarily is the measure 
of the damage, in the event no lower rate than the $1.00 rate 
inserted in the bill of lading is applicable from origin to the 
destination specified in the bill of lading, namely, X. 

Tariff Interpretation 

Colorado.—Question: Coal is shipped from X to Z, through 
Y, a point within the switching limits of Z. The rate to Y is 
lower than the rate to Z. Is the lower rate, the rate to Y, 
also applicable to Z? 

Will you kindly ‘cite the decisions of the Commission upon 
which you have based your answer? 

Answer: Were no rate published from X to Y, the rate from 
X to Z would apply from X to Y, in the event that Y is within 
the corporate limits of Z as well as within the switching limits 
of the latter point. However, notwithstanding the fact that Y 
may be within the corporate limits of X, if a specific rate is 
published to Y the rate to Y is not applicable to Z. See St. 
Louis Blast Furnace Co. vs. Virginian Railway Co., 24 I. C. C. 
360-367; Wausau Southern Lumber Co. vs. C. & N. W., 50 
I..C. C. 453. 

Tariff Interpretation—Application of Switching Charges 

Colorado.—Question: A car arrived in this city, having 
moved over the X & Y Railway. Upon arrival here the car was 
set at an industry at which there is a tariff provision for absorp- 
tion of the switching charge. The car was then moved from 
the dndustry at which it was originally spotted to another in- 
dustry within the yard limits, switching service being performed 
between the industries by the Z Railway. The question involved 
is what is the switching charge between industries via Z Rail- 
way under tariff which reads as follows: 


Between all other industries within Pueblo yard limit 36 cents 
per ton of 2,000 Ibs., minimum charge $6.30 per car. 


In connection with road haul shipments, charge will be 24 cents 
per ton of 2,000 pounds, minimum charge $6.30 per car. 


The tariff description of the movement would come under 
“all other industries,” as it is not otherwise provided for, and, 
therefore, would be subject to the provisions above quoted. 

It is the shipper’s contention that shipment was previously 
handled in road haul and, therefore, entitled to the 24-cent rate. 
If this were not so then the 24-cent rate could have no meaning 
in the tariff because there is no movement except the kind we 
have here on which this rate could be applied. 

The carrier contends that by reason of the fact that car 
had been placed for unloading and then moved from one industry 
to another the 24-cent rate could not apply, as it is governed by 
Rule 13, Item 90, A. T. & S. F. Circular 2140-Y, which provides 
for protection of local switching charge beyond the first place- 
ment. Shipper contends that Circular 2140-Y does not over- 
ride the specific rate named on movement in tariff above quoted. 

Answer: In our opinion the rate of 24 cents per ton of 
2,000 pounds is applcable only on a shipment placed for delivery 
at an industry on the track of the Santa Fe and then reconsigned 
to anbdther industry on the tracks of the Santa Fe. In other 
words, a condition precedent to the application’ of the 24-cent 
rate is that there be continuity in the movement from the orig- 
inal point of shipment to the point of final destination, which 
continuity is preserved by the terms of a reconsigning tariff. 


Notice of Claim 


Missouri.—Question: We refer you to your answer on page 
592 of the September llth, 1926, issue of the Traffic World, 
under the above heading. The decision which you quoted us, 
Davis, Agent, vs. Oswald & Taube, 149 N. E. 861, was referred 
to the carrier as authority for settlement of our claim. How- 
ever, carrier still contends that this will not enable them to 
depart from their decision as previously rendered, as their un- 
derstanding of the matter is that a formal claim in writing or 
written notice of intention to present claim, describing the ship- 
ment involved, must be filed with the interested carriers within 
6 months after date of delivery or after a reasonable time for 
delivery has elapsed. 

They admit that shipment checked short at destination. We 
believe that we are entitled to settlement of this claim, in view 
of the fact that we had no knowledge that this shipment never 


arrived at destination until after the 6 months’ period for filing 
claim has elapsed. 


Therefore, we are submitting this matter to you, asking 
that you kindly give us your opinion. 


Answer: In our answer to which you refer we cited two 
cases in which opposite conclusions were reached as to whether 
or not under circumstances such as you recite, the failure to file 
a claim within the 6 months’ period prescribed in the bill of 
lading was a bar to the maintenance of a suit for loss of or 
injury to a shipment. 

If, in the opinion of the carrier with which you have filed 
claim, the decision in Davis, Agent, vs. Oswald, 149 N. E. 861, 
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does not correctly state the law on this question, but that the 
law on the question is correctly set forth in the decision ip 
American Ry. Express Co. vs. The Fashion Shop, 10 Fed. (24) 
909, you must necessarily bring suit and whether recovery cap 
be had is dependent upon which view of the question is adopted 
by the courts in which suit is brought and appeals taken, jf 
appeals are taken from the decision of the trial court. 
Conversion—What Constitutes 

Colorado.—Question: We appreciate your answer to ou 
inquiry of November 16th as it appeared in your last issue, 
page 1336. 

You did not, however, really answer the question for the 
reason that you said the correct answer depended upon the 
wording of the telegram. The telegram read “This C. M. & St. P. 
authority delivery (broker’s name) PFE 400.” Now PFE 400 is 
the correct car number, but the car was on the C. & N. W. 
tracks and not on the C. M. & St. P., to which the authority was 
given. 

What would be your answer under the circumstances? 

Answer: If it be shown that the shipper’s intention was 
that the broker received the car in question (and the facts 
given point to this conclusion), the act of the carrier in deliver. 
ing the car to the broker upon instructions which were, at their 
best, not definite and certain, was not the proximate cause of 
the shipper’s loss and does not constitute, in our opinion, con- 
version on the part of the carrier. See, in this connection, 
Pere Marquette Ry. Co. vs. J. F. French & Co., 254 U. S. 538, 
In this case the court said: 


The shippers contend that Binder was not ‘‘a person in posses- 
sion’ of the bill, because he held it as agent of Marshall & Kelsey 
and not on his own account. So far as the carrier is concerned, that 
fact is entirely immaterial. Under Section 9 it is physical possession 
of the bill which is made a justification for delivery of the goods by 
the carrier. Under that section it is immaterial in what capacity 
the person holds possession of the bill, and also whether he holds it 
lawfully or unlawfully, so long as the carrier has no notice of any 
infirmity of title. But the shippers’ contention would not be advanced 
if it were held that the legal, not the physical, possession is deter- 
minative. For Binder’s request of the trackage clerk to have the 
car forwarded to Dumesnil was later ratified by Marshall & Kelsey. 
If his physical possession of the bill were deemed legally their pos- 
session of it, the physical delivery to him of the car would likewise 
be deemed legally a delivery of it to them and, hence, satisfy in 
this respect the requirements of Section 9. 


Furthermore, although no circumstances are given justifying 
the conclusion that it is a fact that there was a ratification 


of the carrier’s act of delivery by the shipper, this may be 
the fact. 


Tariff Interpretation—Conflicting Rates 

Oklahoma.—Question: On page 1264 of The Traffic World 
of November 27, in reply to “Texas,” you are correct in what 
you say regarding two different rates in section 2 of supple 
ments 1 and 2, but you seem to have failed to have answered 
“Texas,” who asked in effect, if section 1 having newer and 
lower rate would not take preference over section 2 with its 
higher and older rate. 


As we view the matter, the provision “If the rates in sec 
tion No. 1 of this tariff make a lower charge on any sihpment 
than the rates in section 2, the rates in section No. 1 will be 


applied” has the effect of canceling the higher rate in section 
No. 2. 


Answer: It is the practice to incorporate in both sections 
of a sectional tariff a clause which in effect permits of the 
application of the rate in that section of the tariff which pro- 
duces the lower charge. Under such a tariff, the subsequent 
publication of a lower charge in section 2 has, as you state, the 


effect of making inapplicable the higher rate in section 1, or 
vice versa. 


| Digest of New Complaints | 


No. 1881 Sub. No. 1. Quinton Spelter Co., Quinton, Okla., vs. Santa 

e et al. 

Rates and charges in violation of the first three sections of 
the act, on zinc spelter from Quinton, Okla., to St. Louis, Mo. 
and various other destination points named in Agent E. B. Boyd's 
I. C. Cc. No. A-1678. Asks rates for the future, and reparation. 

. 19025. Mason City (Iowa) Chamber of Commerce vs. Aberdeen & 
Rockfish et al. 

Rates on classes and commodities in carload and less than car 
load quantities between Mason City on the one hand and points 
in eastern, southern and western territories on the other hand, 
in violation of sections 1, 3 and 4 of the act. Asks cease and desist 
order, and rates for the future. 

. 19026. Fulton Bag & Cotton Mills, Atlanta, Ga., vs.. Pennsylvania 
et al. 

Unreasonable rates on second-hand burlap bags from Brook- 
lyn, N. Y., to New Orleans, La. Asks cease and desist ordet, 
and reparation. 

. 19027. The Liberty Glass Co. et al., Sapulpa, Okla., vs Louisiana 
& Arkansas et al. 

Rates in violation of sections 1, 2 and 4 of the act, on wooden 
box and crate material from Stamps, Ark., to Poteau, Okla. Ask 
reparation. 

. 19028. Clarkston (Wash.) Chamber of Commerce vs. Norther 
Pacific et al. 
Alleges that public convenience and necessity require that Tt 
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spondents extend their terminal facilities from Lewiston, Idaho, 

to Clarkston, Wash; that the Northern Pacific and the Oregon- 

Washington R. R. & Navigation Co. have entered into a secret 
agreement under which they have agreed with one another not 
to extend any railroad facilities to Asotin county, Wash., and 
that railroad construction by any other railroad company should 
be deterred and prevented. Asks for order commanding respond- 
ents to extend their joint terminal facilities from Lewiston, Ida., 
to Clarkston, Wash. 

No. A, Lyons Fertilizer Co. et al., Tampa, Fila., vs. Seaboard Air 

ne. 

Complaint deals with port charges at Tampa, Fla., on fer- 
tilizers and fertilizer materials for account of the Seaboard Air 
Line and the establishment of terminal facilities and performing 
of terminal services at Tampa by the Seaboard. Alleges that 
Seaboard maintains no terminals at Tampa (except for the han- 
dling of phosphate rock) nor performs any stevedoring services 
there (except on phosphate rock); that Seaboard leases Tampa 
terminals to W. Blocks, who performs stevedoring services 
on fertilizers and materials but at higher charges than those pub- 
lished in Agent Glenn's tariff applicable at other ports. Asks that 
defendant be required either to cancel the lease with Blocks and 
establish reasonable terminal facilities at Tampa or require that 
Agent Glenn's I. C. C. A-562 be complied with by Blocks and 
to establish the rates provided in that tariff, and reparation. 

No. 19030. Fruen Grain Co., Minneapolis, Minn., vs. LaCrosse & 
Southeastern et al. 

Illegal charges on oats from Oldham, S. D., to Calvert, Wis. 
Asks reparation. 

No. P ag Re F. Hurst et al., Boise, Ida., vs. Boise Valley Traction 

0. e i 

Rates in violation of sections 1 and 3 of the act, on all classes 
and commodities, from and to points on the Boise Valley Trac- 
tion Line. Asks rates for the future. 

No. 19082. The Jewel Co., Inc., Pueblo, Colo., vs. Santa Fe et al. 

Unjust and unreasonable rates on gasoline from Enid, Okla., to 
Creeds, Colo. Asks for just and reasonable rates, and reparation. 

No. be H. F. Wilcox Oil & Gas Co., Tulsa, Okla., vs. Santa Fe 
et al. 

Unjust, unreasonable and unlawful rates on wrought or steel 
pipe, oil well supplies and knockdown steel tanks from points in 
Oklahoma to Pampa, Tex. Asks for just and reasonable rates, 
and reparation. 

No. 19034. Penn Seaboard Steel Corporation and John J. Caine, 
New Castle, Del., vs. Chesapeake & Ohio et al. 
Unjust, unreasonable and unjustly discriminatory rates on 
scrap steel between points in the eastern states. Asks for just 
and reasonable rates, and reparation. 
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No. 19035. ‘The Procter & Gamble Manufacturing Co., Cincinnati, 9 
vs. Santa Fe et al. 7 
Unjust and unreasonable rates on fibreboard paper boxes froy, 
Three Rivers, Mich., to Kansas City, Kans. Asks for just an 
reasonable rate, and reparation. 
No. 19037. The Procter & Gamble Manufacturing Co., Cincinnatj 
Ohio, vs. B. & O. et al. : 
Unjust and unreasonable rates on fibre and chipboard Paper 
containers or boxes and on paper wrappers from Middletowy 
Lockland, Red Bank and Cincinnati, Ohio, to Kansas City, Kan,’ 
Asks for just and reasonable rates, and reparation. 
No. 19029—Kalamazoo Chamber of Commerce vs. Alton & Easten 






et al. 
Unjust, unreasonable and unduly prejudicial rates on iron ang 
steel articles from and to Kalamazoo by reason of their being 


generally fifth class while commodity rates lower than fifth app} 

to and from Cleveland, Pittsburgh, and South Bend, Ind., anj Of 
other points with which Kalamazoo competes. Asks for just, rea. EDIT 
sonable and non-prejudicial rates. 


ites © curRRE 
CHANGES IN DOCKET 
Hearing in No. 18834, T. J. Moss Tie Co. vs. B. & O. R.R 


ape & 


Mete, Senne Op Se Castes meshes Sp an actertel: Co) Oe em, 
raving been added since the last issue of The Traffic W Cancel- 
tations and pestponements announced too late te show the change in 
thie Decket will be noted elsewhere. 


December 20—St. Louls, Mo.—Examiner Disque: 
16323 (and Sub. Nos. 1 to 3, incl.)—The Scott County Milling Co. et 
al. vs. Butler Co. R. R. et al. 
December 20—Washington, D. C.—Examiner Konigsberg: 
18207—The Cliquot Club Co. et al. vs. A. C. L. R. R. et al. 
by" cee Mineral Water & Beverage Assn. vs. B. & O. R. R. 
e 4 


Oecember 20—Argument at Washington, D. C.: 
16341 (and Sub. Nos. 1 and 2)—Nebras State Ry. Commission vs. 


A. & W. Ry. et al. 
16517—Black Hills Wholesale Grocery Co. vs. C. & N. W. Ry. et al. 
17636—Rates and minimum weights on salt within the state of Ohio. 
December 21—Argument at Washington, D. C.: 
16016—Savannah Traffic Bureau, Inc., vs. S. & A. Ry. et al 
16148 (and Sub, 1)—Sinclair Wyoming Oil Co. vs. C. & N. W. Ry. 


et.al. 

16696 (and Sub. Nos. 1 and 2)—Sinclair Crude Oil Purchasing Co. 

vs. C. & A. R. R, et al. 

16479 (and Sub, 1)—Southern Sewer Pipe Works vs. L. & N. R. R. 

Finance No. 5656—Acquisition of control of Buffalo, Rochester & 
Pittsburgh Ry. by Delaware & Hudson Co. 

December 22—Washington, D. C.—Examiner Devoe: 

* Finance No. 5862—Application of Jacksonville, Gainesville & Gulf 
Ry. for authority to acquire the railroad formerly owned by 
Tampa & Jacksonville Ry. 

* Finance No. 5863—Application of Jacksonville, Gainesville & Gulf 
Ry. for authority to issue securities. 

* Finance No. 5865—Application of Seaboard Air Line Ry. for 
authority to acquire control of Jacksonville, Gainesville & Gulf Ry. 
by purchase of capital stock. 

* Finance No. 5866—Application of Seaboard Air Line Ry. for 
authority to assume liability with respect to certain securities 
of Jacksonville, Gainesville & Gulf Ry. 


December 22—Washington, D. C.—Examiner Davis: 

* Finance No. 5931—Joint application of the Bell Telephone Co. of 
Pennsylvania and Home Telephone Co. of Ridgway for a certifi- 
cate of advantage and public interest. 

* Finance 5947—Application of Sacramento Valley Telephone Co. for 
a certificate that the acquisition by it of the telephone properties 
of the California Telephone & Light Co. will be of advantage to 
(he eae to whom service is to be rendered and in the public 
nterest. 

* Finance No. 5966—Joint Application of Southern Bell Telephone & 
Telegraph Co. and the Murray Telephone Co. for a certificate that 
the acquisition by the former company of the properties of the 
latter company will be of advantage to the persons to whom service 
is to be rendered and in the public interest. 

December 22—Argument at Washington, D. C:: 

16951—Manufacturers’ Assn. of Chicago Heights on behalf of Amer- 
ican Man ese Steel Co. vs. Penna. R. et al. 


17188—Sub, icago Fire Brick Co, vs. C. & N. W. Ry. et al. 
bey "cena Vegetable Parchment Co. vs. C. K. & S. Ry. 
e 3 


17767 (and Sub. 1)—Manufacturers’ Association of Chicago Heights 
et al. vs. A. T. & S, F. Ry. et al. 
December 22—Cincinnati, O.—Examiner Rope: 
18765—Burger Bros. Co. vs. A. & B. B. R. R. et al. 











et al., assigned for December 16, at St. Louis, Mo., before Ry. men 
aminer Disque, was postponed to a date to be hereafter fixed F Ue 
Argument in No. 11203, Standard Paint Co. et al. vs. Di. — Ma 
rector-General, A. & V. Ry. et al., 13869 (and Sub. No. 1), Cer & — 
tain-teed Products Corp. vs. Sou. Ry. et al., No. 13986, Central F Sal 
Cement & Supply Co. et al. vs. A. & W. P. R. R. et al., No. 14101 FF ( 
Birmingham Traffic Bureau vs. A. G. S. R. R. et al., and No & Co 
14360, Allen & Jennison Co. et al. vs. A. G. S. R. R. et al., and No & ‘ 
15865, Florence Chamber of Commerce vs. L. & N. R. R. et al, Lo 
assigned for December 15, at Washington, D. C., was postpone F me 
to a date to be hereafter fixed. ” 
18597, Ontario Paper Co., Ltd., et al. vs. Can. Nat’l Ry. et al & FI 
was set for further hearing at Chicago, December 17, before & ( 
Examiner Walsh. FS Ww 

Hearing in finance No. 3633, excess income of the Bessemer § 
& Lake Erie R. R., and finance No. 3966, excess income of the D: 
Union R. R. Co. (of Pa.), assigned for December 13, at Wash & ; 
ington, D. C., before Examiner Law, was reassigned for March 5! 
1, at Washington, D. C., before Examiner Law. U 
a betes oe 8 H 
— xf | 

December 23—Argument at Washington, D. C.: 
15216—John M. Buckland, Trading as National Slag Co. vs. B. & & ] 


A. R. R. (N. Y. C. R. R., lessee) et al. 
17145—Rome Metallic Bedstead Co. vs. B. & A. R. R. et al. 
17311—-Medal Brick & Tile Co. vs. B. & O. R. R. 4 
17426—The West Virginia Rail Co. vs. C. & O. Ry. et al. j PRO 
December 28—Argument at Washington, D. C.: 
178388—American Linseed Co. vs. C. M. & St. P 


17880—United Zinc Smelting Corp. vs. Penna. R. R. et al. 1 LOS 
17892 (and Sub. 1 and 2)—North American Cement Corp. vs. W. —& 

M4. Ry. et al. 
17927—J. G. Curtiss Leather Co. vs. Penna. R. R. et al. SHI 


December 29—Argument at Washington, D. C.: 
17397—Manufacturers’ Traffic Bureau et al. vs. B. & O. R. R. et al. 
17413—The Keystone Steel & Wire Co. vs. C. & A. R. R. et al. | MIS 
17452—Southern Clay Manufacturing Co. vs. A. G. S. R. R. et al. 
17665—Manufacturers’ Traffis Bureau for Auto Specialties Manufac- 

turing Co. et al. vs. B. & O. R. R. et al. Cc. 

December 30—Argument at Washington, D. C.: 

17465—Traffic Bureau—Chamber of Commerce (Lynchburg, Va.) v8. 


N. Y. C. R. R. et al. RIN 
16968 b fana . )—Traffic Bureau—Chamber of Commerce vs. D. L 

& V. . et al. 
17470—National Association of Ice Cream Manufacturers vs. Amer. IN| 


Ry. Exp. Co. et al. 
17784—Hylonite Products Co. vs. A. T. & S. F. Ry. et al. 
January 4—Kansas City, Mo.—Examiner Harraman: PE 
* 18669 (and Sub. 1)—The Southwestern Millers’ League vs. A. T. 
& S. F. Ry. et al. 


January 4—Chicago, Ill—Examiner Howell: ; oc 
* 18406—The Inland Waterways Corp., operating Mississippi-Warrio 
Service, vs. B. S. L. & W. Ry. et al. 
January 4—Jacksonville, Fla.—Examiner Kingsbury: Cc 
1. & S. 2797—Clean rice and rice flour from points in La, to South 
Atlantic Coast points. 
January 5—Jacksonville, Fla.—Examiner Konigsberg: 
* 18832—Aycock-Holley Lumber Co. vs. A. C. L. R. R. 
* 18833—O. P. Woodcock Co. vs. A. C. L. R. R. et al. Q 
January 5—Omaha, Nebr.—Examiner Griffin: ; 
* 1, & S. 2792—Pears from North Pacific Coast Points to Missouri 
River territory and west. D 


January 5—Philadelphia, Pa.—Examiner Worthington: 
* 18968—Schuylkill Ry. Co., et al., vs. Reading Co. 
January 5—Chicago, Ill_—Examiner Howell: 
* 18657—Swift & Co. vs. L. & N. R. R., et al. J 
Portions Fourth Section Application Nos. 1952 filed by L. & N. 
R. R. and 1065 filed by L. H. & St. L. Ry. 
* 18840—Swift & Co., et al., vs. St. L.-S. F. Ry., et al. 


January 5—Muskegon, Mich.—Examiner Kerwin: 


* 18872—Brunswick-Balke-Collender Co. vs. Mich. Cent. R. R., et al. r 
* 18731—Brunswick-Balke-Collender Co. vs. P. M. Ry. et al. ; 
January 5—Washington, D. C.—Examiner Carter: ' 


* 18202—L. D. Goldstein, et al., vs. Penna. R. R., et al. 

* 18650—Peninsula Produce Exchange vs. Penna R. R., et al. 
January 5—Argument at Washington, D. C.: 

* 15408—Milne Lumber Co. vs. C. C. Cc. & St. L. Ry. et al. 

* 16460, Sub. 2—Milne Lumber Co. vs. D. G. H. & M. Ry. et al. 
* 16912—Milne Lumber Co. vs. D. & T. S. L. R. R. et al. 

* 1. & S. 2662—Pitch and tar between points in C. F. A. territory. 
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Oklahoma Adopts Automatic 


For the State Railroad Commission 











Traffic departments of the 
country’s leading industries 
and Chambers of Commerce, 
trade associations, railroads, 
and state departments are 
rapidly coming to Automatic 
Tariff Filing equipment. 





\ 


Read whole front form 
of any tariff right in file 







FREE—68-page book on Traffic 
management — manual No. 19, 
issued by the LaSalle Extension 
University and compiled by 
its Traffic Research staff. It 
thoroughly describes tariff 
filing and equipment of all 
kinds. Send for your copy now. 





Remove or replace any 
issue without disturb- 
ing others 


SS 


A gentle push closes 
drawer and safely com- 
presses tariffs automat- 
tcally into least file 
space 


Test out Automatic 
in your own office 
on 30 days’ free trial 


Automatic conven- 
ience plus handy 
counter, reference top 
and office divisions at 
cost of merely files. 


No. 3500T COUNTER HIGH 
Tariff File, 42 in. high, 1144 
wide, 24144 deep. Bolt to- 
gether into solid appearing 
continuous counters. Con- 


tains 8 Automatic V Ex- 
panding Tariff Files. 





7 feet of solid tariffs on 
only 2 square feet of 
floor space. 


No. 5400T Extra Capacity File. 
56 inches high, 1144 wide, 
24 deep. Like all Automatic 
V Expanding files, drawers op- 
erate on perfected 10 roller-ball 
bearing suspension slides and 
have safety drawer latches. 


Write for New Catalog No. 26T, 
Prices and Tariff Literature 
THE AUTOMATIC FILE & INDEX CO. 


East 10th Street, Green Bay, Wis. 
Chicago Branch, 40 S. Wells St. 


UIOMATIC 


IN. 


FICES 
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7 \merican Chain of Warehouses, Inc. 8 


ALBANY, N. Y.—Albany Terminal & Security 
Warehouse Co., | Dean St. 


ATLANTA GA. wy yy & Manufacturers 
Warehouse Co., 169 Haynes St. 


acess 4 .—The tetiegneesth Warehouses, 


hd. MD.—Baltimore Fidelity Ware- 
house Co., Hillen & High Sts. 


BANGOR, ME.—McLaughlin Warehouse Co., 45 
Front St. 

SIRMINGHAM, ALA.—Warrant Warehouse Co., 
3500 Avenue ‘‘A.”’ 


BUFFALO, N. Y.—Buffalo Storage & Carting 
Co. 0 Seneca St. 


io 


BURLINGTON, !O0WA—Mercer Treneer & Stor- 
age Co., Osborn and Center S 


CHARLESTON, 8S C.—Charieston <= & 
Forwarding Co., i6 Hasell St. 


CHATTANGOGA, TENN. — Chattanooga Ware 
house & Cold Storage Co., 1208 King St. 


CINCINNATI, OH!O—The Wallace Transfer & 
Forwarding Ce., 222 E. Front St. 


CLEYELAND, OHIO0—The General Storage Co., 
° Orange Avenue Terminal. 


COLUMBIA, §&. C.--Cotemtte Brokerage & 
Storage Co., P. 0. Box 989 
es — Merchandise Storage 


DALLAS, Ea a Dallas Tyaneter & Ter- 
minal Warehouse Co. . Santa idg. 


DAVENPORT, P mh ha & came Express 
& Storage Co., 320 E. 4th St. 


DAYTON, OH10—The Union Storage Co., 101 
Bainbridge st. 

DENVER, eee Transfer & Storage 
Co., 1700 15th S 


DES MOINES, 4. Transfer & 
Storage Co., 9th & Mulberry Sts. 


DETROIT, MICH.—Coe Terminal Warehouse, 607 
Shelby Street. 

EL PASO, TEXAS—El Paso Firepreof Storage 
Co., 1125 Texas St. 


ELMIRA, N. Y.—A, C. Rice Storage Corpora- 
tlon, 607 Railroad Ave. 


— N. B= Gate Transfer Co., 806 
jorthern Pasifie A 


a ones 1OWA—Br 
age Co., 6th & 

vor WAYNE, og pantera Storage Ware- 

ouse Co., 414 E. Columbia. 

osama De - amatae & Nicholls Ce., 
inc., 509 35! 

GRAND aetehn, yo -—Kent Storage Ce., 
59 Front Ave, 

GREEN BAY, WIS.—Green Bay Transfer & 
Storage Co., 212 South Washington St. 

HARRISBURG, PA. — Montgomery & Co, 25 
South oth st. 


9 saad & Stor- 


HARTFORD, CONN.— Hartford Despatch & 
Warehouse Co., 249 Asylum St. 


HOUSTON, TEX.—The Texas Warehouse Co., 
Baker & Cedar Sts. 

HUNTINGTON, W. VA.—Maler Sales & Storage 
Co., 1639 Seventh Ave. 

INDIANAPOLIS, IND.—Tripp Warehouse Co., 
620 South Capitol Ave. 

JACKSONVILLE, FLA.—Union Terminal Ware- 
house Co. Sts. 


. E. Union & tenia 


KANSAS CITY. MO.—Adams Transfer & Stor- 
age Co., 228 West 4th St. 


ESTABLISHED 191A 


-MENMBERS— 


KNOXVILLE, TENN.—Knoxville Fireproof Stor- 
age Co., GI2 E. Depot St. 


ae ey ei 4 Storage and Trans- 


LEXINGTON, KY.—Union Transfer & Storage 
Co., Spring & Vine Sts. 


SHIPPERS 


Chain Warehouses 
offer your Sales and 
Trafic Departments 
Modern Facilities for 
your Storage Stocks 
and Experienced 
Organizations for the 
Handling and Dis- 
tribution of your 
Merchandise. 


American Chain of 
Warehouses serve all 
territories. 
Call upon our nearest 
Representative for further 


information regarding 
facilities in any city. 





urns | | etic Warehouse Co., 

Los ny ag gp a Terminal Ware- 

LOUISVILLE, KY. —toaleyie Pubile Warehouse 
Ce., Brook & Main 

OT ieee VA. — Lynehbere Storage Co., 
1324 Com 

weqruss, TENG. te Transfer Co., 24 
North 2nd St. 


MILWAUKEE, WiS—Hanse Storage Ce., 120 
eff 


MINNEAPOLIS, MINN. — Security Warehouse 
Co., 334 North ist St. 

MOBILE, ALA.—Warrant Warehouse Co., Water 
& Lipscombe Sts. 

NASHVILLE, TENN.—E. M. on Fireproof 
Storage Co. Broadway. 


NEW ORLEANS, y"E* ‘Warehouse Ce., 
Ltd., 815 South Front St. 


wae YORK CITY—F. C. Linde Co., 23 Varick 


OKLAHOMA CITY, h—. K. Transfer & 
Storage Ce., 330 West ist St. 


OMAHA, NEBR,.—Bekins ena Van & Storage, 
806 South (6th St. 

PEORIA, ILL.—fFederal Warehouse Co., 800 
So Adams St. 

PETERSBURG, VA.—Southern Bonded Ware- 
house Corp., 22 South Market St. 


PHILADELPHIA, PA.— Merehants Warehouse 
Co., 10 Chestnut St. 


PORTLAND, wane Block Warehouse 
Co., 30 Commercial St. 


PORTLAND, ORE.—Holman Transfer Co., 8-12 
Front St. 


PUEBLO, COLO.—Burch Warehouse & PL aeaaad 
Company, ino., 200 South Santa Fe Ave. 


RALEIGH, N. \ are _— & Dis- 
tributing Co., 108 W. e St, 


ones. N. Y.—Blanchard Storage Co., 
road Street at 0: 


Rock nr 1 oak Island Transfer & 
rage Co., 101 i7th S 


a. po bk CALIF. nitine Haslett Ware- 
house Co., 60 California St. 


SAVANNAH, GA.—Savannah Bonded Warehouse 
& Transfer Co., Bay St. Extension & Canal. 


SCRANTON, PA.—The Quackenbush Warehouse 
Co:, 21 Bridge St. 


SEATTLE, WASH.—Eyres Se & ODistribu- 
ting Co., 301 Ry. Ave. 


SIOUX ae, Bn Maga Van & Storage 
Co., 114 Riverside Ave. 


ST. JOSEPH, MO.—Terminal Warehouses of St. 
Joseph, Ine., Packers Ave. 


ST. Bye MO.—MePheeters Warehouse Co., 
04 North Levee. 


ST. ponding MINN.—Security Warehouse Co. 
ST. perenseuns, FLA.—Southern Transfer & 
age Co. 
SYRACUSE, N. Y.—Flagg Storage Warehouse 
Co., 100 Townsend St. 


TERRE HAUTE, IND.—Bauermelster Terminal 
Corp., 102 Wabash Ave. 


bins a > ARK.—Hunter Transfer Co., 319 
E. Front ‘St. 


TOLEDO, OH1I0—Depoenthal Truck & Storage 
Co., 108 Summit St. 


TULSA, OKLA.—Tulsa Storage & Transfer Co., 
8 No. Cheyenne St. 
UTICA, N. Y.—Seneca Warehouse Company. 
VANCOUVER, B. C.—Vancouver Warehouses, 
“7 Bea’ jeatty st. 
WASHINGTON, D. aa Transfer & 
Storage Co., 920 E St. N. W. 
WHEELING, W. VA. — Union nome & 
Storage Co., Main, South & {6th 
WICHITA, KAN.—Brokers Office ry Warehouse 
Co., 143 No. Rock Island Ave. 
weesee ow ~ TEX.—Tarry-Martin Transfer, 
terage & Forwarding Co., 1507 Lamar St. 
wm... N. C.—W. B. Thorpe & Co., 
inc., Water & Ann Sts. 
WORCESTER, MASS.—Bowler Storage & Sales 
Co., 81 Lafayette Street. 


STORAGE - MERCHANDISE - DISTRIBUTION 


1926 Directory, with Full Information Regarding Facilities 
of Each Member, Available Upon Request 


O. V. HUKILL, Eastern Representative 
260 West Broadway 
New York City 


Phone Walker 7195 





P. F. CASSIDY, Western Representative 
203 S. Dearborn St., Room 905 
Phone Harrison 3300 


Chicago, III. 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


TO FROM 




























































“Binghamton Second Morning Ampere Corresponding Service 
Buffalo es Bloomfield : i 
Cedar Rapids Sixth =“ Boonton given to shipments loaded 
Chicago Fourth * Clifton ’ 
Cincinnati a i to the platforms of connect 
Cleveland ante an Harrison ing roads destined to points 
Columbus Fourth se Hoboken City ° 
Cortland Second Hoboken Shore Railroad beyond those named herein. 
_— Bluffs pel : dese iy 
atur yn 2 . ° q 
Des Moines Sisthe te P wage? inn is oo 
etror' 
East St. Louis Fourth =“ —— ive via Lackawanna ma 
Elmira a Paterson Philadelphia and other 
ne H ° oe 
Fot Wayne Fourth ss, Reading Railroad points, 
oria ari 
Grand Rapids Fourth SINS also from points on the 
Indianapolis : = ; 
theca Second Afternoon Central Railroad of New 
deciaon — Morning ~ Jersey, via Scranton, Pa., 
a 
eae Fourteenth S = Transfer; also from Boston 
— S penety via Boston & Maine-Dela- 
Memphis Sixth 28th = - 
Milwaukee Fifth toe ware & Hudson and Bing- 
Minneapolis Sixth i a 
thence Fourth Brooke hamton, and via New York, 
Nash = * . ae 4 vermingl New Haven & Hartford and 
ana aX 3 “ 
Oswego Second Afternoon = ri arraallabout Port Morris, N. J. 
Peoria Fourth Morning = ey -_ ’ = ’ 
Pista Third“ he Daily passing reports in 
uron . 
Portland Thirleenth <a site the possession of all Lacka- 
Rochester Second NEW YORK On, wanna Agents enable imme- 
Saginaw — TRANSFER + . . 
Saint Louis diate and complete infor- 
Saint Paul Sixth it Sth St. . 
San Francisco Fourteenth ‘* Bush Docks mation to customers. 
Seattle Thirteenth‘ 
"Scranton Second “‘ 
South Bend Fourth ‘ e e e 
esate ao * Not Necessary to Designate Any Special Station, 
Ss Second © 
Toledo Fourth Pier or Train. 
Toronto Third 
Utica Second “* 


Simply Route “LACKAWANNA” 





*First Morning from New York Piers and Hoboken Cily. 





The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 















LACKAWANNA AGENCIES 











ST. PAUL 
601 Merchants Bank Building 
BOSTON DETROIT NEWARK SAN FRANCISCO 
80 Federal Street Ist National Bank Bldg. 786 Broad Street 823 Monadnock Bldg. 
BROOKLYN EASTON, PA. NEW HAVEN SCRANTON 
32 Court Street 402 Northampton Street 39 Church Street Lackawanna Station 
BUFFALO INDIANAPOLIS NEW YORK CITY SEATTLE , 
Lackawanna Terminal 410 Guaranty Building 302 Broadway 1312 L. C. Smith Bldg. 
CHICAGO KANSAS CITY PHILADELPHIA SYRACUSE 
111 West Jackson Blvd. Railway Exchange Bldg. 1302 Finance Building Lackawanna Station 
CINCINNATI MILWAUKEE PITTSBURGH TOLEDO 
4th National Bank Bldg. 1316 Majestic Building 428 Park Building 1605 2nd National Bank Bldg. 
CLEVELAND MINNEAPOLIS ST. LOUIS TORONT 
310 Park Building Metropolitan Life Bldg. 112°North 4th Street 










oO 
1602 Royal Bank Bldg. 
LL 
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The Belt Railway Company of Chicago 


INDUSTRIAL DEPARTMENT 


TRS YF 
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[1 ]ndustrial Opportunities 
[L-Jabor— All Kinds Available 
[Wle Want You With Us 

[Allive to Your Requirements 

[Y lesterday, Today, | 


ways the Best | 
(Co-operative Policy | 
” [O]nly Forty-six Years’ Experience 
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The knowledge of Industry’s requirements and 
ability to meet them through character service 
is an important factor in your determination of 
a location. 





With an experience obtained through over forty 
years of constant contact with such problems, 
we have provided the necessary facilities which 
enable us to render such service. 


Character Service, Chicago rates applicable to 
and from all locations, direct connection and 
interchange arrangement with all trunk lines 
makes a location on The Belt Railway Company 
of Chicago comparable with one served by all 
railroads entering Chicago. 


Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
disposal. 


J. F. HOGAN, Vice President J. H. BROWN 
Dearborn Station Traffic and Industrial Manager 


Chicago Dearborn Station 
| ‘Telephone Harrison 3690 
| 


Chicago 
as 
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| Between 

3 All Points 
i in the 
“i East & South 
and 
: Northwest . 
2 Western Canada 
> North 


Pacific Coast 





4500 Miles i | >) (eo 7 he Serving the 
of ie 5 ae ee Heart of the 


Great 
Own Lines 


THE FLOUR INDUSTRY - re v3 THE STEEL INDUSTRY 


To avoid delay, shipments for Can- 

, S adian destinations must be accompan- 

i EDMONTON g ied by shippers’ export declaration 
made in triplicate. This document 

must be delivered to railroad agent at 

initial point with the shipment and ac- 





company same to Canadian port of 
entry. ; 
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ALWAYS DEPENDABLE 


AGENCIES 


Boston, Mass., 40 Central St. Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 8rd and Pine Sts. 
Buffalo, N. Y., 409-410 Iro- Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
_ quois Bldg. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat'l Bank 
Chicago, Ill, 707 Standard Milwaukee, Wis., 68 Wisconsin St., -_ ¥ 
Pen 3 -_ Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- — agg agg Market St. 
ippewa Falls, Wi . 5 5 e 
Cincinnati, O., 709 Traction Bldg. BR cao Lag Seattle, Wash., 5564 Stuart Bldg. 
u Twit, ° ws , 
Cleland O19 Union at ig, New Vor X.Y, Woolworth Bg Sika Wash, 100 Ol Na Bank Di 
Duluth, Minn., 320 West Superior St. Omaha, Neb., “eee W. O. W. Bldg. Tacoma, Wash., 1118 Pacific Ave. 
Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Waukesha, Wis. 
Indianapolis, Ind., 522 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 
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Railway Exchange Bldg. 
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Hippodrome Bldg. 
DENVER 


Boston Bldg. 
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CHICAGO—FREIGHT DEPT. 
Southern Pacific Bldg. 
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Ellicott Square Bldg. 


@ CINCINNATI 
Dixie Tewinal 


BUFFALO 
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BIRMINGHAM 
Woodward Bldg. 
BOSTON 
Old South Bidg. 
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@ ATLANTA 
Healey Bldg. 
@ BALTIMORE 
Union Trust Bldg. 
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And Many of Them 


This issue of the Traffic World will appear 
December 25th, the day on tehich the Ebristian 
world turns from its business cares to thoughts 
and actions more in keeping with the beautiful 
lessons taught by Him whose birth we celebrate. 


With thoughts of friendship and kindness for all, 
we wish pou A Very 


| Ferry Christmas 


Southern Pacific Lines 
Officers and Staff 
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